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FREE TRANSPORTATION 
Since the publication, July 28, of our editorial on the 


proposed report of the Commission with respect to private 
car abuses, we have received considerable comment from 
railroad men, by mail and otherwise, objecting to the appli- 
cation to the subject of free transportation generally of the 
principles involved in this report. It is somewhat sig- 
nificant that the adverse comment referred to is not as to 
what the report said with respect to private cars and our 
remarks on that phase of the subject, but to the application 
of the principle to the whole subject of free transportation. 
That may be due, in part, to the fact that the report with 
respect to private car abuse is from an official source; in 
part to a recognition of the justice of the report, which con- 
tains many specific illustrations; and in part to the fact that 
the average railroad man is not particularly interested in 
the subject of private cars, but he is interested when it is 
suggested that he be deprived of his free transportation 
privilege. And yet, if one will read the report carefullly, 
he will see that there is hardly a thing in it that is not 
applicable, in whole or in part, to “passes” as well as to the 
use of private cars. 

We wish this subject could be considered dispassion- 
ately. It really is not a good argument in favor of the 
present free transportation practice that to change it would 
deprive railroad employes and pensioners of privileges they 
enjoy. It is a question that ought to be discussed and set- 
tled on an economic and not a personal basis. To us it 
seems unquestionable that the free transportation system of 
the present is uneconomical, and we have been surprised that 
it has not been more often cited as such by shippers, and 
especially by legislators who seem continually to be trying 
to find reasons for depriving the railroads of revenue, as an 
example of the kind of railroad management that does not 
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tinctly says that the railroads are entitled to such rates and 
revenue only when they are honestly, economically, and 
efficiently managed. Demagogues find many reasons for 
beating down the revenue of the carriers but, for some rea- 
son, they have overlooked one argument that might be used 
to advantage and that would stand the test of truth and 
logic, as far as it goes. 

Railroads, naturally and properly, give passes to their 
employes while traveling on business on their own lines. 
But they also give free transportation to their employes, and 
the families of their employes, and the widows of their em- 
ployes, and retired employes, when traveling on personal 
business or pleasure. We can see little reason for this. It 
might be proper to transport these persons at a discount, 
the sum paid to be not less than the cost of the service, 
but to give away the service is a wasteful practice without, 
it seems to us, sound reason behind it. Transportation is 
the only business in which this practice is found. Other 
businesses do, indeed, sell goods to their employes at a 
heavy discount, and that is proper; but does anyone know 
of a business house that permits its employes to help them- 
selves from the shelves without paying at all? Does any- 
one know of any other kind of public service company—a 
gas company or an electric power company, for instance— 
that gives free gas or free electric current to its employes? 
Such a practice on the part of a public service company 
would call for instant condemnation and would react in 
lowered rates or orders stopping it. 

The difference in the aspect of the thing in the minds 
of railroad employes—and their employers—arises, no doubt, 
partly from the fact that it is a practice of long standing 
and it is difficult to depart from precedent and custom, and 
partly because transportation is a thing that cannot be 
wrapped up and delivered or taken home under one’s arm. 
It is an intangible thing—a service, not a commodity—and it 
may be said, as it has been many times said, that the trains 
are running anyhow and it costs nothing to haul free an 
employe on a train that makes the trip with or without him. 
Of course, this is true if we think of only one “deadhead.” 
But does anyone really contend that it costs the railroads 
nothing for the millions of free transportation miles they 
give away each year? It would be interesting to know the 
number of passes issued in a year and the number of miles 
ridden on them. The figures, no doubt, would be stagger- 
ing. There are no data in the Commission files showing the 
number of passes issued or the mileage traveled thereon 
and there are no data of any kind on which an estimate 
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could be based. The Commission's only report requirement 
in respect to passes 18 that each company inform it as to 
the officer authorized to issue passes and the classes of em- 
yes of its own and other railroads to whom passes are 


plo ; : . 
Of course, it costs the railroads money to haul 


issued, 
assengers free and that they realize it themselves is shown 
wy the fact that most passes are not good on certain trains, 
it cost nothing to transport deadhead passengers they 
might ride on one train as well as on another. 

But the railroads do even more than allow their own 
employes and their families to ride free for pleasure on 
heir home roads. They extend the same courtesy to em- 
ployes of other roads, traveling either for pleasure or on 
the business of their own roads. There is still less justi- 
jcation for this practice, It is likened by some who defend 
i to the practice of wholesale houses, for instance, in 
extending price courtesies to the employes of other whole 
le houses. But here again wholesale houses do not give 


away their goods. ‘They merely give a discount. Perhaps 


the railroads might properly do the same thing. But we 
think it is an economic waste, paid for in rates by the pub- 
ic, when they give away their transportation to any but 
their own employes traveling on business, 

This is a subject in the consideration of which’ there 
ought to be no heat. It is an economic problem about which 
opinions may differ, but which is fairly open to discussion, 
\t least, whatever else may be thought about passes, every- 
body must admit that the privilege is greatly abused. ‘There 
are, perhaps, ways of curing the evil without entirely cutting 
off free transportation. Perhaps the railroads might take 
care of the “breaking even” phase of permitting railroad 
employes traveling on business to ride free on foreign roads 
by exchanging free transportation on a mileage basis. Per 
haps they might grant half fare, or whatever rate of fare 
would cover the out-of-pocket cost, to employes traveling on 
their own personal account. Perhaps railroad executives, 
even within the limits of their present legal privileges and 
supposed practice, might put into effect some reforms that 
would curtail extravagance and abuse. But it seems to us 
wreasonable to take the ground either that free transporta 
tion costs the railroads nothing or that there are no abuses 
of the pass privilege. The law allows the issuance of much 
free transportation, as shown in section 1 of the interstate 
commerce act, but it does not compel it, either for the is- 
suing company’s officers and employes or the officers and 
We should like to see rail- 
road men depart from their usual reticence and discuss the 
subject for publication. We welcome the views of others 
also, 


employes of other companies. 


The 
Railway Age, which is the recognized organ of the railroads 
and whose editor is employed by the railroads in their public 
relations work, says this, in commenting on the proposed 
report by Commissioner McManamy in the matter of pri- 
vate car abuses: 


We are not alone in our views on this matter. 


If an officer of one railroad needs to travel on business for his 
company in an office car over another railroad there can be no 
good reason why his railroad should not pay the other railroad 
lor handling the car. If he is not traveling on business for his 
railroad there seems to be no really good reason why cither his 
own or the other railroad should bear the expense of handling it. 


Is there anything in this logic with respect to the use 
of private cars that does not apply as well to railroad passes ? 
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Then the Railway Age goes on to say: 


Closely related to the question as to the way in which business 
cars should be used is the question as to the extent to which free 
transportation should be issued to and used by individuals, It 
seems probable that there are larger and more important abuses 
at the present time in the issuance and use of free transportation 
than in the use of business cars. Why, for example, should a 
large shipper who happens to be an officer of a small railroad be 
given by large railways almost unlimited amounts of free trans 
portation for himself and his family when it would be a violation 
of law to give free transportation to any shipper, however large, 
who does not happen to be an officer of some railroad, however 
small? 

The railway situation presents questions far more important 
than any that may be raised regarding the use of private cars and 
free passes. It might be suggested that, while the Commission is 
considering whether the practices in the use of private cars con 
demned by Mr. MceManamy are legal, it might also be considering 
whether the members of the Commission, in disregarding the rate 
making provisions of the transportation act, are acting in. strict 
accordance with the laws that they are charged with administering 
But abuses such as those prevailing in the use of private cars and 
free passes are adapted to doing the railways mall harm if given 
publicity, and, consequently should be eliminated. 


With all of this we find ourselves in full agreement, 
except that we do not think the reason for abolishing these 
abuses ought to be that, when found out and subjected to 
The 
abolishing them is that they are uneconomical and, therefore, 
If they were not, publicity with 


publicity, they do the railroads harm, reason for 


detrimental to the public. 
respect to them could not harm the railroads or anyone else, 


RAILROAD SERVICE PRAISED 


“The efficiency of railway operation has been greatly im 
proved in recent years and this was evidenced in 1927 by the 
rapid movement of traffic, which was almost entirely free from 
congestion and delay,” it is stated in the 1928 edition of the 
Commerce Yearbook published by the Department of Commerce, 
in which is contained a comprehensive review of economic con- 
ditions in 1927, 

“Railroad ton-mileage in 1927 was smaller than in 1926 but 
larger than in any other year,” it is said in that part of the 
summary dealing with transportation, “Total car loadings of 
commodities and ton mileage of revenue freight both decreased 
about 3 per cent, largely as a result of smaller movement of 
coal, Operating revenues of railroads were 3.8 per cent and 
operating expenditures only about 2 per cent leas than in 1926, 
with the result that the net railway operating income fell off 
12 per cent, although it continued to be higher than in most other 
recent years. The ratio of operating expenses to operating rev- 
enue, which declined from the excessive level of 94.3 per cent 
in 1920 to 73.2 per cent in 1926, advanced to 74.6 per cent. 

“There was a further decrease in the tonnage of the Amer- 
ican merchant marine in 1927, but it continued to be more than 
twice as large as before the war. The loss was confined almost 
entirely to the tonnage registered for foreign trade, The ton- 
nage so registered is still about seven times as large as in 1914, 
though some of it continues to He idle. Entrances of vessels 
engaged in foreign trade totaled more than 74,000,000 net tons 
in 1927, somewhat less than in 1926 but decidedly larger than 
in any other year.” 

Approximately 45 pages in the volume contain general in- 
formation, statistics and charts relating to transportation—rail- 
way transportation, motor transportation, inland waterways, 
ocean shipping and civil areonautica, 

A substantial part of the credit for the increased efficiency 
in railroad operation in recent years is accorded to the shippers 
and receivers and other groups represented on the regional ad- 
visory boards, 

“The 13 regional advisory boards which have been organized 
throughout the country by the American Railway Association 
have now become permanent parts of our transportation struc- 
ture,” it is stated. 

“Railway operating efficiency, resulting in the present rapid 
and reliable delivery of freight, has been an important factor 
in the reduction of inventories and the speeding up of business 
generally. The quicker loading and unloading of equipment have 
aided greatly in the efficiency of our railway facilities. 

“Generally speaking, freight is delivered today in approx- 
imately one-half the time required seven years ago. The quar- 
terly prognostications of car requirements obtained through the 
regional advisory board members have assisted the railroads 
greatly in determining the amount and kind of equipment for the 
carriage of both seasonal and regular-moving freight.” 

In a discussion of ratios bearing on railway efficiency, it is 
stated that, compared with 1913, car-miles per car-day have 
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increased 24 per cent, while the index of traffic units handled per 
employe has risen 34 per cent. 

“Probably the best indication of operating efficiency is the 
number of gross ton-miles per train-hour,” it is stated. “These 
data are not available for 1913, but the increase since 1920 
amounts to 48 per cent. The net ton-miles per train-hour have 
increased 31 per cent during the same period. The net tons of 
revenue freight per loaded car in 1927 decreased slighlty from 
1926. The pounds of coal consumed per 1,000 gross ton-miles 
decreased approximately one-third between 1913 and 1927, and 
about one-fourth between 1920 and 1927. In the passenger serv- 
ice the pounds of coal consumed per passenger train car-mile 
decreased approximately one-fifth between 1920 and 1927.” 

It is pointed out that in 1923 the chief executives of the 
principal railway carriers agreed on a comprehensive, concerted, 
cooperative program “to insure, to the highest degree practic- 
able, adequate provision for the country’s transportation 
requirements.” 

“The objective of the executives was to have the right kind of 
car at the right place at the right time and in proper condition, 
and to make prompt delivery of the shipments at the point of 
destination,” it is stated. “Railway efficiency . . has steadily 
increased since the inauguration of this program. Along with 
the increase in the speed of trains, an increase in the ton-miles 
per train-hour, a decrease in the amount of coal consumed per 
ton-mile, and an increase in the traffic units handled per em- 
ploye, we find the public cooperative interest and activity 
through the regional advisory boards speeding up the loading 
and unloading of cars.” 

With reference to rates and fares, it is stated that since the 
reductions of 1922, no sweeping changes have occurred in 
freight rates or passenger fares, although slight adjustments in 
rates have been made within certain rate territories and also 
on certain commodities. 

“For the most part changes in total railroad revenues dur- 
ing the last few years reflect changes in volume, distance 
hauled, or character of freight and passenger traffic,” it is stated. 
“The average revenue per ton-mile in 1927 was about 15 per 
cent lower than in 1921, based upon returns of Class I carriers. 
Had the 1921 ton-mile revenue average applied in 1927 the 
operating revenues would have been approximately $832,000,000 
greater.” 

Labor cost per unit of service has decreased in recent years, 
according to the review which says on that point: 

“In 1927, there was an increase over 1923 of nearly 4 per 
cent in volume of traffic handled (revenue ton-miles) as com- 
pared with a decrease of 6% per cent in number of employes 
and a decrease of 3 per cent in total wages paid. This increased 
efficiency in operation has been due to the efforts of both man- 
agement and men and to increased railway facilities, such as 
locomotive equipment of greater tractive power and the replace- 
ment of obsolete and inferior freight cars by new heavy-capacity 
equipment.” 

There is included in the review a summary of the operating 
finances of railway companies since 1890. As compared with the 
average for the period 1891 to 1895, the year 1927 showed operat- 
ing revenue about five and one-half times, operating expenses 
six times, and net railway operating income over three times as 
large. Taxes in 1927 were almost eleven times the average for 
1891 to 1895. The operating ratio advanced sharply during the 
war, but gratifying decreases have been brought about since 1920, 
it is stated. 


“The net railway operating income of Class I roads in 1927 
was 5 per cent of the aggregate tentative valuation of the steam- 
railway property of the carriers subject to the transportation 
act of 1920,” it is stated. ‘For the southern district the 1927 
ratio was 6.1 per cent, for the eastern district, 5.1 per cent, and 
for the western district, 4.4 per cent. 

“In a general rate case in 1920 the aggregate tentative valu- 
ation of all railroads was taken as $18,900,000,000 by the Inter- 
state Commerce Commission, of which $18,577,000,000 was the 
tentative valuation assumed to apply to Class I railways as of 
December 31, 1919. The tentative valuation for the latter in 
1926, using the 1920 figures as the base, is $21,464,000,000, which 
is obtained by adding the increases in net investment in road 
and equipment.” 

The year 1927, according to the review, was marked by in- 
creasing interest in developing facilities to eliminate unnecessary 
loss in the distribution of commodities. 

“While it is impossible to estimate accurately the toll of 
such wastes,” it is stated, “the loss and damage accounts of the 
railway and express companies serve as a barometer of the 
importance of this item. Modern marketing methods and mass 
production tend. toward standardization, and the introduction of 
‘factory packing,’ which has been brought about especially by 
the development of chain stores and which has been extended 
into other lines, has made for improved containers designed for 
individual requirements as well as efficient and economical han- 
dling of merchandise..”’ 

It is pointed out that, for the first time since 1920, the rail- 
roads of the United States and Canada in 1927 failed to show a 
decrease as compared with the preceding year in loss and dam- 
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age accounts. In 1927, the railroads paid out $38,713,000 for lo 
and damage which was 1.4 per cent more than in 1996 . 
slight increase, it is stated, may be partly explaineq by th 
floods in New England and the Mississippi Valley in that pe 
riers, while exempt from liability from direct loss arising tron 
such causes, possibly were called on to pay “border claims’ 
where cause could not be accurately determined. , 


OHIO RIVER TRAFFIC SURVEY 


Results of a survey made in the last 90 days under ty 
direction of Norman F. Titus, chief, transportation division ot 
the Department of Commerce, to determine the amount ot 
cargo available for a barge line specializing in freight jin lots 
of 100 tons and over between Pittsburgh, Pa., and New Orileay, 
La., and intermediate points, on the Ohio and Mississippi river, 
were made public August 8. The survey shows potentia] traffic 
of 6,638,766 tons annually. 

“The requests for this survey,” said Mr. Titus, “wep 
prompted by the belief that a barge line specializing in frejg}; 
in quantity lots of 100 tons, or even 500 tons, could operat 
with a very small overhead; furthermore, with such bulk freight 
transportation it was assumed that many shippers would hay 
their own terminals. This scheme of operation, with larg 
volume and small overhead, seemed to promise the water traps. 
portation with very low rates, which has so long been the desir, 
of the mid-continental area. This survey had as its objective 
the determination of the potential tonnage for such a barge line” 

Iron and steel products, according to the survey, woul 
furnish a little less than half of the total potential traffic 
3,053,279 tons. Tonnage of lumber products came next with 
839,732 tons. Coal and coke tonnage was estimated at 577,00) 
tons. Estimates as to other commodities covered folloy: 
Agricultural implements, 6,000 tons; canned goods and driej 
fruits, 25,297 tons; cement, lime and plaster, 147,009 tons: 
chemicals, 33,448 tons; clay products and brick, 115,500 tons: 
coal tar and creosote, 250,000 tons; green coffee, 70,360 tons; 
cotton, raw and linters, 115,200 tons; feed products, 17,500 tons: 
fluorspar, 111,500 tons; glass products, 59,750 tons; grain, 172,00) 
tons; molasses, 5,355 tons; nitrates, 12,000 tons; oil well equip. 
ment, 15,000 tons; ore concentrates, 317,500 tons; paper products 
and roofing 9,010 tons; petroleum oil products, 189,000 tons; 
rice, 2,000 tons; salt rock, 30,000 tons; sand glass, 90,000 tons; 
sisal and twine 10,000 tons; soap and soap stock, 76,000 tons; 
sugar, 53,683 tons; tin plate, 141,020 tons; tobacco 22,125 tons; 
wood pulp and rags, 57,260 tons, and miscellaneous 15,208 tons. 

The survey credits to the Pittsburgh district 1,447,477 tons 
of inbound and outbound traffic annually; East Liverpool, 0, 
11,000 tons; Youngstown, O., 28,000 tons; Weirton, W. Va, 
405,000 tons; Wheeling, W. Va., 1,159,697 tons; Moundsville, 
W. Va., 30,750 tons; Parkersburg, W. Va., 43,500 tons; Charles. 
ton, W. Va., 62,200 tons; Huntington, W. Va., 187,000 tons; 
Ironton, O., 168,000 tons; Cincinnati, O., 933,260 tons; Midile 
town, 500,000 tons; Louisville, Ky., 624,536. tons; Jeffersonville, 
Ind., 2,274 tons; Owensboro, Ky., 92,880 tons; Jeffersonville, 
Ind., 36,400 tons; Henderson, Ky., 3,090 tons; Paducah, Ky, 
287,790 tons; Memphis, Tenn., 374,970 tons; and New Orleans 
La., 240,942 tons. 


HIGHWAY EXPENDITURES 


The sum of $1,360,025,776 will be spent this year for high- 
way construction, according to an estimate of the American 
Automobile Association. Under the road-building program for 
1928, it says, the surfaced highways of the nation at the end 
of the year will total more than 600,000 miles, and the federal- 
aid system, comprising over 185,000 miles of important inter- 
state trunk lines will be near the stage of two-thirds completed. 
The association says the estimated cost of federal-aid roads 
under construction, as of June 30, was $261,754,800, of which 
the federal government will pay $105,297,930. The estimated 
cost of projects approved for construction is $67,461,518, of 
which the government’s share is $25,741,403. The total mileage 
of highways of all types to be constructed by the various states 
this year totals nearly 31,000 miles, according to the association. 
There has been a total of 71,074 miles of federal-aid system 
completed, as of June 30, with 10,779 miles under construction 
and 3,118 miles approved for construction. Continuing, the 
association says: 

The importance of the federal-aid program is strikingly show! 
by the fact that the states, with this work as an incentive, are 
building nearly two miles of highway for each mile built with federal 
cooperation. ‘ 

Appropriations for 1930 and 1931 have already been made avail- 
able by Congress to the extent of $75,000,000 for each of the two 
years and such authorizations two years in advance are in line with 
the policy of allowing federal and state agencies ample time to out- 
line construction programs. 

There have been numerous attempts by private interests and 
by some governmental agencies to halt the federal-aid program. 
Each and all of these have been repelled, due largely to the aggres- 
sive stand of organized motordom. It is also a tribute to the lars 
vision of Congress that it always has been quick to ignore attacks 
on this program and by overwhelming majorities sustained a national 
policy which is doing so much to advance the transportation needs, 
to promote the development of our resources, to further social well- 
being, to eliminate sectionalism and encourage national solidarity. 
























































































Lé 






Again 
the C 
cargo 
to pre 
was i 
enfore 
so-call 
Comm 
the ti 
fused 
lines, 
made 
railroi 





shipP' 
effect 
for ré 
premé 
in su 
before 
in po 
speak 
any ¢ 
provi: 
their 
day. 
expir' 
fact 1 
they 
the C 
do n 
has | 
that, 
of th 
can 
a me 
a bil 
the t 
less 
new 
ning 
noth 
has 
of tl 
be ¢ 
that 
beer 
The 
leas 
mis 
mall 
ther 
ena 
tion 
Cou 
the 
nis: 
reas 
enti 
of | 
tria 
whi 
if { 
me 
of | 
the 
20 
fun 
figt 
the 
rat 




























































































1 rivers 
al traffic 


3 “Wer 
1 freight 
Operate 
C freight 
ld have 
‘D large 
r trans. 
€ desire 
bjectiye 
%@ line,” 
» Would 
traffic 
xt with 
577,000 
follow: 
d dried 
) tons: 
0 tons: 
0 tons; 
0 tons: 
172,000 
| equip. 
roducts 
) tons; 
) tons; 
) tons; 
) tons; 
8 tons, 
7 tons 
ol, 0,, 
i. Va 
Isville, 
harles- 
tons; 
fidile- 
ville, 
nville, 
) BI 
rleans 


high- 
prical 
m for 
e end 
deral- 
inter- 
leted. 
roads 
which 
nated 
8, of 
leage 
states 
ation. 
stem 
ction 
the 


hown 
, are 
deral 


vail- 
two 
with 
out- 


and 
ram. 
oT eS- 
large 
acks 
ional 
eeds, 
well- 
ty. 





august 7, 1928 





| Current Topics 
| in Washington 


Lake Cargo Peace Dove Alights in a Shower of Bricks.— 
ainst the protest of both northern and southern operators, 
he Commission has refused to suspend the compromise lake 
o coal tariffs. Thereby, the Commission does what it can 
— rve the status that existed at the time the injunction 
to prese . Prego 

was issued in the Anchor Coal Company case forbidding the 
nforcement of its order requiring the establishment of the 
so-called 45-cent differential. So far as the record made by the 
Commission itself shows, things are exactly as they stood at 
the time the injunction was announced. The Commission re- 
fused to suspend the 20-cent reduction made by the northern 
lines, Which was to match the reduction the southern lines 
made but which it had done what it could to stop. Now the 
wilroads have got together, without seeking the advice of the 
shippers, and have agreed on a spread of 35 cents, to become 
effective January 1 by reason of the expiration of the provision 
for refunds in the tariffs. In the improbable event of the Su- 
preme Court of the United States passing on the Anchor case 
in such way as to vitalize the Commissijon’s enjoined order 
before December 15, the Commission, it is believed, would be 
in position to suspend the new rates, which, in one way of 
speaking, are due to become effective August 15. Few have 
any doubt about the power of the Commission to suspend the 
provisions of the tariffs dated as effective August 15, which, by 
their terms, become operative December 31 and the following 
day. On the last day of the year the provisions for refunds 
expire and the next day the new rates become effective. The 
fact that the tariffs have words on their title pages saying that 
they become effective August 15, it is believed, does not deprive 
the Commission of the power to suspend provisions that actually 
do not begin operating until the end of the year. In law, it 
has been suggested, the tariffs are no more than mere notices 
that, on the last day of the present year and on the first day) 
of the coming year, something will take place if the railroads 
can have their way. In some states the constitutions require 
a member of the legislature burning with a desire to introduce 
a bill to give notice of that desire. That notice differs from 
the tariffs dated as effective on August 15 in this respect: Un- 
less the Commission interposes its suspension objection, the 
new arrangement will become operative at the end and begin- 
ning of the year. In the case of the member of the legislature, 
nothing happens unless he makes good on the notice he 
has given a presumably anxious world. However, the refusal 
of the Commission to suspend the tariffs may and probably will 
be construed as approval by it of the compromise. The idea 
that the regulating body would welcome the peace dove has 
been prevalent for weeks. (See Traffic World, July 14, p. 79.) 
The compromise is evidence that the carriers, in this matter, at 
least, are following one of the earliest bits of advice the Com- 
mission ever gave—trying to settle questions themselves. In 
many reports it has said the initiative in rate matters is with 
them. That declaration has been made notwithstanding the 
enactment of section 15-a, which, in words, telis the Commis- 
tion to initiate and establish rates. Of course, if the Supreme 
Court reverses the district court that issued the injunction in 
the Anchor case, it may be technically necessary for the Com- 
mission to reestablish the 45-cent differential. But there is no 
reason, after the technical establishment of the higher differ- 
ential, why it may not conclude that, in view of the efforts 
of the carriers themselves, it should allow them to make a 
trial of their disposition of the matter—in other words, see 
whether the peace dove cannot be made to feel at home even 
if the operators on both sides have shied rocks at it. The 
mechanics used to bring about the 35-cent differential consist 
of a combination of new rates and provisions for refund until 
the end of the year. The rates from the northern fields go up 
20 cents a ton and 10 cents from the southern fields. The re- 
fund provisions, however, will keep the net rates at the present 
figures that produce the 45-cent differential until the end of 
the year. Then the refund provisions go out and the new 
rates come into operation. 





Tariffs Will Be Simplified.—There is no question in the minds 
of the men who worked on the revision of Tariff Circular 18-A 
but that Tariff Circular 20, the product of their work on 18-A, 
Will produce simpler tariffs. It is not claimed that the tariffs 
Will be of smaller volume. They probably will be of greater 
bulk. The trouble among many is that they take simplification 
and condensation to be synonymous terms. The desire for con- 
densation has resulted in the “jumbo clause” in rule 10, for 
lastance. Under the new rules, all the things that are promised 
4 shipper under a rate are to be set forth in connection there- 
With. The jumbo clause will not be lawful. That means more 
Drinting, probably, but greater certainty. Certainty, after all, 
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it is suggested, is the aim of simplicity. He who can use words, 
each of such wide significance, so as to compress a 100-page 
volume into 10, it might be suggested, is a genius. Nearly all 
condensers of tariffs believe themselves to be men of great 
mentality. Some of them have been so marvelous as to make 
it uncertain what their condensation meant. The new rules, it 
is believed, give recognition to the fact that condensation and 
simplicity are not words of the same meaning and that the 
great desire, on the part of the Commission, at least, is cer- 
tainty. This is not to say that certainty has not been the 
desire of all railroads and all tariff publishing agents. How- 
ever, it is suggested, some marvelously tricky language has 
been used in the efforts to produce certainty. Much of the 
uncertainty in tariffs has been attribtued to the unwillingness 
of railroads to put themselves definitely out of certain lines 
of traffic—that is to say, they have not been willing to say 
bluntly that via such and souch routes they do not want traffic 
from such and such points of origin. Blunt statements of that 
sort, it has been pointed out, might give offense to certain of 
the connections and patrons of_the railroads indulging in them. 
The new rules, it is hoped, will make it impossible for un- 
willing railroads to shirk responsibility of that sort. The rules 
are not the exclusive product of the men of the Commission. 
Agency and railroad tariff publishing agents have helped on 
the work, so that, while it will show defects, like all other 
human productions, the defects will be fewer than in the pres- 
ent code that governs the makers of tariffs. The new code is 
the production of men of much experience in such matters, 
such as George M. Crosland, E. W. Chapdelaine, A. A. Topping, 
L. C. Nelson, and other men in the Commission’s bureau of 
traffic earnestly aided and abetted by carrier tariff men such 
as Johanson, Jones, Speiden, and others whose names are 
familiar to every reader of tariffs. Chapdelaine might be des- 
ignated as the nurse in particular charge of the child. 





Turbulence Ahead- on Iron and Steel.—It is as certain as 
that two and two make four that Vulcan is at work in many 
of the forges in Official territory making weapons to be tossed 
at the heads of Examiners Faul and Bardwell on account of the 
recommendations they have made in the Hoch-Smith iron 
and steel case. He is probably busiest in that part of the ter- 
ritory between Chicago and St. Louis. The Commission’s deci- 
sion in the Jones and Laughlin case broke down in that ter- 
ritory, in the sense that the shippers forced the carriers to 
take less than the Commission authorized them to have in the 
way of the measuring rate from Chicago to St. Louis. That 
decision authorized the railroads to make the rate 24.5 cents. 
Shipper pressure, however, kept it down to 22 cents. The pro- 
posed report says the railroads may take 26 cents. Some of the 
shippers will think that that is adding insult to injury. Sug- 
gestions were made, in the course of the trial of the case, that 
the minimum rate power be used, but there is no recommenda- 
tion to that effect. The shippers are powerful and if their 
judgment runs counter to that of the Commission they will not 
hesitate to exert their strength. Shippers have won in the case 
to the extent of persuading the examiners to propose a scale 
less than the fifth class rates iron and steel have been paying. 
It would be surprising were the carriers to make only perfunc- 
tory observations about the loss in revenue the new scale rates 
would bring about. In fact, there is a well defined impression 
that some of the railroads at least will cause howling dervishes 
to wonder how it came that they achieved the adjective at- 
tached to their names. However, inasmuch as practically every- 
one in the case admitted there was need for a revision, the 
— will serve as a foundation on which the Commission can 

uild. 





No More Work for Claim Agents.—Thirty-odd years ago set- 
ters of the movable types Gutenberg had brought into fashion 
had not much before them, they thought, but the poorhouse. 
That man Merganthaler had invented a machine that would do 
the work of four or five men at the case—hence the gloom. 
In the roaring forties a commissioner of the patent office could 
see no future for his office because, in his gloomy view, about 
all the possible inventions had been made and patents had been 
issued. Less than thirty years ago Henry Adams thought all 
the history worth writing had been put on paper. (Those 
Adamses always did have good opinions of their mental equip- 
ment.) The pessimism of the wheelwrights when the steam 
locomotive came is as well known as the pessimism of the geolo- 
gists about petroleum. When one thinks of the printers, the 
patent office commissioner, of Adams, and of the wheel makers, 
the thought might intrude that slowness in the reduction of rail- 
road freight claims might in some measure be due to the fear 
of claim. agents that, if they assisted too hard in the prevention 
of claims, they might be without work. Human nature does not 
change much. Twenty-odd years ago there were men who 
wondered if the Interstate Commerce Commission, by its indus- 
try, had not about deprived itself of an excuse for continuing 
on earth. Young men seriously debated whether it would be 
worth while to specialize in common carrier law. No matter 
what claim agents might do to reduce the number of claims, it 
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seems obvious, there would still be enough work for all now in 
_that line of endeavor. One criticism, not infrequently heard, 
is that railroad claim agents do not appear to have time to 
consider things placed before them by shippers but adhere to 
a decision once made regardless of what may be said or done. 
One inference that has been made is that the agents have not 
force enough to give much more than perfunctory attention to 
claims. Another is that the claim agent thinks himself on good 
ground if he declines a claim about which he can throw an 
appearance of doubt. Still another inference is that the agent 
is a born agnostic and cannot be made to know anything unless 
it can be conclusively shown that the railroad is liable. 


Government Printing Office Not so Hot.—An above average 
American—that is, one who has seen the government printing 
office and other things in Washington—probably thinks of that 
printing establishment as something that is the last word and 
then some in its line of work. However, the typography of 
Tariff Circular No. 20, issued this week, shows that that branch 
of the government service could not print a railroad freight 
tariff without much groaning and scurrying around for “sorts.” 
In printing, the rule requiring the use of a teardrop to indicate 
a reduction in a rate, the government printers had to make up 
a combination of its own. It also had to make squares to order 
where the rules called for them. The rules make obsolete some 
of the symbols heretofore used by the tariff printers, because 
all tariffs are to show uniform symbols. The appropriateness, 
from a railroad point of view, of the teardrop to indicate re- 
ductions was admitted. It was suggested, however, that, as a 
reduction generally brought joy to a shipper, the symbol for 
a cut in a rate might appropriately have been devised that would 
express both joy and sorrow. Such a symbol might cost more, 
but, it is suggested, the Commission should keep its impar- 
tiality on straight—A. E. H. 


TARIFF CIRCULAR No. 20 


The result of years of work on a revision of the rules to 
govern the construction and filing of freight rate publications, 
including pipe line schedules and classifications and admin- 
istrative rulings, is embodied in Tariff Circular No. 20, effective 
October 1, unless there is a specifically provided date other 
than that. The circular was issued on August 7. All changes 
in the rules are important to both railroads and shippers. 
However, on account of the amazing amount of work the Com- 
mission has recently had to do in dealing with the intermediate 
point rule, Rule 77, open and closed routes and for the making 
of rates by combination, the new law on those subjects, it is 
suspected, will be of exceptional interest. Some rules have 
been omitted and some have been consolidated. 

This circular cancels Tariff Circular No. 18-A and supple- 
ments Nos. 3 and 4, Special Circular (Bureau of Traffic) No. 11, 
and Special Permission Nos. 53368 (amended), 61041, 63115, 
and 64290. In the years in which the work has been carried 
on it has been the custom to refer to the prospective code of 
tariff publication rules as Tariff Circular No. 20-A. But that 
is not its proper designation. When it was necessary to choose 
a name for the publication no reason could be found in the 
records for adding the “A” to the number in any of its pred- 
ecessors. Therefore it was determined to drop that part 
because it was meaningless. On the contrary, it might lead 
sqmeone to infer that there had been a Tariff Circular No. 20, 
which would not be the fact. 

No distribution of the new circular is being made by the 
Commission beyond that which is required by the fact that it 
is an order addressed to each railroad. Others must buy it, 
either from the government printing office or from a publisher 
who may issue an edition. 

The character of the changes made in the rules may be 
inferred from the following summary of them: 





Rule 1. Prescribes use of eight point bold or full face type except 
that six point bold face may be used for reference marks, explanation 
thereof or where only a few words are used continuously. Full face 
type referred to means the ordinary Roman type. Spacing and ruling, 
also widths of columns are prescribed. 

Rule 2a and 4e. Provide uniform symbols for various purposes, 
which must not be used for any other purpose. A teardrop denotes 
a reduction; a diamond denotes an increase, and a pyramid denotes 
a change in wording which will result in neither an increase nor a 
reduction in charges. 


Rule 3. Prescribes the order of drrangement of title pages. 

Rule 3 (a). Supplement notation in upper left hand corner of 
tariffs less than five pages. 

Rule 4 (d). Station index number must follow the name of the 


station in the alphabetical index of stations and precede the name in 
the geographical list. 

Rule 4 (h). Limits the number of rules tariffs each carrier may 
have. This does not apply to tariffs issued under authority of Rule 
10 (a) (omnibus clause). = 

Rule 4 (i). Minimum weights must be specifically stated in com- 
modity tariffs. Publication of commodity rates under generic head- 
ing: Generic headings used in rate tariff must be same as in tariff 
referred to for list of commodities under such generic headings; not 
permissible to publish commodity rates limited to articles taking a 
specific rating in classification. 

Rule 4 (k). Effective January 10, 1930. (One of the most impor- 
tant changes in the rules). Routing of some kind must be provided 
in all tariffs containing joint rates. Former Rule 4 (j) provided that 
if a_ tariff contained no routing the joint rates were applicable via 
the lines of any and all carriers that were parties to the tariff. (This 
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portion of the former rule has been transferred to Adm. Rule 
the absence of specific routing carriers must publish a Statem 
the tariff that the rates apply in the manner formerly provigu® 
Rule 4 (j). In lieu of providing routes in the rate tariff a, 
may be made to a routing guide the form of which is pre Cre 
Not more than one routing guide may be referred to for aceon 
any initial carrier. Unt 








Rule 5 (a). Specific manner of constructing combination rat 
been withdrawn. © hay 
Rule 5 (b). Rule for combination rates expires June 30, 1929 

Rule 6 (a). Permits publication of a_separate tariff to co 


commodity lists under generic headings. This list may be includes 


a separate section of the exceptions to the classification as 


An Rule 16 (b) authoring 
Rule 7 (a). Defines the order of precedence in determinin Ta 
Rule 7 (b). For the first time provides a non-alternatj - 


n : 
in commodity tariffs constructed on the sectional plan; also a 


modity section in a class and commodity tariff which shall alters, 
only with the class rates in the same tariff. Restricts the numbe . 
alternative sections to not more than three. Td 

Rule 7 (c). For the first time permits the alternation of comm, 
ity rates in one tariff with class rates in not more than three Other 
straight class rate tariffs. This is experimental depending UPON cay 
riers’ progress in revising commodity rates which exceed the clay 
rates. 

Rule 9 (d). Provides a uniform method of indicating reiggy, 
The letter T in a square to indicate reissue from another tariff ad 
numerals in a square to indicate reissue from a former suppleme 
the numeral indicating the number of the supplement. A 

Rule 9 (e). Increases the amount of supplemental matter allowe 
from 25 per cent to 33 1-3 per cent and for large tariffs allows an addi. 
tional supplement the size of which must be kept small in Order ty 
facilitate the publication of changes in rates. 

Rule 9 (f). Periodical tariffs. Time for reissue extended fron 
six to nine months. 

Rule 9 (i) and (j). Complete and partial adoptions. These ruly 
have been amplified in order to remove confusion heretofore existing 

Rule 9 (k). An important change in this rule provides that jy 
instances of partial suspension the volume of supplemental matte 
which the effective supplements in the aggregate may contain ig ny 
waived. Heretofore it was waived. An important addition hag be 
made to this rule in that carriers are now permitted to cancel, jy 
their suspension supplement, suspended matter which was brougi 
forward as reissued matter from a former supplement. In other words, 
when the Commission has suspended a supplement, in whole or 4 
part, and carriers file a later supplement, bringing forward the sy. 
pended matter as reissued, the supplement announcing suspensiq 
may make.the necessary cancellations. 

Several paragraphs relating to vacation of suspensions have beg 
added to avoid former confusion. 

Rule 9 (m). New rule which permits an additional suppleme 
for the purpose of establishing rates under order of Commission ¢ 
under authority of rules 56, 57 and/or 77 on short notice. 

Rule 10. A very important change in this rule is that rate tariffs 
must specifically name the services which may be done in one of 
three ways prescribed. It will no longer be permissible to includ 
“and all other charges and rules which in any way increase or de 
crease the amount to be paid on any shipment, or which increase o 
decrease the value of the service to the shipper.” 

Rule 10 (c). All rate tariffs must include a statement that th 
joint rates include intermediate switching or transfer charge. 

Rule 10 (d). Switching limits must be defined. All switching 
charges of one carrier must be published in one tariff, except that 
separate tariffs may be issued to cover large terminal districts. 

Rule 10 (g). Local and joint distance tables must be filed. 

Rule 12. Formerly provided for the suspension of rates. Now 
provides for the suspension of service. This removes the confusion 
formerly existing as to what rate applied on a shipment originating 
during the closed season of navigation, stopped in transit for milli 
and reshipped during the season of navigation. 

Rule 14 (e). This rule has been changed to indicate that the 
Commission will use its discretion in the rejection of tariffs. Some 
times in a large tariff or supplement a short notice date is shown in 
connection with some unimportant rates, whereas in the same schedule 
a number of important changes are being made on proper notice. h 
such instances carriers may be given an opportunity to make th 
necessary correction. 

Rule 15. Covers territorial directories, rate basis books and east: 
bound billing guides. A very important change in this rule provides 
that on and after January 10, 1930, a rate tariff may not be governe 
by mare than one such publication at point of origin and one at de 
tination. 

Rule 16 (a). Ratings in classifications must be specific. It will no 
be permissible to state that the rating on one article will be that ap 
plicable on another article. It will be noted that former Rules 7 (c), 
(d) and (e) prescribing rules for tariffs containing class rates, al# 
the classification to the effect that the establishment of a commodity 
rate removed the application of the class rate, has been incorporated 
into this rule. This means that it will no longer be necessary to il- 
clude the rule in tariffs containing class rates. 

Rules 18 and 26. Power of attorney from F X 1 and consolidated 
concurrence forms F X 6, 7, 8 and 9 now include an alternate agetl 
who _— act only in case of the death or disability of the principl 
agent. 

Rule 27. Intermediate point rules which it is believed will cove 
all situations except in a few instances of unusual fourth sectio 
relief. These rules become effective January 10, 1930; the wordin 
must not be varied, and may not be used unless specific routing § 
shown in the rate tariff. May be used in class tariffs provided th 
unnamed point is located not more than 15 miles from the next mort 
distant point: 

Administrative Rules. 


Rule 57. Has been amended to include pipe lines and newly estab- 
lished service via water carriers. This rule has been the cause af 
considerable confusion in the past and the greater latitude permitted 
to establish rates on short notice to and from points on the new litt 
probably will be appreciated by the carriers. 

Rule 64. Absence of routing in tariffs. 
4 (j). Under new Rule 4 (k) the substance of Rule 64 becomes 4 -— 
rule and the responsibility for routing will rest with the carrier 4! 
not for determination by the Commission. od 

Rule 77. The most important change in this rule is that on ' 
after June 10, 1930, commodity rates may not be made subject © 
Rule 77 unless specific routing is provided for such rates. 


Formerly a part of Rul 


The Commission issued the following statement: 


The Commission has found it necessary to restrict the free ds 
tribution of Tariff Circular No. 20. Copies of this circular may 
secured from the Superintendent of Documents, Government Prin 
Office, Washington, D. C., at the following prices: Single copy; ‘i 
cents: 100 to 1,000 ‘copies, 15 cents; 1,000 copies, 12 cents; and add: 
tional copies at the rate of $60 per thousand. 
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S. E. AND S. W. CEMENT RATES 


The Commission, by division 1, in a report written by 
Commissioner Eastman, opinion No. 13580, 144 I. C. C. 585-602, 
has found unreasonable and unduly prejudicial the rates on 
cement from points in the Kansas gas belt, Ada, Okla., Eagle 
Ford, Harrys, and Houston (Manchester, Tex., Hannibal (Ilasco), 
Mo., Birmingham, North Birmingham, Spocari, Leeds, and Rag- 
jand, Ala., Portland, Ga., Chattanooga, Neshville and Richard 
City, Tenn., Marquette, Mo., and Kosmosdale, Ky., to points in 
Jouisiana, Arkansas, Mississippi and Tennessee. It has pre- 
.cribed a scale to be used in the making of new rates not later 
unan October 30. 

Intrastate rates and charges on cement from New Orleans, 
La. to points in Louisiana have been found unduly preferential 
of such points and shippers therefrom and unduly prejudicial 
to interstate shippers. The same scale is to be used in removing 
that undue prejudice. 

In fourth section order No. 9869, the Commission has 
accorded relief to the circuitous lines in accordance with the 
principle that has governed it in such cases for a number of 
years. The order authorizes the carriers to publish, in. lieu 
of specific routing between points of origin and destination, a 
general rule showing rates and maximum distances for routing 
in accordance with the method and subject to the limitations 
prescribed in Western Cement Rates, 132 I. C. C. 273. 

Joined with the title complaint were a yumber of other 
complaints by manufacturers in the territories in competition 
with the Kansas gas belt cement makers. According to Mr. 
Eastman each of the various complainants alleged that the 
shipping points at which other complainants were located were 
unduly preferred in the adjustment of rates to the consuming 
points in Louisiana, Arkansas, Mississippi and Tennessee. In 
addition it was alleged that the intrastate rates from Mobile, 
Ala, to destinations in Alabama and from New Orleans to 
points in Louisiana unduly preferred intrastate shippers and 
unduly prejudiced interstate shippers. Complainants in several 
of the cases intervened in the cases other than those brought 
by them. In addition the complainants at Ada, Spocari and the 
gas belt alleged fourth section violations. 


All the complainants and interveners contended, and many 
of the defendants admitted, said Mr. Eastman, that the adjust- 
ment to destinations in Louisiana and Arkansas and that the 
adjustment within Louisiana were inconsistent, indefensible, 
and in urgent need of adjustment. He said there were abrupt 
breaks in the rates from the gas belt to points in Arkansas near 
the Oklahoma and Missouri state lines. The abrupt breaks 
seemed to indicate that in carrying out decisions in other cases 
carriers made rates they were compelled to make and left the 
Louisiana and Arkansas territory untreated, as a sort of no 
man’s land. Mr. Eastman reviewed many of the cement cases 
that appeared to have a bearing on the subject as suggested by 
complainants or defendants and also the effect of the importa- 
tion of cement from Europe and the dispatch of cement from 
American mills to the southern ports through which the terri- 
tory involved received much of its supplies. 

Rates involved being from points east of the Mississippi 
to points west of that stream and from points west of the 
Mississippi to points east thereof, southern and southwestern 
railroads, with their conflicting views as to adjustments, pre- 
sented scales which they thought should be used. Complainants 
and interveners, generally, the report showed, contended that 
the rates from all producing points to destinaitons in Arkansas 
and Louisiana west of the river should not exceed scale III 
prescribed in Western Cement Rates, 69 I. C. C. 644. Each 
scale presented by the carriers, Mr. Eastman said, was sub- 
Stantially higher than Scale III at 100 miles and progressed 
much more rapidly up to 400 miles, but more slowly beyond 
a distance. At the argument the southwestern lines, said 
Mr. Eastman, said that under no conditions should the rates 
here attacked be reduced to a basis less than 110 per cent of 
the scale prescribed in Southern Cement Rates, 132 I. C. C. 
427. That scale he said was slightly less than Scale III but 
that the rate of progression was different. The carriers pointed 
out, he said, that the rate of prggression in Scale III was some- 
What defective but the report said the Commission did not 
consider that that was a matter of major importance and that 
it any readjustment was desirable it should be general and 
hot confined to Arkansas and Louisiana. He pointed out that 
the carriers had not up to this time asked for a general recon- 
sideration. In disposing of the case, the report said: 


The rates herein prescribed should be applied from all mills of 
Complainants and interveners seeking affirmative relief to all points 
Mi ansas and Louisiana and from western mills to the east bank 
fississippi River crossings of Memphis, Tenn., and Vicksburg and 
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Natchez, Miss., and from Ada and the Texas mills to destinations in 
Tennessee and Mississippi, as prayed in the complaints involving 
those points. The Texas complaint mentions rates to points in Ala- 
bama adjacent to the Gulf of Mexico, but this description is too 
indefinite to be used as the basis of an order. In publishing the rates 
prescribed the following group bases may be observed: From the 
Kansas gas belt the rates may be based on distances from Chanute; 
from Birmingham, North Birmingham, Leeds and Ragland, Ala., on 
distances from Birmingham; from Richard City and Chattanooga, 
Tenn., and Eagle Ford, Fort Worth and Harrys, Tex., on the average 
distances from the points in each of these two groups. The rates 
from all other points of production may be based on distances from 
the station nearest the mill upon the railroad from which _ traffic 
moves from the mill, and the distances should include hauls over 
switching lines within the switching districts of points of origin. 
Such switching lines should not, however, be counted as lines in de- 
termining the short line routes. 

The rates to be established under our findings herein together 
with those recently published in compliance with our order in South- 
ern Cement Rates, supra, will produce relationships which will re- 
move the undue prejudice herein complained of, so that there is no 
necessity for making a finding of undue prejudice and preference, 
except with respect to the intrastate rates in effect within Louisiana. 
So far as this record shows there are no circumstances or conditions 
surrounding the transportation of cement within that state warrant- 
ing a lower basis of rates and charges on intrastate traffic than that 
which would be reasonable from producing points outside the state 
to Louisiana. Neither the state authorities nor the Louisiana ship- 
pers made any attempt to show any such circumstances and condi- 
tions or to refute the allegations of undue prejudice to interstate 
shippers made by complainants. 

We find that the rates on cement, in carloads, from producing 
uoints in the Kansas gas belt, including Dewey, Okla., from Ada, 
Okla., Hannibal (Ilasco) and Marquette, Mo., Birmingham, North 
Birmingham, Leeds, Ragland and Spocari, Ala., Portland, Ga., Chat- 
tanooga, Nashville and Richard City, Tenn., Kosmosdale, Ky., Eagle 
Ford, Fort Worth, Harrys and Houston (Manchester), Tex., to desti- 
nations in Arkansas and in Louisiana west of the Mississippi River, 
from points in the Kansas gas belt to Memphis, Tenn., Vicksburg and 
Natchez, Miss., and from Ada, Okla., Eagle Ford, Fort Worth, Harrys 
and Houston (Manchester), Tex., to destinations in Tennessee and 
Mississippi are, and for the future will be, unjust and unreasonable 
to the extent that they exceed or may exceed the rates set forth in 
Appendix A hereto. This finding is without prejudice to different con- 
clusions which may be reached concerning rates for the shorter hauls 
in western territory in No. 20303, Interstate Rates on Cement in 
Carloads. 

We further find that the present relationship between the inter- 
state rates and charges on cement, in carloads, from producing points 
in the Kansas gas belt, including Dewey, Okla., Ada, Okla., Harrys 
and Houston (Manchester), Tex., Ilasco (Hannibal), Mo., Birming- 
ham, Spocari and Leeds, Ala., to destinations in Louisiana west of 
the Mississippi River and the intrastate rates and charges in effect 
on the same commodity-from New Orleans, La., to the same destina- 
tions are unduly prejudicial to complainants shipping on the inter- 
state rates above referred to, unduly preferential of shippers at New 
Orleans, and unjustly discriminatory against interstate commerce. 
We find that such undue prejudice and preference and unjust dis- 
crimination should be removed by the establishment from New 
Orleans to said destinations of rates equivalent to those set forth in 
Appendix A hereto. 

In applying the scale of rates set forth in Appendix A rates should 
be determined in accordance with the formula shown in Appendix B 
(omitted), which has been used in computing distances and checking 
in rates under our decisions in other cases involving rates on cement 
in western territory. 


APPENDIX A. 


Distance Scale Prescribed, in Cents per 100 Pounds. 
{For application in connection with a carload minimum weight of 


50,000 pounds, subject to marked capacity of car, but not less 
than 40,000 pounds. ] 

Distance Rate, Cent Distance Rate, Cents 
eS Pere 7.5 390 miles and over 380....... 20 
10 miles and over 6.......0+ 8 400 miles and over 390....... 20.5 
15 miles and over 10......... 8 410 miles and over 400....... 20.5 
20 miles and over 15......... 8.5 420 miles and over 410....... 20.5 
25 miles and over 20......... 8.5 430 miles and over 420....... 20.5 
30 miles and over 25......... 8.5 440 miles and over 430....... 21 
35 miles and over 30......... 9 450 miles and over 440....... 21 
40 miles and over 35......... 9.5 460 miles and over 450....... 21.5 
45 miles and over 40......... 9.5 470 miles and over 460....... 21.5 
50 miles and over 45......... 9.5 480 miles and over 470....... 22 
55 miles and over 50......... 10 490 miles and over 480....... 22 
60 miles and over 55......... 10 500 miles and over 490....... 22.5 
65 miles and over 60......... 10.5 520 miles and over 500....... 23 
70 miles and over 65......... 10.5 540 miles and over 520....... 23.5 
75 miles and over 70.......-. 10.5 560 miles and over 540....... 24 
80 miles and over 75......... 11 580 miles and over 560....... 24.5 
85 miles and over 80......... 11.5 600 miles and over 580....... 25 
90 miles and over 85......... 11.5 620 miles and over 600....... 25 
95 miles and over 90......... 11.5 640 miles and over 620....... 26 
100 miles and over 95........ 11.5 660 miles and over 640....... 26.5 
110 miles and over 100....... 11.5 680 miles and over 660....... 27 
120 miles and over 110....... 12 700 miles and over 680....... 27.5 
130 miles and over 120....... 12.5 720 miles and over 700....... 28 
140 miles and over 130....... 13 740 miles and over 720....... 28.5 
150 miles and over 140....... 13 760 miles and over 740....... 29.5 
160 miles and over 150....... 13.5 780 miles and over 760....... 29.5 
170 miles and over 160....... 13.5 800 miles and over 780....... 30 - 
180 miles and over 170....... 14 820 miles and over 800....... 30.5 
190 miles and over 180....... 15 840 miles and over 820....... 31 
200 miles and over 190....... 15 860 miles and over 840....... 31.5 
210 miles and over 200....... 15 880 miles and over 860....... 32 
220 miles and over 210....... 15.5 900 miles and over 880....... 32.5 
230 miles and over 220....... 16 920 miles and over 900....... 33 
240 miles and over 230....... 16 940 miles and over 920....... 34 
250 miles and over 240....... 16 960 miles and over 940....... 34 
260 miles and over 250....... 16.5 980 miles and over 960....... 34 
270 miles and over 260....... 16.5 1,000 miles and over 980..... 35 
280 miles and over 270....... 17 1,020 miles and over 1,000.... 35 
290 miles and over 280....... 17 1,040 miles and over 1,020.... 36 
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- Distance Rate, Cent Distance Rate, Cents 
300 miles and over 290....... 17.5 ,060 miles and over 1,040.... 36.5 
310 miles and over 300....... 17.5 1,080 miles and over 1,060.... 37 
320 miles and over 310....... 18 - 1,100 miles and over 1,080.... 38 
330 miles and over 320....... 18 1,120 miles and over 1,100.... 38 
340 miles and over 330....... 18.5 1,140 miles and over 1,120.... 38.5 
350 miles and over 340....... 18.5 1,160 miles and over 1,140.... 39 
360 miles and over 350....... 19 1,180 miles and over 1,160.... 39 
370 miles and over 360....... 19.5 1,200 miles and over 1,180.... 40 
380 miles and over 370....... 20 


This report also embraces seven sub-numbers, an additional 
formal docket number and fourth section applications as follows: 

Lehigh Portland Cement Co. vs. Alexandria & Western et al.; 
Lehigh Portland Cement Co. vs. Alabama & Vicksburg et al.; Gulf 
States Portland Cement Co. vs. Alabama Great Southern et al.; Atlas 
Portland Cement Co. vs. Alexandria & Western et al.; Atlas Portland 
Cement Co. (of Kansas) vs. Alexandria & Western et al.; Atlas Port- 
land Cement Co. vs. Alabama & Vicksburg et al.; Texas Portland 
Cement Co. vs. Alabama & Vicksburg et al.; Oklahoma Portland 
Cement Co. vs. Alabama & Vicksburg, et al.; Fourth Section Appli- 
cations Nos. 462, 637, and 12050 of F. A. Leland, agent. 


HAY RATINGS AND RATES 


The Commission, in a report written by Commissioner 
Eastman, in I. and S. No. 3048, hay, straw, excelsior, and other 
commodities between official territory and southern points, 
has found not justified the proposed increased rates on hay, 
straw, excelsior, and other similar commodities between official 
territory and southern points without prejudice to the carriers 
publishing ninth class rates on hay and straw. A like finding 
has been made in respect of increased ratings on hay, straw, 
fodder, corn husks, corn stalks, peanut hull fiber, flax shives, 
rice hulls, cocoanut husk fiber, pine needles, sea grass, sea 
moss and sea weed, in carloads and less than carloads, and on 
wood excelsior, in carloads, in southern classification. That 
finding is also without prejudice to the publication of ratings 
approved in the report. 

The proposed increased ratings on moss, in carloads, wood 
excelsior, in less than carloads, and palm and palmetto fiber, 
in carloads and less than carloads, in southern have been found 
justified. The proposed cancellation of commodity rates on 
moss, in carloads, from New Orleans, La., to destinations in 
official territory has been found justified. The necessary orders 
indicated by the nature of the findings, in respect of the 
schedules, have been issued. 

The proceeding consisted of the original and two supple- 
mental orders of suspension. The proceeding, according to 
the report, brought in issue the ratings on the articles mentioned 
in the southern classification and the class rates applicable on 
them between official and southern territories. Mr. Eastman 
said hay, excelsior and moss were the most important of the 
commodities involved and that the evidence related principally 
to them. 

The southern carriers, in their proposals in Southern Class 
Rate Investigation, 100 I. C. C. 513, 109 I. C. C. 300, 113 I. C. C. 
200, and 128 I. C. C. 567, did not propose joint rates, inter- 
territorial, on the commodities involved. The Commission in 
that report expressly excepted them but later the Commission 
modified that so the findings in the Southern Rate Investigation 
did apply on hay, straw, shucks and related articles. It said, 
however, that its action should not be construed to prevent 
the carriers from proposing an exception to the classification, 
or a new rating, or commodity rates on this traffic. 

gherefore in revising their interterritorial class rates the 
carriers made proposals suspended in this proceeding. They 
proposed seventh class on the interterritorial rates. That was 
at the behest of the northern lines. At the hearing the 
southern carriers did not advocate anything higher than the 
new eighth class. Tenth class had become effective under the 
findings of the Commission in place of the old class D rates. 

Later the southern carriers proposed to change the intra- 
territorial rating from tenth to eighth class and to increase the 
L. C. L. rating on hay and most of the other commodities from 
fifth to third class. 

In the trial of the case the dissatisfaction of shippers of 
hay from central territory to the south with the relationship 
of the rates paid by them and the rates paid by their competitors 
from New York state into the south was brought out. It was 
produced by proportionals which the southern roads had put in 
through gateways into the Carolina territory. 

Commissioner Eastman said the seventh class interterri- 
torial rates proposed by the northern lines were higher in 
general than the combination class rates formerly in effect from 
central territory. The eighth class rates proposed by the south- 
ern lines, he said, were lower than the old combination rates 
‘and also lower for the most part with the temporary proportional 
basis in effect immediately prior to January 15, 1928. He said 
that from representative hay shipping points in New York to 
destinations in North Carolina the eighth class rates were about 
five per cent higher than the existing commodity rates on hay 
between the same points. He said the interterritorial rates 
were by far the more important. 

The ninth class basis authorized by the report is due to the 
application of the principle of the Hoch-Smith resolution. Con- 
siderable testimony about economic conditions, Mr. Eastman 
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said, was brought into the record. He said that since the, 
was not a complete system of joint class rates between Offi . 
Classification territory and the south, based on Southerp 
sification, it seemed eminently desirable that hay be brough 
within that system in order that there might be a proper mon 
relationship between the various producing and distributiy 
points as well as between consumers. He said the fact that th, 
southern carriers were not asking for anything higher than 
eighth class would preclude a finding that seventh class for 
interterritorial application had been justified. 

The Hoch-Smith resolution was brought in in connection 
with the discussion as to the ratings. As to that resolution 
and the conclusion of the whole matter of the hay rating, the 
report said: 


From the standpoint of classification alone a rating of eighty 
class in southern classification, 30 per cent of first class, on it face 
would not appear to be unreasonably high in comparison with the 
fifth-class rating in official classification, the latter class ranging 
from 35 to 40 per cent of first class. Such a basis, however, would 
apparently be above the general level of hay rates in the West, ang 
it must also be borne in mind that we are here dealing with ay 
agricultural commodity which has been definitely shown to be affecteg 
by depression. As we stated in Calif. Growers’ & Shippers’ Protec. 
tive League vs. S. P. Co., 129 I. C. C. 25, 34, “the lowest possibj. 
lawful rates’’ which we may prescribe under the Hoch-Smith regoly. 
tion on any given agricultural traffic as to which depression has been 
shown must be somewhere within the zone of reasonableness per. 
mitted by the flexible limits of discretion reposed in us, and such 
rates must be put as near the lowest limit or level of that zone as 
is compatible with the maintenance of adequate transportation gery. 
ice. The question here seems to resolve itself into whether ninth 
or tenth class more nearly coincides with that limit. It must not 
be forgotten that the interterritorial movement of hay with which 
we are here chiefly concerned covers distances frequently in excess 
of 1,000 miles and in this respect is unique for a low-grade, light. 
loading commodity. Considering both ton-mile and car-mile earnings 
under the tenth-class interterritorial rates on hay it may seriously 
be doubted whether they would be compensatory. The tenth-class 
rates, as has been abundantly shown, are lower than the rates upon 
which hay is moving in other territories and from western territory 
to the South, It appears that they have already had the effect of 
impeding the movement of western hay into the South, and this 
danger has been recognized by the Illinois Central, operating in the 
western portion of southern territory, which seeks to apply from 
Illinois rates which are somewhere between eighth and ninth classes 
in order to preserve what it considers a proper relationship between 
competing groups of shippers. Upon all the facts of record we are 
of the view that the ninth-class basis marks the lowest limit of rates 
which may be lawfully applied on hay and straw, in carloads. We are 
also of opinion that respondents have not justified a less-than-carload 
rating on hay higher than fourth class. 


As to excelsior, the report said the record. supported the 
view that less-than-carload rating of third class would not be 
too high. 


Taking account of the density and value of moss, used for 
the upholstering of furniture, the report said that eighth class 
appeared not too high as a carload rating. New Orleans inter. 
ests opposed cancellation of commodity rates on moss and sug- 
gested that low rates were needed for competitive reasons. The 
Commission pointed out that it could not require carriers to 
met competition. As to other commodities, the report said: 


As to commodities other than those which have been previously 
discussed the evidence is meager. Some of them, such as fodder, 
flax shives, peanut hull fiber, corn husks and stalks, and rice hulls 
are by-products of agriculture and are similar in use and general 
nature to hay and straw. For that reason they should be given the 
same ratings as the latter commodities. Pine needles (pine straw) 
is said to be used sometimes as a packing material, but no other 
facts concerning it are given. The value and uses of cocoanut husk 
fiber, sea grass, sea moss, and sea weed are not shown, and it is 
impossible to determine from this record what proper ratings on 
these commodities would be. It must be found, therefore, that the 
present record does not warrant higher ratings for these commodities 
than those on hay and straw. Palm or palmetto fiber is used in the 
manufacture of scrubbing brushes and appears to be worth 5 cents 
or more per pound, It may therefore properly take ratings of eighth 
class, in carloads, and third class, in less than carloads. 


The findings are as follows: 


1. That the schedules under suspension in the original suspen- 
sion order in this proceeding have not been justified, but this finding 
is without prejudice to the establishment of interterritorial rates on 
the commodities here considered based on the ratings herein approved 
on such commodities in southern classification. 

2. That the,schedules under suspension in the first supplemental 
order have not been justified with the exception of those relating 0 
ratings on moss and palm or palmetto fiber and the less-than-carload 
rating on excelsior, which have been justified, but this finding is 
without prejudice to the establishment in southern classification of 
ratings on hay, straw, fodder, flax shives, peanut hull fiber, corn 
husks and stalks, rice hulls, cocoanut husk fiber, pine needles, sea 
grass, sea moss, and sea weed of ninth class, in carloads, and fourth 
class, in less than carloads, and a rating equivalent to 27.5 per cent 
of first class on wood excelsior, in carloads, 

3. That the schedules under suspension in the second supple- 
mental order have been justified. 


RATES ON BINDER TWINE 


On reconsideration, the Commission, by division 3, in No. 
16369, Portland Traffic and Transportation Association et al. 
vs. Oregon-Washington Railroad & Navigation Co. et al., has 
modified the finding in the former report, 142 I. C. C. 127, that 
the rates on binder twine, carloads, from Portland, Ore., t0 
points in Washington, Idaho and Montana, as far east as Miles 
City and Glasgow, Mont., were and for the future would be 
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nable to the extent that they exceeded or might exceed 
class B rates “contemporaneously” maintained by defendants 
and to the same points. The modification consists of sub- 
tution of the word “present” for “contemporaneously” so that 
e finding now is that the rates are and will be unreasonable 
to the extent they exceed or may exceed “the present class B 
rates maintained by defendants from and to the same points.” 
e Commission said complainant asked that commodity rates 
be established not in excess of the present class B rates. It 
said it was not its intention to fix rates for the future dependent 
ypon the contemporaneous class B rates and that to that extent 
the former finding should be modified. The order for the future 
js effective on or before September 25. Commissioner Wood- 
lock dissented for reasons set forth in the original report. 


LUMBER DEMURRAGE CHARGES, ETC. 


In No. 18433, Milne Lumber Co. vs. Detroit, Grand Haven & 
Milwaukee et al., the Commission, by division 3, has directed 
refund of an admitted overcharge on one shipment of lumber 
and has dismissed the complaint on a finding that demurrage 
and reconsignment charges collected on interstate shipments 
of umber were applicable except as to the overcharge indicated. 
The lumber moved from points in Louisiana, Texas and Missis- 
sippi to various points and was reconsigned to Detroit, Mich. 


TOILET PAPER AND PAPER TOWELS 


The Commission, by division 1, in No. 18580, National Paper 
Products Co. vs. New York Central et al., has found that rates 
on toilet paper and paper towels, in straight or mixed carloads, 
from Carthage, N. Y., to destinations in specified states in cen- 
tral, western and southern territories are not unreasonable but 
are, and for the future will be, unduly prejudicial to Carthage 
and unduly preferential of Albany, N. Y., to the extent that they 
exceed or may exceed the rates contemporaneously maintained 
by defendants on the same commodities from Albany to the 
same destinations. The order for the future is effective on or 
before October 15. The Commission said the findings were 
without prejudice to any different conclusions that might be 
reached in No. 15879, Eastern Class Rate Investigation. 


SECOND-HAND PINE LUMBER 


The Commission, by division 3, in No. 19663, Magnolia Pe- 
troleum Company vs. Santa Fe et al., and a sub number there- 
under, Magnolia Pipe Line Company vs. L. & A. et al., has 
found unreasonable the applicable rates on second-hand pine 
lumber, carloads, from Cement, Okla., to Spaulding and Herma, 
Ark., and Harmon, Sarepta, Fortuna, and Haynesville, La., and 
from Wewoka, Okla., to Spaulding, Ark., and Harmon, La., to 
the extent they exceeded 35 cents and has awarded reparation. 
It has prescribed the 35-cent rate from Cement, Okla., to Har- 
mon, La., for the future, effective not later than September 20. 
The lumber in question was used in petroleum oil tanks that 
were dismantled. The carriers contended that oil tank mate- 
rial class B rates should have been applied. The Commission, 
however, said that the material shipped was lumber and that 
the highest lumber rate in the territory involved, as shown by 
the complainant’s evidence, was 35 cents for distances com- 
parable with the ones traversed by the material in question. 
The carriers said that no lumber was produced at the points of 
origin and destination involved and that therefore there was 
little likelihood of future movement. The Commission said, 
however, there were a considerable number of oil storage tanks 
that had not been dismantled. Reparation and a rate of 35 
cents for the future from Cement to Harmon were asked by 
complainant. 


ZINC SHEET RATES 


The Commission, by division 1, has dismissed No. 19449, 
American Zinc Products Co. vs. Baltimore & Ohio et al., finding 
not unreasonable or otherwise unlawful the rates on zinc sheets, 
plates and strips, carloads, from Greencastle, Ind., to New York, 
N. Y., and Philadelphia, Pa. 


RATES ON POLES AND PILING 


The Commission, on further hearing, in No. 9971, National 
Pole Company vs. Santa Fe et al., and I. and S. 2785, cedar 
poles and piling from north Pacific coast to destinations east of 
the Rocky Mountains, opinion 13572, 144 I. C. C. 541-66, has 
found unreasonable the rates on cedar poles and piling trans- 
Ported on more than one car from points in Washington, Oregon, 
Idaho, Montana, and British Columbia to points in various states, 
and affirmed the original report, 55 I. C. C. 625. The order 
suspending the previous order awarding reparation has been 
Vacated and set aside. 

In the suspension case the Commission has found not justi- 
fled the proposed increased rates on the traffic involved in the 
formal docket case, ordered the cancellation of the suspended 
schedules, and discontinued the proceeding. 

The issue, as to poles and piling so long as to require more 
than one car, has been in litigation for about ten years. Here- 
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tofore, the Commission has twice condemned such rates and 
twice found them not unreasonable. 


ROOFING GRANULE RATES 


The Commission, by division 3, has dismissed No. 19107, 
H. F. Watson Co. vs. Baltimore & Ohio et al., finding not un- 
reasonable the rates on crushed stone (roofing granules) and 
crushed slate from Gladhill and Slate Hill, Pa., to Erie, Pa., 
on interstate movements. The complainant, the report said, 
emphasized the variance of the rates on the material used by 
it and the rates on crushed stone, saying there was no material 
difference between the commodities. It contended, the report 
said, that it was being penalized because of the use to which 
its material was put. The Commission said that, while rates 
might not be based upon the use to which an article might 
be put, it was proper to establish rates based to some extent 
on the value of an article, especially where the value of such 
articles was enhanced by further processing or manufacture. 
The value of crushed stone (roofing granules) or crushed slate, 
as used by the complainant, according to the report, was several 
times that of ordinary crushed stone as that term was generally 
understood. 


GASOLINE CASE DISMISSED 

An order of dismissal has been made in No. 19504, Stoll Oil 
Refining Company vs. St. Louis Southwestern et al., the Com- 
mission, by division 3, finding not unreasonable or otherwise 
unlawful the rate on gasoline, 41 cents, from Camden, Eldo- 
rado, Pearson and Smackover, Ark., and Fowler and Shreve- 
port, La., to Louisville, Ky. The complainant contended the 
rate, a joint one, was unreasonable to the extent it exceeded 
37 cents. The latter, a combination, was made up of a propor- 
tional of 31 to Jeffersonville and New Albany, Ind., destined to 
points beyond, other than Louisville, and 6 cents which applied 
from the two Indiana points mentioned, to Louisville on traffic 
going beyond that point. The Commission pointed out that the 
lines of the defendants did not reach the Indiana points, so the 
31-cent proportional could not apply over the route of move- 
ment. It further said that in view of the restricted application 
of the proportional rates they were not properly comparable 
with the joint rate assailed. 


CASINGHEAD GASOLINE CLAIMS 


Subsequent grant of power of attorney does not have the 
effect of making an informal complaint filed without power of 
attorney serve to toll the statute of limitations. That is the 
substance of the conclusion contained in the report of the Com- 
mission, by division 3, in No. 17623, Sterling Oil & Refining 
Company vs. Midland Valley, and a sub-number, Kanotex Refin- 
ing Company vs. Same. An order of dismissal has been made 
on a finding that claims for reparation on casinghead gasoline, 
from Glenpool, Okla., to Wichita and Arkansas City, Kan., were 
barred when they were filed because more than two years had 
elapsed. The claims were filed informally by the Wichita 
Freight Audit Company, when, according to the report, it had 
a limited agency to check freight bills and file claims for over- 
charges. ‘The railroads moved to dismiss because of the run- 
ning of the statute and their motion was granted. The Com- 
mission held that the agency carried no implied power to file 
complaints with it or in court. 

Chairman Campbell concurred in the dismissal, not on the 
ground assigned but because he said the testimony was not 
convincing that the rates were unreasonable or unduly preju- 
dicial. He said that under the law of agency it had to be pre- 
sumed that the audit company filed on behalf of the complain- 
ants and that their subsequent act ratified the informal filing. 


REPARATION ON POLES 


The Commission, by division 3, has dismissed No. 20095, 
Page & Hill Company vs. Chicago, Milwaukee & St. Paul et 
al., finding inapplicable the combination of 81 cents charged 
on a carload of poles shipped from Ione, Wash., treated in 
transit at Minnesota Transfer, Minn., and forwarded to Black- 
burn, Mo. It found that the applicable rate was 77.5 cents, 
based on Marshall, Mo., reduced by the use of the combination 
rule. It said the carriers should refund the overcharges, 


promptly. 


WALL FIBREBOARD RATE 

The Commission, by division 3, in No. 20344, Mason Fibre 
Company vs. New Orleans & Northeastern et al., has found 
unreasonable the joint commodity rate of $1.05 on wall fibre- 
board, carloads, from Laurel, Miss., to Lake Charles, La., to the 
extent it exceeded, exceeds or may exceed 59 cents and awarded 
reparation to that basis. The new rate is to be established not 
later than September 25. 


COAL FINDING AFFIRMED 
On appeal from division 4, the Commission, in No. 18664, 
Holmquist Lumber & Fuel Company vs. Chicago & Alton et al., 
has affirmed the finding in the original report, 136 I. C. C. 522, 
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that carload rates on coal from Spadra and North Spadra, Ark., 
to Rockford, Ill., are unreasonable but not otherwise unlawful 
to the extent they exceed $4.62. Reparation was awarded and 
that award is affirmed in this report on reconsideration. Com- 
missioner Woodlock dissented, saying he could not consent to 
an award of reparation to so low a basis as that herein fixed. 
It was to him incredible, he said, that that basis represented 
the full maximum reasonable rate on coal in that territory. He 
would not consent, he said, to any reparation award to a basis 
below a full maximum reasonable rate. Commissioner Taylor, 
he said, concurred in that expression. 


BOISE VALLEY TRACTION RATES 


The Commission, by division 3, has dismissed No. 19031, 
B. F. Hurst et al. vs. Boise Valley Traction Co. et al., finding 
the class and commodity rates to and from stations on the 
Boise Valley Traction Co. not unreasonable, unjustly discrimi- 
natory or unduly prejudicial. The Commission said the issues 
here presented were before it in two previous cases, Hurst vs. 
B. V. T. Co., 51 I. C. C. 697, and State of Idaho, ex rel. vs. Ore- 
gon Short Line, 83 I. C. C. 4, the first case havimg been decided 
in 1918 and the second in 1923. The Commission said the evi- 
dence in this case was not more definite or satisfactory than 
that in the State of Idaho case, which was also dismissed on 
a finding that in the absence of extensive rate blankets the 
carload rates on commodities other than fruit from local stations 
on the traction line to interstate destinations were not unrea- 
sonable or unduly prejudicial. 


COAL CASE DISMISSED 


An order of dismissal has been entered in No. 19992, Cin- 
cinnati Builders’ Supply Co. et al. vs. Baltimore & Ohio, the 
Commission, by division 3, holding not unreasonable or other- 
wise unlawful the rates on coal from points in Kentucky, West 
Virginia and Virginia to Bridgetown and Cheviot, O., points 
near Cincinnati, O. The complainants asserted that their rates 
unduly preferred their competitors within the Cincinnati switch- 
ing district. The Commission said that while the complainants 
attacked the rates as unreasonable they sought, in effect, an 
extension of the Cincinnati switching district to Cheviot and 
Bridgetown, which are on the Chicago division of the C. & O. 


ROASTED COFFEE REPARATION 


The Commission, by division 3, in No. 19792, J. A. Folger & 
Co. vs. Santa Fe et al., has found unreasonable a rate of 70 
cents on roasted coffee, carloads, from Kansas City, Mo., to 
Oklahoma City, Okla., to the extent it exceeded 64 cents per 100 
pounds and awarded reparation to that basis. No order for the 
future, it said, was necessary because the fifth class rate, ap- 
plicable on roasted coffee prescribed in the Consolidated South- 
western Cases, was 59 cents. The Commission said the record 
in this case did not warrant a different finding for the future. 
In this case the Commission adhered to the general principle 
that reparation. should not be awarded following a broad read- 
justment in rates unless the rate involved in a particular com- 
plaint was excessive under any adjustment. In the discussion 
preceding the finding that 64 cents should be the basis for rep- 
aration, the Commission said: 


Under the general principle that reparation should not be awarded 
following a broad readjustment in rates except in instances where 
intrinsically unreasonable rates have been charged, Nichols Wire, 
Sheet & Hardware Co. vs. T. & P. Ry. Co., 132 I. C. C. 347, we are 
convinced that the fifth-class rate prescribed for!the future is not 
a proper basis upon which to award reparation in this case. But 
we are also of the view that the rate assailed was excessive under 
any adjustment of rates, and, therefore, it becomes necessary to de- 
termine a reasonable maximum rate in order to ascertain the extent 
of complainant’s damage. 

At the hearing in this case defendants took the position that 
the issue herein was identical with that raised in Docket No. 18182, 
Folger & Co. vs. A., T. & S. F. Ry. Co., which has since been de- 
cided and is reported in 189 I. C. C. 719. In that case we found that 
the applicable rate of 99.5 cents on roasted coffee from Kansas City 
to Dallas, Tex., was unreasonable to the extent it exceeded 75 cents. 
The fifth-class rate prescribed for the future in the recent south- 
western revision for application on roasted coffee from Kansas City 
to Dallas, 485 miles, was 70 cents. Under the progression used in 
the southwestern revision, a scale which provides a rate of 75 cents 
for 485 miles, the distance from Kansas City to Dallas, would produce 
a rate of 64 cents for 344 miles, the distance from Kansas City to 
Oklahoma City. 





REPARATION ON FRESH MEAT 


Upon further hearing, the Commission, by division 3, in No. 
15198, Powers-Begg Co. vs. Wabash, has modified findings in 
122 I. C. C. 476, to the extent of finding that the rate on fresh 
meats, in mixed carloads with packing house products, from 
Jacksonville, Ill., to Detroit, Mich., between August 28, 1920, and 
November 5, 1920, was unreasonable to the extent it exceeded 52.5 
cents, and has awarded reparation. Commissioner Taylor dis- 
sented. In the original report division 3 found that prior to 
November 5, 1920, the rate was unduly prejudicial to complain- 
ant and unduly preferential of complainant’s competitors at St. 
Louis, Mo., to the extent it exceeded the contemporaneous rate 
on the same commodity from St. Louis to Detroit, but that the 
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record did not warrant a finding that the rate was unr 


: ; eason. 
able. Reparation was denied. The case was reopened as to the 


reasonableness of the rate from August 28, 1920, to November 5 
1920. Charges were collected at the applicable third class rate 
of 72 cents. On November 5, 1920, a commodity rate of 59: 
cents was established. ‘ 


RATES ON GLASS SAND 


In a report in No. 19448, Merchants’ and Manufacturers’ 
Traffic Bureau et al. vs. Kansas, Oklahoma & Gulf et al., on. 
bracing also a sub number, Same vs. Same, the Commission, py 
division 3, has found net unreasonable the rate on glass ganq 
from Pacific, Mo., to Sapulpa and Okmulgee, Okla. The rate 
on like traffic from Guion, Ark., to Sapulpa and Okmulgee was 
found unduly prejudicial to the extent it was higher, distance 
considered, than the rates from the same point of origin to For 
Smith, Ark., and Shreveport, La. The undue prejudice is oy. 
dered removed on or before October 9. 


ADDITIONAL GRAIN ROUTES 


Carriers defendant in No. 18598, D. A. Stickell & Sons, Inc, 
vs. Western Maryland et al., are expected within 90 days to 
establish specified additional through routes and rates on graip 
and grain products, from central territory to eastern and south- 
ern destinations subject to transit arrangements at Hagerstown, 
Md. The Commission, by division 4, in a report written by 
Commissioner Eastman, has found such additional routes de. 
sirable in the public interest. Establishment of some of the 
routes suggested by the complainant the Commission found not 
necessary or desirable. 

The complainant alleged that it was denied the benefit of 
reasonable through routes and joint rates on various kinds of 
grain and grain products from producing districts in the west 
and south to destinations in trunk line, New England and south. 
ern territories for milling in transit at Hagerstown. The Com- 
mission was asked to require the defendants to establish addi- 
tional routes and reasonable rates via Hagerstown and reason- 
able transit rules at that place. 

A large part of the complainant’s business, the report says, 
consists of the manufacture of mixed feeds for live stock and 
poultry, a business which, the report says, has developed Tap- 
idly, requiring many kinds of grain and other materials. Mr. 
Eastman says the competition is keen and that the average profit 
is between 75 cents and $1 per ton. 

The complainant’s mill is served directly by the Western 
Maryland. The Pennsylvania and the Baltimore & Ohio have 
branches to Hagerstown, which is also reached by the Norfolk 
& Western. A switch movement is necessary when complain- 
ant’s traffic moves in or out of Hagerstown over the other lines. 
Mr. Eastman said the complaint did not describe the additional 
routes sought, but that in evidence they were outlined as follows: 


1. Pittsburgh Dispatch, New York Central lines and their west- 
ern chaos toy to Younantewn. Ohio, Pittsburgh & Lake Erie to 
Connellsville, Pa., Western Maryland to Hagerstown, outbound over 
the Western Maryland to connection with the Pennsylvania, presum- 
ably at York, Pa., or Baltimore, Md., to destinations on the Pennsyl- 
vania and connections in the East and South, except that to points 
on the Cumberland Valley division of the Pennsylvania the outbound 
movement from Hagerstown would be over the latter. ; 

2. Same as route 1 to Hagerstown, outbound over the Western 
Maryland to Westport (Baltimore), Md., and Baltimore & Ohio to 
destinations on that line, including New York, N. Y., and destinations 
on the Richmond, Fredericksburg & Potomac and Southern, north of 
and including Lynchburg, Va., except that to stations on the Balti- 
more & Ohio, Weverton, Md.-Rockville, Md., inclusive, and Weverton- 
Lexington, Va., inclusive, the outbound movement from Hagerstown 
would be over the Baltimore & Ohio. 

3. Pennsylvania and its western connections to Hagerstown, out- 
bound over the Norfolk & Western to points on its line and other 
carriers in Virginia and North and South Carolina. . 

4. Same as route 1 to Hagerstown, outbound over the Western 
Maryland to Shippensburg, Pa., Reading to Allentown, Pa., thence 
Lackawanna to points on that railroad east of and including Kings- 
ley and Scranton, Pa. : 

5. Same as route 1 to Hagerstown, outbound over the Western 
Maryland to Shippensburg, Reading to East Pennsylvania Junction, 
Pa., thence Lehigh Valley to points on that railroad south and east 
of Milan, Pa. 7 

6. Same as route 1 to Hagerstown, outbound over the Western 
Maryland to Shippensburg, Reading to Allentown, Central of New 
Jersey to Easton, Pa., Lehigh & Hudson River to Sparta Junction, 
N. J., Erie and New York, Susquehanna & Western to points on 
those roads east of and including Susquehanna and Plains, Pa. , 

7. Baltimore & Ohio and western connections to Cherry Run, W. 
Va., Western Maryland to Hagerstown, outbound over the Western 
Maryland to destinations on the Boston & Maine, Central of New 
Jersey, Delaware & Hudson, Erie, Lehigh & Hudson River, Lehigh 
Valley, Maine Central, New York, New Haven & Hartford, Pennsyl- 
vania, Reading, Rutland, Lackawanna, and.Lehigh & New England. 

. Chesapeake & Ohio and western connections to Durbin, W. 
Va., Western Maryland to Magerstown, outbound over carriers shown 
in routes 1, 2, 4, 5, and 6. 

(Continued on page 324) 


FRISCO INTER-COMPANY BONDS ; 

The Commission, by division 4, in a supplemental report 12 
finance No. 6798, St. Louis-San Francisco readjustment, has au- 
thorized the St. Louis-San Francisco to assume obligation and 
liability in respect of the payment of the principal and interest 
on $46,437,500 of Kansas City, Fort Scott & Memphis refunding 
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rigage 4 per cent bonds, $3,323,390 of general mortgage 4 
: cent bonds and $4,651,280 of income mortgage 5 per cent 
/ s of the Kansas City, Memphis & Birmingham, and $1,978,- 


ys Kansas City & Memphis Railway & Bridge Co. first 
mortgage 5 per cent bonds. Prior reports are in 138 I. C. C. 
505 and 6 


Application for permission to assume obligation and liability 
respect of these bonds was made at the time the St. Louis- 
San Francisco applied for permission to lease the properties 
mentioned in the application. They are part of the St. Louis- 
san Francisco system. The Commission, on July 10, authorized 
the leases to be made. In its order of May 2, 1928, 138 I. C. C. 
505, the Commission authorized the St. Louis-San Francisco 
to assume obligation and liability as guarantor, in respect of 
$20,496,500 of the refunding mortgage bonds of the Kansas City, 
Fort Scott & Memphis. That amount of bonds is included in 
the $46,437,500 of refunding mortgage bonds covered by this 


report. 


in 





MISSISSIPP! ABANDONMENT 


A certificate authorizing the Mississippi Valley Co. to 
abandon and the Illinois Central Railroad Co. to abandon op- 
eration of the line of railroad extending from a switch in the 
main track of the Meridian, Brookhaven & Natchez Railroad, 
9 miles east of Brookhaven, to a connection with the New 
Orleans Great Northern Railroad 1 mile west of Monticello, 
a distance of about 20 miles, in Lincoln and Lawrence counties, 
Mississippi, has been issued by the Commission, division 4, in 
fnance No. 6567. Protests against the granting of the appli- 
cation was filed by the Brookhaven Chamber of Commerce and 
by residents of that and other towns served by the line. The 
Mississippi Railroad Commission, which held a hearing in the 
case for the Commission, recommended that the application 
be granted. Protestants later asked for further hearing, which 
was granted, and the case was argued before the division. The 
Illinois Central owns all the stock of the Mississippi Valley, 
which is a holding company. The Commission said there did not 
appear to be any present necessity for the Monticello branch and 
that the testimony relating to future development was too vague 
and unconvincing to justify the continuation of service under 
heavy deficits in the hope of reducing such deficits through the 
production of additional traffic. 


PENNSYLVANIA STOCK ISSUE 

In its formal report and order in Finance No. 6998, stock 
of Pennsylvania Railroad, approving the issue and sale by the 
Pennsylvania of $17,500,000 of capital stock at par for cash 
to its officers and employes and also those of its subsidiary 
companies, the Commission, by division 4, has imposed the 
condition that none of the proceeds of the stock shall be used 
either to purchase stock of other companies or to reimburse 
the applicant’s treasury for expenditures made for such pur- 
pose. The proceeds are to be used to reimburse the applicant’s 
treasury for capital expenditures. 

Informal protests opposing the proposed issue were filed 
by George D. Harris, a stockholder, and Joseph F. Hartley, 
representing H. B. Goldsmith, Caroline S. Willard and Annie 
W. Hartley, stockholders, according to the report. 

The Commission said that one of the individuals opposing 
the proposed issue of additional stock alleged that the applica- 
tion did not truly represent the use to which funds obtained 
from the sale of the stock and from the sale of a previous 
issue of stock would be put, and that it would not have been 
necessary “except for the unauthorized purchase on the part 
of the applicant of some 521,739 shares of stock of, Lehigh 
Valley Railroad Co. and Wabash Railway Co. for a sum reported 
to have been $63,000,000.” 

The Commission said the testimony showed that the Penn- 
sylvnia Company, a holding company, all of the stock of 
which was owned by the applicant, acquired the stock of the 
Lehigh Valley and Wabash referred to, and that none of the 
proceeds of the proposed issue or of a previous issue author- 
ized by the Commission would be used in the purchase of the 
Lehigh Valley and Wabash stocks. It said it was also stated 
that the applicant did not propose to use any part of its credit 
in the acquisition of the stocks. 


ROAD MUST GO TO WINK, TEX. 


The Commission, by division 4, in finance No. 6605, pro- 
Posed construction by Texas-New Mexico Railway Co., has 
issued a certificate of public convenience and necessity author- 
izing the applicant to construct and operate a railroad in Ward 
and Winkler counties, Texas, conditioned upon the construction 
being through or adjacent to the town of Wink, Tex. The 
road, sponsored by the Texas & Pacific, is intended to serve 
the Winkler county oil field, particularly the Hendricks pool. 

Wink, the town which is to be upon or adjcaent to the 
new line, is the largest community in or near the oil field, 
having a population estimated at between 4,000 and 5,000. As 
Proposed the road would not serve Wink. 

“The proposed line, as planned,” says the report, “would 
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injure rather than benefit Wink to an extent which is not shown 
to be justified by the considerations advanced in support of 
the proposed route. Our certificate will be issued upon the 
express condition that the location of the proposed line shall 
be so modified as to pass through or immediately adjacent to 
the town of Wink, and that the railroad, if constructed, shall 
be so built.” 

The applicant asked for permission to build from a point 
on the T. & P. at or near Monahans, northwesterly 23 miles 
to the town of Kermit and thence northerly to the Texas-New 
Mexico line, a total distance of approximately 35 miles, and 
to retain excess earnings. That permission was denied. 

Filing of the application created a scramble among the 
towns and prospective towns in that part of Texas to have 
the railroad pass through their limits. The Kermit Townsite 
Co. and the railroad company made an agreement whereby 
the townsite company was to provide the right-of-way and 
pay the applicant a cash bonus of $300,000. The report said 
that it was admitted that that agreement was to be an im- 
portant factor in determining the location of the line after it 
left Monahans. Without allowance for the donations, the re- 
port said, the cost of construction was estimated at $708,000 
from Monahans to the New Mexico line and from Monahans 
to Kermit at $535,000. Advances to meet construction costs 
were to be made by the Texas & Pacific. 

Interventions were filed by the town of Pyote and Pyote 
interests; by the Wink Townsite Co. and Wink interests and 
the Monahans Chamber of Commerce. The Texas commission 
took the testimony for the federal body, but made no recom- 
mendations. 


BELLEFONTE CENTRAL EXTENSION 


The Commission, by division 4, in finance No. 6596, con- 
struction of extension by Bellefonte Central Railroad, embracing 
also finance No. 6627, acquisition of line by Bellefonte Central, 
and docket No. 20952, joint use of terminal facilities at Tyrone, 
Pa., by Bellefonte Central, has authorized the Bellefonte Central 
to construct and operate an extension from Struble to a con- 
nection with the Fairbrook branch of the Pennsylvania near 
Fairbrook, Pa., a distance of about 6 miles; and to acquire and 
operate the Fairbrook branch of the Pennsylvania extending 
from Tyrone to Fairbrook, Pa. Request for permission to retain 
excess earnings was denied. 

The Commission also found that the public interest required 
the joint use by the Bellefonte Central of the terminal of the 
Pennsylvania at Tyrone and the approach thereto between 
Stover and Tyrone, and that such use was practicable and 
would not substantially impair the ability of the Pennsylvania 
to enjoy the use of such terminal and approach thereto. 

The Pennsylvania intervened in opposition to both appli- 
cations of the Bellefonte Central. The Tyrone Chamber of 
Commerce, State College, Pa., and farmers and residents along 
the line supported the applications. 

The Commission pointed out that in Abandonment by Penn- 
sylvania R. R., 131 I. C. C. 547, decided December 8, 1927, it 
had authorized the Pennsylvania to abandon that portion of 
its Fairbrook branch between Stover and Fairbrook, approxi- 
mately 18 miles, on condition that within 30 days from the 
date of the certificate the Pennsylvania should sell the line, or 
any portion thereof, to any person or persons desiring to pur- 
chase the same for continued operation and offering to pay 
therefor not less than its fair net salvage value. The remainder 
of the branch was retained by the Pennsylvania for the pur- 
pose of serving a quarry at Stover. The Bellefonte Central 
intervened in the abandonment case and stated it was willing 
to purchase the Fairbrook branch if it could be acquired on fair 
and reasonable terms. The proceedings in the instant case 
resulted. 

The report said the Pennsylvania had agreed to the joint 
use of its terminal at Tyrone and the approach thereto by the 
applicant, but that some of the terms and conditions specified 
did not meet with the applicant’s approval, and that, pending 
negotiations between the parties, that part of the case would 
be kept open and that in the event an agreement could not be 
reached, the Commission would enter a further order. 


HONESDALE BRANCH CASE 


The Commission, by division 4, has denied the application 
of the Delaware & Hudson Co., in finance No. 6473, for authority 
to abandon its Honesdale branch in Lackawanna and Wayne 
counties, Pennsylvania. The branch, approximately 27 miles 
long, extends from Carbondale to Honesdale, Pa. Objections to 
the granting of the application were made by the Prompton 
Borough Council, the Honesdale Chamber of Commerce, Lake 
Ladore Improvement Co., the Commonwealth of Pennsylvania 
and a number of coal companies. The latter group of protest- 
ants, however, withdrew their opposition at the hearing, accord- 
ing to the report. The Commission said the branch had been 
losing traffic for several years to the motor vehicle and that the 
improvement of the highways had had the same effect here 
as in other localities. It said it was apparent from the record 
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that there was little need for the passenger service afforded 
by the branch and that it would seem that the applicant might 
discontinue its passenger train service on the branch with 
little inconvenience to the public and at a substantial saving 
in expense. 

As to the freight service, however, said the Commission, 
it was not thought that the applicant had shown that present 
or future public convenience permitted abandonment. It said 
it was to be borne in mind that the applicant planned to con- 
tinue to serve zoal mines on the westerly part of the branch, 
either by that portion of the branch or by other trackage, so 
that it would have the expense of such operation even if the 
rest of the branch were abandoned. It said it also seemed clear 
that the public service required that the station and that part 
of the branch in Honesdale be retained in use either by the 
applicant or by the Erie. Apparently, therefore, it said, only 
the central portion of the branch from Panther Bluffs to the 
westerly limits of Honesdale, about 20 miles, would be aban- 
doned if the application should be granted. 

“It is not clear from the record that the expense of opera- 
tion over this portion of the branch is such a burden upon the 
applicant’s resources as would justify its abandonment, in view 
of the needs of the communities and interests along the line for 
railway service,” said the Commission, adding that while it 
was true the branch had lost not only the larger part of its 
passenger traffic but much of its lighter and more profitable 
freight traffic to the bus and truck lines, there still remained 
a substantial volume of heavy traffic. 

The Commission said that as the communities served were 
growing in population and wealth, this heavy traffic seemed 
likely to increase. It said a large portion of that traffic origi- 
nated at or was destined to Farview, Waymart, Keene, Promp- 
ton and other points on the branch that could not be served 
by the Erie, and that those points needed the service of the 
branch. 


N. M. CENTRAL ABANDONMENT 


The Commission, by division 4, in Finance No. 6475, abandon- 
ment of portions of line by New Mexico Central & Atchison, 
Topeka & Santa Fe, has authorized the applicants to abandon, 
without condition, the operation of that part of the line of the 
New Mexico Central between Santa Fe and Kennedy, N. M., 
and, upon condition, that part of the New Mexico Central line 
between Torrance and Willard, N. M. The line between Willard 
and Torrance is 36 miles long and between Santa Fe and Ken- 
nedy, 21.8 miles. The whole line extends from Torrance, on the 
Southern Pacific, to Santa Fe, a distance of 116 miles. The 
Santa Fe acquired control of the New Mexico Central as a re- 
sult of the report and order in Control of New Mexico Central, 
lil... C. C. 468. 

According to the report the record shows the New Mexico 
Central, built in 1901-1908, has never been a paying proposition. 
The profit and loss debit balance for 1927, as of September 30, 
1927, was shown as $594,220. 

The Southern Pacific intervened in this proceeding to re- 
quest that in the event abandonment was authorized, the Com- 
mission condition the grant of permission upon the making, by 
the Santa Fe, of suitable and proper arrangements for the mainte- 
nance of an open route via Vaughn through and to the same 
territory as was maintained via Torrance prior to the acquisi- 
tion of the New Mexico Central by the Santa Fe; that through 
routes and rates be maintained as they were via Torrance at 
that time; that such rates be continued in effect unless and 
until lawfully changed by agreement of the interested carriers 
or by lawful authority and that the divisions via Vaughn be the 
same as via Torrance. The report, however, said the record was 
not sufficiently comprehensive on the question of rates and divi- 
sions to justify the imposition of the condition sought by the 
Southern Pacific. But the Commission did impose the following 
condition: 


Our certificate herein will provide that, within 30 days from its 
date, the Atchison shall tender to the Southern Pacific Co. an option 
to purchase the lines herein authorized to be abandoned at their fair 
net salvage value, and shall include in such tender an offer to grant 
the Southern Pacific trackage rights between Willard and Kennedy, 
N. M., upon fair and reasonable terms, in the event that company 
shall elect to purchase said lines, such tender and offer to be accepted 
or declined by the Southern Pacific within 45 days following its re- 
ceipt, and notice of its action is to be promptly given by it to the 
Atchison. Thereupon the Atchison shall file with us a report of all 
facts sort aman | to the tender of said option, and the action taken by 
the Southern Pacific thereon, upon the receipt of which a supple- 
mental report and certificate will be issued. The certificate now issued 
will provide that it shall not take effect and be in force until the 
issue of said supplemental report and certificate. 


OPERATION OF SUBWAY RAILROAD 


In finance No. 6971, operation of Subway Railroad by New 
York State Railways, the Commission, by division 4, has issued 
certificates authorizing the New York State Railways, the Buf- 
falo, Rochester & Pittsburgh, the Erie, the Lehigh Valley, and 
the New York Central to operate under trackage rights over the 
Subway Railroad in the city of Rochester, N. Y. 
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The Subway Railroad was constructed by the city of 
ester, in the bed of the old Erie Canal that was abandoneg 
the state of New York when it built the barge canal, at a by 
of over $12,000,000. It is approximately 9 miles long and 
sists of two passenger tracks for the entire length, two treigh 
tracks 1.5 miles in length, and one freight track about 7 = 
long. There are four team tracks and 14 sidings, upon > 


are located about 35 industries. Which 
Each of the four trunk line applicants asserted that th 
Subway would afford it the most convenient and economica) 


means of reaching and serving the team tracks and industri 
now or hereafter to be located on the Subway. = 

The New York State Railways operates the street railwa 
in Rochester under a service-at-cost contract with the city thet 
became effective August 1, 1920. In accordance with the cop. 
tract, according to the report, an ordinance was adopted py 
Rochester November 9, 1927, providing for operation of the Sub. 
way by the New York State Railways, and for the making of 
contracts between the city, the State Railways and each of the 
steam roads entering the city for the use of the Subway fo, 
the movement by the State Railways of railroad freight Cars 
to and from industrial or other sidings on the Subway, and 
between steam railroad connections of the Subway. 

The trunk lines did not think the operation proposed re. 
quired authority of the Commission, but asked that certificates 
be issued if it held otherwise. The Commission decided it haq 
jurisdiction over the extension of the operations contemplated 
by the contracts entered into by the steam carriers. As to the 
nature of the contracts involved, the Commission said: 


Between January 6 and March 1, 1928, several contracts wer 


entered into between the city, the State Railways, and each of the 
four applicant trunk lines individually, by the terms of which the re. 
spective trunk line was granted trackage rights over, and the use of 
the Subway Railroad for the movement of freight cars, loaded oy 
empty, in the service of the trunk line, to and from points on the 


Subway Railroad, with the requirement that such cars should be 
moved by the State Railways as agent of the trunk line, subject to 
the supervision and direction of the commissioner of railways, The 
contracts further provide that the commissioner of railways is to 
fix all operating schedules, supervise all movements over the Subway 
Railroad, and determine the compensation to be paid by the tremk 
line to the State Railways for the power and service used in the 
movement of freight cars employed in its service, with the proviso 
that such compensation shall be just and reasonable, and that the 
charges to shippers for the transportation of freight moved to or 
from industrial sidings or team tracks on the Subway shall not 
exceed contemporaneous charges of the steam railroads applicable 
to similar classes of traffic between the same points of origin or 
destination outside of Rochester and other industrial sidings or team 
tracks within the switching limits of the city, for equal service 
rendered. All freight and other charges are to be payable to and 
collected by the trunk lines, and all bills of lading are to be issued 
by them. Provision is made for the settlement of disputes by arbi- 
tration. It is agreed that the matters contained in the contract 
are subject to the provisions and requirements of all federal and 
New York state laws now or hereafter in effect, and that no person 
or corporation shall be required to do or refrain from doing any- 
thing in violation thereof; provided that no variation of the service at 
cost contract and the uses and purposes thereof shall be accomplished. 
The respective contracts expire by limitation on July 31, 1930, but 
may be terminated by the city on 60 days’ notice. 


No estimate is submitted of the prospective traffic to be handled 
for the steam roads, nor have the charges for the use of the Sub- 
way Railroad been determined definitely. The contracts are experi- 
mental for a short term in order that a basis for a permanent plan 
of operation may be developed through experience. The city is 
interested primarily in a maximum utilization of its property. 


The only opposition to the applications came from the Public 
Service Commission of New York. Discussing that phase of the 
case and in conclusion, the Commission said: 


The Public Service Commission of New York has.filed representa- 
tions in which it submits that all of the applications should be 
denied. It claims that the entire plan which constitutes the basis 
of the pending applications ignores both federal and state regulatory 
powers and is contrary to the express provisions of the interstate 
commerce act and the public service commission law of New York. 
This contention is based upon various provisions of the contracts 
entered into between the city and the trunk lines, above referred 
to. The provisions of these contracts can not deprive this commission 
or state regulatory bodies of their jurisdiction, nor interpose any 
obstacle to its exercise. It is further represented that the service at 
cost contract does not include the operation proposed. The New 
York commission states that it clearly recognizes the desirability of 
the early utilization to the fullest possible extent of the additional 
area for commercial development, and the additional siding facilities 
and means for the expeditious interchange of carload freight which 
the freight tracks of the Subway Railroad will afford, but believes 
that a legal and proper method of accomplishing that result may 
be worked out, which will not result in making the State Railways 
an interstate carrier. Much of the traffic over the Subway Railroad 
will move interstate, and no change in the character of the company 
performing the movement could deprive such traffic of its interstate 
status or remove it from our jurisdiction. 

It appears that the operation proposed will benefit industries now 
or hereafter located on the tracks of the Subway Railroad, will assist 
the trunk line carriers in the receipt and delivery of carload freight, 
will afford them additional facilities for interchange purposes, and 
will increase materially the area available for industrial purposes. 


GUYANDOT COAL LINES 


The Commission, by division 4, in making the decisions it 
did in finance No. 6067, construction of line by Virginian & 
Western, finance No. 4818, application of the Chesapeake & 
Ohio for authority to construct lines in Mingo, Wyoming and 
Raleigh counties, West Virginia, and finance No. 5161, applica- 
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n of Guyandot & Tug River for authority to construct a line 

wyoming and Mingo counties, West Virginia, has awarded the 
a nt to furnish transportation for the Guyandot basin to the 
my inian and the Norfolk & Western and has denied partici- 

tion in that development to the Chesapeake & Ohio. (See 
vraffic World, August 3.) 

The Commission said in its report that the main functions 
of each of the proposed lines was the same—to provide a suit- 
able outlet for westbound traffic, chiefly coal from the lines of 





and would assure operators in the territory competitive service to 
the west. The N. & W. might be disposed to permit the exploitation 
of the lands of the Pocahontas Company, provided it received the 
westbound tonnage therefrom at Wharncliffe. 
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Commissioner Porter, dissenting in part, objected to the 
grant of authority for the construction of the 10.5-mile extension 
of the Guyandot & Tug River. He said search might be made 
of the record in vain to find a scintilla of evidence justifying 
a finding that the present or future public convenience and 
necessity required or would require the construction of this 
































the Virginian and the Chesapeake & Ohio in the upper Guy- 
gndot basin; and to carry the traffic to be developed by the 


10.5 miles of railroad. Continuing, he said, in part: 





AilWays proposed construction. I am abundantly confirmed in this statement by the fact that 
ty that The coal commercially minable and recoverable in the basin § a search of ee ee of the majority will reveal but a single para- 
© con. under present conditions, the report said, was variously esti- = SS a ee eee I propose to 
ted by mated at from not less than 500,000,000 gross tons to 1,444,Q00,- “The construction of that part of the N. & W.’s proposed line 
© Sub. 000 short tons. Estimates of the timber to be taken from the from Wharncliffe to Gilbert would enable the N. & W. to compete 
ing of id the report, ran from 355,000,000 feet, board measure, with the Chesapeake & Ohio for westbound traffic from the Guyandot 
pasin, 8a ’ ’ , ’ Valley and would assure operators in the territory competitive serv- 
Of the to 700,000,000 feet, nearly all hardwood. ice to the west.” 
ray for In summing up, the Commission said: This is new and strange doctrine for this Commission to an- 
t cone ’ nounce as a sole reason for new construction. 
y, the evidence shows the need for a line to connect the rail- 
bi oso the upper and lower sewn yh of Cen. a. oe = = UNCONTESTED FINANCE CASES 
sed re. 0's claim to nthe lower Guyandot and a branch tine on its extreme Supplemental report and order in F. D. Nos. 6843 and 6844, (1) 
ificat the waters, and that these lines would be united to form a con- authorizing the Kansas City & Grandview Ry. Co. to issue $3,000,000 
8 upper i "477 miles long, joined at both ends with its main line of first-mortgage guaranteed gold bonds, series A, said bonds to be 
it had tinuous tweed aaah = onan oF ultimate development adopted in 1899 sold in blocks of $100,000 or multiples thereof, from time to time, 
plated eS Pred to since P'The existing lines on this route have been 0 and including September 30, 1931, at not less than 96.05 per cent 
to th and adhe = . ly f h ffic th uld originate of par and accrued interest from the last interest-payment date, 
e puilt from time to time, primarily for the traffic they wo ginate, and the srecceds waed to & - a nok ae om 13.24 miles 
here is no testimony to show that they have been or would be © procee ed to Mnance the cost of constructing 13.44 miles 
and oitable in themselves without the proposed connection. The of railroad in Jackson county, Mo., terms and conditions prescribed; 
So al need for that connection, apart from its local service, is (2) authorizing the Kansas City Southern Ry. Co. to assume obliga- 
3 Were princ’Pvide an economical outlet for westbound coal mined in the tion and liability, as guarantor and otherwise, in respect of «the 
of the 0 Te Guyandet basin. More than two-thirds of this coal is origi- payment of the principal of and interest on $3,000,000 of Kansas City 
ne Te. ted, by the Virginian, and the Virginian is subject to greater dis- & Grandview Ry. Co. first-mortgage guaranteed gold bonds, series 
se of, mivantages in hauling its part. Moreover the Virginian’s part is 27 A; and (3) authorizing the acquisition by the Kansas oy Southern 
led or ee cent of its total coal tonnage, while the C. & O.’s part is 2.6 Ry. Co, of control of the railway and property of the Kansas City 
ira the Mr cent of its coal tonnage. According to the study made by the & Grandview Ry. Co., under lease, approved. 
ld be my & O., 79 per cent of all the savings that could be effected by Report and order in F. D, No. 7033, authorizing the Meridian & 
ect to diverting westbound coal to the new route would be derived from Bigbee River Ry. Co. to issue and reissue from time to time within 
The the Virginian’s coal. It is admitted that eastbound traffic from the 4 period of two years from the date of the order herein, $25,000 of 
is to C. & O.’s line on the lower Guyandot can be hauled more economically promissory notes, to be sold at not less than par to provide working 
ibway over its present route than over the proposed connecting line, except capital for the operation of the completed portion of the applicant's 
trunk to the extent that eastbound coal may be used to fill the return trip ‘allroad, approved. 
nthe tonnage of engines that haul west bound coal. The estimated sav- Report and order in F. D. No, 6968, authorizing the acquisition 
rOViso ing from this eastbound movement is important, though relatively by the Pennsylvania R. R. Co. of control of the Pennsylvania Tunnel 
tthe small, but rests upon assumptions that appear too favorable. Even & Terminal R. R. Co. by lease of its properties, approved. 
° @ if we accept it, 69.4 per cent of all savings to be effected by divert- Report and order in F. D. No, 7005, authorizing the acquisition 
| not ing traffic to the new line, as estimated by the C. & O., are from by the Central R. R. Co. of New Jersey of control of the Hibernia 
cable the Virginian’s traffic, No sufficient reason is shown why the Vir- Mine R. R. Co. by purchase of capital stock, terms and conditions 
poh ginian should depend upon arrangements with another carrier for prescribed, approved. u 
team the use of a line in which it has a greater natural interest, and Report and order in F. D, No, 7018, authorizing the Long Island 
Tvice for which it has a much greater need. All of the overhead traffic R. R. Co, to issue $5,889,750 of capital stock, consisting of 117,795 
and can be handled as cheaply by one carrier as another, taking it be- shares of the par value of $50 each, said stock to be sold at not 
_— tween the same points. he Virginian is peculiarly dependent upon less. than par and the proceeds applied in payment of existing in- 
aoe coal traffic, needs additional coal reserves, and can not find them debtedness, approved, . 
ract elsewhere. It has the most economical route for handling eastbound Supplemental report and order in F, D. No. 6899, authorizing the 
and business from the territory of the proposed line, as well as from Georgia & Florida R. R. Co. to issue in compereny and definitive form 
rson the upper part of the C. & O.'’s line on the lower Guyandot. If it $149,500 of first-mortgage 6 per cent gold bonds, series B, to reim- 
oy could secure some tonnage from the latter, in exchange for west- burse the applicant for capital expenditures not heretofore capitalized, 
e at bound tonnage delivered by it to the C. & O., that would be in the and to finance the additional cost of constructing its Greenwood 
hed. interest of transportation economy. The C. & O, would obtain a right extension, said bonds to be pledged and repledged from time to time 
but of way from Gilbert to Itmann by taking, in large part, the rights as collateral security for short-term notes, terms and conditions 
_ of way owned by the other applicants. prescribed, approved, 
are The special claims of the N. & W. rest chiefly upon the facts 
ol that its coal reserves, although at least seven times as large as those FINANCE APPLICATIONS 
ion of the Virginian, are only about 60 per cent as large as those of the Finance No. 7080. Fort Worth & Denver South Plains Railway 
i. C. & O.; that it acquired control of the Pocahontas “ye at the Co, asks authority to construct a railroad track in Floyd county, 
end of 1901 to protect its coal reserves and followed this in June, Tex., extending from the main line of the applicant in Lockney at 
1903, by incorporating a subsidiary which has made surveys and = Mile Post 75.44, a distance of 1.37 miles, to furnish service to indus- 
Hie has acquired a right of way for a railroad over the disputed get tries, Applicant takes position that the proposed construction will 
h and that the Focahontas Company owns about _— oe FR constitute a spur or industrial track that does not come within the 
e@ ot lg By = ~ eae, = * Bae ee oy + dlhng cies terms and provisions of section 1, paragraphs 18 and 20, inclusive, of 
ville, 'L oN a we o ia ‘ ane —s he a. r 4 ad cadin ad the interstate commerce act, but makes the application for the pur- 
: eee’ te” ltd Bigg “4 ute a: ae ae tas ri - _*. pose of having the Commission determine whether it has jurisdiction, 
a definite oe Ite’ A mr ‘cet out fer the og ad =< . it La ~ oo it has, that a certificate authorizing the con- 
.) “ 4 3 struction be issued, 
sis —_ -_ = wag Ag Bey ie hcg ay gl mag gor Finance No, 4826, in the matter of application of Kansas pe 
wid line, but_separated therefrom by a high divide, When it built the Mexico & Orient Railway Co. for authority to issue capital stock, 
te line the N & W. would expect to ‘get not more than one-half of the etc. The Atchison, Topeka & Santa Fe, which has asked authority 
*k, Virginian’s westbound coa “provided the Virginian were granted to acquire the Orient, petitions the Commission for permission to 
ts trackage rights. Its route would not be as economical for westbound ‘ntervene herein in lieu of and substitution for an English — 
ed traffic as a route via Gilbert and the C. & O., and requires building note committee. The Santa Fe says it has succeeded to and become 
a line from Gilbert to Wharncliffe at a cost of $2,500,000. This line the sole owner of all the rights, titles, equities and interests of the 
4 would have no immediate use except to connect the N, & W.’s main oe Cosmentttee - veg pe. € Orion Telashens Cc. ant 
_ line with the Guyandot Valley. Ultimately it would develop some inance No. “ a — cation H f ~~ i ithe s Ay t 
coal traffic. To handle eastbound traffic from its proposed line the Michigan Bell a or en Mich acquisition by latter © 
. N. & W. would have to build a connection from a projected branch property of former in aM a a, In Rail cn. c k eaten 't 
. up Pinnacle Creek to its North Fork branch at an estimated cost Finance No. 7073. ononganela Hallway \0. asxs au ra y % 
8 of $2,500,000. The eastbound route so created would be inferior to extend its lines by acquisition by purchase of property, rights and 
h that of ‘the Virginian, except probably from a small part of the franchises of Chartiers Southern Railway Co., in Was ington and 
i territory to be served. If the N. & W. built the line there would Greene counties, Pa. Applicant already operates the Chartiers under 
y seem to be little probability of any arrangement by which eastbound lease and owns the capital stock. If application is approved, applicant 
8 coal from the upper end of the Logan subdivision might be routed xroposes to complete construction of extension of the Chartiers from 
d via Elmore and Re Virginian — 2 ere Pa., authority for which has been granted 
y . “ . yy the Commission. 
. The Virginian needs its proposed line in order to have greater . Finance No. 7074. Southern Pacific Railroad Co. and Southern 


with the C. & O. 


independence in the matter of an outlet for westbound coal. It 
appears that it can have no suitable outlet to the west except down 
Guyandot River, and it is not desirable to put the ownership of the 
line through this narrow mountain valley or gorge under the control 
of one of its competitors. Trackage rights for overhead business 
would diminish, but not remove this objection. The grant of a 
certificate to the Virginian will insure supplying the necessary con- 
nection between the lines on the upper and lower Guyandot at the 
minimum cost of construction, and operation by the Virginian of the 
proposed line should tend to some economies in the cost of handling 
eastbound freight as compared with operation by the other applicants. 
Multiple operation of the line by the three applicants would not tend 
to economy or efficiency. The people of the local territory prefer 
the Virginian for reasons that appear to be sound. So far as the 
question of priority intervenes, the Virginian’s claims appears at 
least as good as any others, 

The construction of that part of the N. & W.’s proposed line 
from Wharncliffe to Gilbert would enable the N. & . to compete 
for westbound traffic from the Guyandot Valley, 





Pacific Co., and Santa Fe ask authority to abandon the Treadwell 
branch in Kern county, Calif. Applicants say no business has been 
handled over the branch for a number of years and that there is 
no prospect of business in the future, 

Finance No. 7076. Joint application of Louisiana & Arkansas 
Railway Co. of Delaware, and uisiana & Arkansas Railway Co. 
of Arkansas, for authority for the former to acquire and operate 
the railroads, properties and assets of the latter; joint application 
of Louisiana & Arkansas Railway Co. of Delaware and ulsiana 
Railway & Navigation Co. for authority for the former to acquire 
control of the latter by lease and purchase of stock, and application 
of Louisiana & Arkansas yy Bes of Delaware to issue $12,000,- 
000 of first mortgage 5 per cent nds; $4,000,000 of second mortgage 
5% per cent bonds; $5,000,000 of non-cumulative 6 per cent preferred 
stock, par value $100 a share, and 100,000 shares of common stock 
without par value, and to assume obligation and liability with re- 
spect to all the outstanding securities of the Louisiana & Arkansas 
Railway Co., of Arkansas, referred to as the old company. The 
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Louisiana & Arkansas Railway Co. of Delaware is a new company 
organized to take over the properties of the old company. The 
-stockholders of the old company, under the plan, are to receive 50,000 
shares of the 6 per cent preferred stock and the 100,000 shares of 
common stock without par value. The new company has been in- 
corporated under the Laws of Delaware because restrictions under 
the laws of Arkansas interfere with expansion of the property and 
the status of the old company is cumbersome and involved, accord- 
ing to the application. 

Finance No. 7077. Graysonia, Nashville & Ashdown Railroad Co. 
asks authority to issue $25,100.62 of notes in connection with acquisi- 
tion of a locomotive. 

Finance No. 7078. Florida East Coast Railway Co. asks authority 
to construct and operate a branch line from _ Belleglade-Chosen to 
a point on the west bank of Miami Canal, Fla., embracing about 
9.5 miles of main track. 

Finance No. 7079. Edward Hines Western Pine Co. asks au- 
thority to acquire or construct a line of railroad from Burns to 
Seneca, Ore., and to operate it under the trade name or style of 
the Burns, Harney Valley & Northern Railroad. The line will be 
about 50 miles long. 

Finance No. 7081. Chicago, Springfield & St. Louis Railway Co. 
asks authority to issue $52,500 of notes in payfnent_ of obligations. 


Finance No. 7082. Combs, Cass & Eastern Railroad Co. asks 


authority to abandon the remaining portion of its road from Frazer 
to Combs, Ark., a distance of about 7 miles. 

Finance No. 7083. Southern Pacific Co. asks authority to construct 
a line of railroad between Kerman and Biola, Calif., a distance of 
approximately 6 miles. 


COMMISSION ORDERS 


No. 21030, State Docks Commission et al. vs. Gulf, Mobile 
& Northern et al. Standard Oil Co. of La. permitted to in- 
tervene. 

No. 20835, Gulf Refining Co. et al. vs. Abilene & Southern 
et al. Texas Pacific Coal & Oil Co.; Wickett Refining Co.; 
San Angelo Refining Co.; Kettle Creek Refining Co.; and Im- 
perial Refining Co. permitted to intervene. 

No. 21080, Sub. 2, Bradfield Oil & Supply Co. et al. vs. 
Abilene & Southern et al. Skelly Oil Co. permitted to inter- 
vene. 

No. 20963, Muscle Shoals Grain Dealers’ Association vs. 
Santa Fe et al. Ralston Purina Co. permitted to intervene. 

No. 20802, South Georgia Traffic Bureau, for Turner County 
Board of Trade, et al. vs. Atlanta, Birmingham and Coast et 
al. South Georgia Traffic Bureau; Hand Trading Co.; Pelham 
Phosphate Co.; Pelham Oil and Fertilizer Co.; Camilla Ice and 
Cold Storage Co., Camilla Cotton Oil Co., I. P.Shepherd and 
B. Powell, trading as Shepherd and Powell; City of Abbeville; 
City of Cordele, and J. W. Lang permitted to intervene. 

No. 16406, Sub. 1, Chilean Nitrate of Soda Educational 
Bureau et al. vs. Boston & Albany et al. Armour Fertilizer 
Works permitted to intervene. 

No. 21080 (Sub. 1), Oscar Fuller et al. vs. Santa Fe et al. 
Skelly, Oil Co. permitted to intervene. 

No. 16156, H. F. Wilcox Oil & Gas Co. vs. St. Louis-San 
Francisco et al. Order of June 11 has been vacated and set 
aside. 


No. 17106, Charles Boldt Glass Co. vs. Chesapeake & Ohio 
et al. Complaint dismissed upon complainant’s request. 

No. 21067, Inland Box Corp. vs. Arkansas & Louisiana Mis- 
souri et al. International Paper Co. permitted to intervene. 


No. 20912, Illinois Coal Traffic Bureau vs. Alton & Eastern 
et al. Indiana Coal Trade Association permitted to intervene. 

No. 20993, Memphis Freight Bureau et al. vs. Arkansas 
Railroad et al. Standard Oil Co. of Louisiana permitted to in- 
tervene. 


No. 21080, Anderson Oil Co. et al. vs. Abilene & Southern 
et al. Skelly Oil Co. permitted to intervene. 

No. 20850, St. Regis Paper Co. et al. vs. Ann Arbor et al. 
Tribune Co.; Tonawanda Paper Co.; the Ontario Paper Co., 
Ltd., permitted to intervene. 

No. 19454, Embry E. Anderson et al. vs. Abilene & Southern 
et al. The order entered in this proceeding on June 16, 1928, 
which was by its terms made effective on September 5, 1928, 
on 30 days’ notice, has been modified so that it will become 
effective on October 20, 1928. 

No. 14087, Indiana State Chamber of Commerce vs. Santa 
Fe et al. Order of May 10, 1926, modified so as to require the 
establishment of rates therein prescribed only over lines or 
existing routes having short mileage from point of origin to 
destination, and lines and existing routes the mileage over which 
is less than 115 per cent of the mileage over the short line or 
route. 

No. 20613, Anchor Coal Co. et al. vs. Alton & Southern 
et al. Chevrolet Motor Co. of St. Louis permitted to intervene. 

No. 13778, Swift & Co. vs. Aberdeen & Rockfish et al. Com- 
plaint dismissed upon complainant’s request. 

No. 16156, H. F. Wilcox Oil & Gas Co. vs. St. Louis-San 
Francisco et al. Order of June 11, 1928, is vacated and set aside. 

No. 20649, Kentucky Mine Supply Co. et al. vs. Erie et al. 
Complaint dismissed for want of prosecution. 

No. 18615, Riddle Balmer Lumber Co. et al. vs. Central Rail- 
road of New Jersey et al. Complaint dismissed, same having 
been satisfied. 

No. 19985, M. A. Joy et al. vs. St. Louis-San Francisco et al. 
Complaint’ dismissed for want of prosecution. 

No. 17485, Eagle Cotton Oil Co. vs. Southern et al. Pro- 
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ceeding reopened, and referred to division 2, Commi 
Campbell, Brainerd and Farrell, for purpose of correctin 
inadvertently made in report of March 9, 1928, in saiq 
ing. 
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Proceed. 


No. 20258, Goodman Manufacturing Co. vs. Chicago ¢ East 
ern Illinois et al. Complaint dismissed upon complainant's 
request. ‘ 

No. 20953, Nash-Finch Co. vs. Butte, Anaconda & Pacis 
et al. Complaint dismissed upon complainant’s request. . 

No. 21157, Anglo Canadian Pulp & Paper Mills, Ltd., e& al 
vs. Akron, Canton & Youngstown et al. American Newspaper 
Publishers’ Association permitted to intervene. 

No. 20482 (Sub. 1), West Virginia Pulp & Paper Co, ys 
Central of Georgia et al.; No. 20929, Castanea Paper Co. et al. 
vs. Atlantic Coast Line et al., and No. 20930, International Pape; 
Co. et al. vs. Ann Arbor et al. The Tribune Co.; Tonawanda 
Paper Co., Inc.; the Ontario Paper Co., Ltd., permitted to jp. 
tervene. 

No. 21115, Skelly Oil Co. vs. Santa Fe et al. Standard Oil 
Co. (Ind.) permitted to intervene. 

No. 21620, Traffic Bureau, Davenport Chamber of Commerce 
et al. vs. Alton & Eastern et al. Moline Consumers Co. per. 
mitted to intervene. 

No. 21045, New England Lime Manufacturers’ Association 
et al. vs. Boston & Maine et al. Washington Building Lime 
Co. permitted to intervene. 

No. 18641, Potomac Electric Power Co. et al. vs. Chess. 
peake & Ohio et al. The order entered in this proceeding on 
April 25, 1928, which was by its terms made effective July 1¢ 
1928, on 30 days’ notice, and subsequently modified to become 
effective August 10, 1928, on 30 days’ notice, has been postponed 
until the further order of the Commission. 

No. 17933, William Schulderberg-T. J. Kurdle Co. vs. Balti- 
more & Ohio et al. The defendants, the Baltimore & Ohio and 
Norfolk & Western, have been authorized and directed to pay 
to complainant, William Schluderberg-T. J. Kurdle Co., on or 
before September 10, 1928, the sum of $10,189.26, with interest 
thereon at the rate of 6 per cent per annum, as reparation on 
account of unreasonable rates charged for the transportation 
of numerous straight and mixed carloads of meats and packing. 
house products from Baltimore, Md., to Roanoke, Va. 


PETITIONS FOR REHEARING, ETC. 


No. 20401 (and Sub. 1), Anthony Salt Co., Farmers Trading 
Association et al. vs. Arkansas Valley Interurban et al. Anthony 
Salt Co., Farmers Trading Association and interveners therein 
have asked for further hearing herein. 

No. 18193, Boston Wool Trade Association vs. Apache et al. 
Complainant has asked for reconsideration of the case by the 
full Commission upon the record as made, and a more careful 
study made of the evidence. 

No. 18856, Pocahontas Fuel Co., Inc., vs. Virginian. Com- 
plainant asks for reargument before the full Commission. 

No. 18811 (and Sub. 1), Texas Pacific Coal & Oil Co. vs. 
Santa Fe et al. Complainants ask for rehearing. 

No. 9702 (and associated cases), Memphis-Southwestern In- 
vestigation, and No. 13535 (and associated cases), Corporation 
Commission of Oklahoma vs. Aberdeen & Rockfish et al. Mis- 
souri Pacific, St. Louis Southwestern and St. Louis-San Fran- 
cisco have asked for amendment of orders entered in each 
proceeding. 

No. 16496, National Car Coupler Co. vs. Santa Fe et al. 
The complainant has asked the Commission to dismiss the peti- 
tion of the Chicago, Attica & Southern for reconsideration and 
modification of the Commission’s report and order therein. 

No. 15446, Albert Lea Packing Co. vs. Chicago, Rock Island 
& Pacific. Complainant. files supplemental petition for re 
hearing. 


DEPRECIATION CHARGES 


By orders in No. 15100, depreciation charges of steam 
railroad companies,. and No. 14700, depreciation charges of 
telephone companies, the Commission has indefinitely post: 
poned the various dates on or before which it is provided in 
the Commission’s orders of November 2, 1926, in these pro- 
ceedings, that certain things shall be done by respondents. 
The reason for the postponement is that the proceedings were 
reopened for further hearing and new dates will be specified 
in the orders that will be issued as the result of the further 
hearing. 


RAILWAY MAIL PAY 


In No. 9200, railway mail pay, the Commission has entered 
the following order: 


It appearing, That the figure 80.00 appearing in paragraph 4 
of the order entered in this proceeding July 10, 1928, is in error: 

It is ordered, That the order entered in this proceeding on July 
10, 1928, be, and the same is hereby, amended so that the following 
in paragraph 4, column 2, line 10, ‘3-foot closed-pouch space 80.00 
be, _ A same is, hereby corrected to read ‘3-foot closed pouch 
space 8.00.’ 
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HOCH-SMITH IRON AND STEEL 


A new and all-covering iron and steel rate structure, in 
accordance with the principles of the Hoch-Smith resolution, 
for official classification territory has been recommended by 

aminer Howard C. Faul and C. M. Bardwell in a report on 
No, 17000, rate structure investigation, part 6, iron and steel 
articles and the cases joined therewith. Theirs is the first 
report in the Hoch-Smith series of Commission-initiated in- 
quiries. The report is based upon the hearings held by them. 
They have been at work on it for the last nine months, hear- 
ings and briefs on the testimony having been submitted that 

ago. 
me and Bardwell recommend the making of rates in 
accordance with a scale for the whole of the territory. They 
recommend the abolition of the Michigan zone arbitraries which 
were established in connection with Central Freight Association 
territory class rates but a continuance of a higher level within 
New England. They think the iron and steel rates there should 
be ten per cent higher than in the rest of the territory. They 
mean that each rate in New England should be ten per cent 
higher than the rate for a like distance in the rest of the 
territory. 

The scale prescribed by the Commission in No. 15110, Jones 
& Laughlin Steel Corporation vs. Baltimore & Ohio, 96 I. C. C. 
682, and referred to in the report as the 15110 scale, is the 
standard for comparison. Another standard is the Disque or 
Central Freight Association class scale. That is a standard 
for comparison because iron and steel articles are rated fifth 
class in the territory covered by the report. 

This Faul and Bardwell scale uses the Jones & Laughlin 
initial rate as its point of departure but beyond the initial 
block for five miles up to and including 70 miles the scale is 
half a cent per 100 pounds less than the Jones & Laughlin scale. 
Between 70 miles and 500 miles it is in excess of the J. & L. 
scale, the excess ranging from a half to a whole cent. For 
distances greater than 500 miles the new scale is lower than 
the 15110 scale. At 600 miles the new scale calls for a rate 
of 38 cents while the J. & L. scale rate for that distance is 
40 cents. At 700 miles the new scale is 41 cents and the J. & L. 
figure 45 cents. At 1,000 miles the new scale is 50 cents and 
the J. & L. rate 60 cents. 

Interterritorially the scale is to be used in making rates. 
On account of the so-called wire-list rates from New England 
the use of the scale would cause some heavy increases. Strict 
application of the scale will also cause increases in Illinois 
because the carriers in that territory did not take the full 
benefit of the J. & L. scale. 

The examiners recommend that the Commission allow no 
origin grouping on traffic going less than 150 miles and no 
destination grouping on traffic going less than 450 miles. Applica- 
tion of the scale, therefore, it is figured, will break down the 
compromise adopted by the carriers on traffic from the Chicago 
district to the St. Louis district in the settlement of the tur- 
moil caused by the decision in the Jones & Laughlin complaint. 

However, it is proposed that some grouping be allowed, 
no group, however, to be more than 20 miles wide. Such 
grouping is now allowed under the Central Freight Association 
territory scale. A small basing point system is permitted in 
that territory. The scale itself permits limited groups so that 
the recommendation as to grouping is not absolute. 

No provision is made in the report for low so-called inter- 
plant rates to cover traffic going from one steel plant to 
another, thirty or forty miles distant. 

The report proposes the abolition of port differentials but 
that does not mean much because export rates are not covered 
in the report. The carriers took the export rates out of the 
case when they reduced the rates on iron and steel to the 
Atlantic ports to the basis of 60 per cent of the existing domestic 
rates and increased the minima. 

The examiners also- recommend the abolition of bridge 
arbitraries on iron and steel at Ohio and Mississippi River 
crossings. That recommendation is not regarded as meaning 
much because only at Louisville are there outstanding bridge 
arbitraries on iron and steel. There are some on a few articles 
in the iron and steel list at St. Louis. 

As to the New York harbor system, Examiners Faul and 
Bardwell recommend that whatever is done in the Eastern Class 
Rate Investigation as to class rates that also be done as to the 
commodity rates they recommend for application to iron and 
steel articles. The suggestions of both shippers and carriers 
as to the making of rates in, around and through the New York 
harbor district were put into the record in this case but the 
examiners did not feel called upon to undertake the settlement 
of the questions raised because they knew that the class rate 
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investigation could not be disposed of without decisions on the 
points involved. The scale they recommend, while not definitely 
related to class rates, is believed by them to be near enough 
to a class scale to warrant the use of the New York harbor 
class rate adjustment in the application of the scale they 
propose. 

Faul and Bardwell leave the iron and steel list as it exists. 
They deal with it only to the extent that they recommend that 
annealing pots be given rates no higher than those on ingot 
molds. 

Cast iron pipe, however, is taken out to a limited extent so 
as to enable northern founders to meet the competition of 
southern founders. Where there are now special rates on cast 
iron pipe to meet the southern competition, the examiners 
recommend that they be allowed to be continued so that the 
competitive situation will not be disturbed. 

Assuming that the rates from Chicago to St. Louis, from 
Pittsburgh to Chicago and from Pittsburgh to New York are 
significant rates, the effect of the proposed scale may be ap- 
praised, in part at least, by comparing the rates now in exist- 
ence with what are or would have been under the Jones & 
Laughlin scale and what they will be if the Faul and Bardwell 
scale is adopted by the Commission. 

The present rate from Chicago to St. Louis is 22 cents. 
If the Jones & Laughlin scale had been used, it would have 
been 24.5 cents. The proposed scale would make it 26 cents. 

The present rate from Pittsburgh to Chicago is 34 cents. 
The J. & L. scale rate is 34 cents and the proposed rate is 34 
cents. In other words, the proposed scale will not disturb that 
rate. The present rate to New York is also 34 cents. The 
proposed rate is*33 cents and the use of the J. & L. scale would 
have made it 32 cents. That scale, however, was not prescribed 
for application to the east. 

The present New York-Chicago fifth class rate of 56.5 cents 
will be reduced to 47 cents by the adoption of the Faul and 
Bardwell scale, if not modified by the New York harbor adjust- 
ment that is to be made in the eastern class rate investigation. 

When the proposed report was sent to the parties in interest 
they were notified that exceptions to it should be sent to the 
Commission not later than September 15 and replies thereto 
not later than October 1. 

Nominally the situation with which Examiners Faul and 
Bardwell dealt in their report had to be taken up in compliance 
with the Hoch-Smith resolution. The case, however, was actu- 
ally created by the Commission’s decision in the Jones & Laugh- 
lin case. After that decision a number of complaints were filed 
attacking the rates within Central Freight Association territory. 
The Jones & Laughlin decision pertained to them primarily. 
The complaints were collected and joined together to constitute 
the Hoch-Smith iron and stéel inquiry. How little a bearing 
on the inquiry the resolution had may be inferred from the 
following reference to the resolution, made by the examiners: 


Both the carriers and the shippers rely to some extent upon the 
provisions of the Hoch-Smith Resolution. No depression, such as is 
quite generally urged on behalf of agricultural and livestock interests, 
is apparent in the steel industry. On the contrary, the industry, 
generally speaking, is in a procerems condition and the commodities 
under consideration move freely. The shippers, however, urge that 
under the provisions of the resolution it is the duty of the Commis- 
sion to distribute the burden of all rates on sound economic prin- 
ciples and to give to the general public the benefit of competitive 
rates on freight from all producing districts; that it contemplates the 
development of industry and that no commodity shall bear an unfair 
portion of the transportation burden. The task assigned to the Com- 
mission by the resolution is to distribute the burden of the transpor- 
tation charges equitably ‘‘as between the various localities and parts 
of the country, the various classes of traffic, and the various classes 
and kinds of commodities,” having due regard to the natural and 
proper development of the country as a whole and to the maintenance 
of an adequate system of transportation. It is evident that in the 
accomplishment of this task the principle of what the traffic can or 
will bear is a factor which must be given due weight. 


Fifteen formal docket complaints, three investigation and 
suspension cases, one thirteenth section petition for the removal 
of discrimination caused by short-haul intrastate rates in Ohio 
were lumped together for hearing in connection with the Hoch- 
Smith resolution inquiry. One complaint, No. 15490, Alan Wood 
Iron and Steel Co. et al. vs. Pennsylvania et al., was heard and 
argued before the institution of the general investigation, but 
it was put into this case for disposition. 

While in name the investigation covered Official Classifi- 
cation territory, as a matter of fact it covered the whole of 
Illinois, west-bank Mississippi River points in Iowa and Mis- 
souri usually included in Illinois territory and a small part of 
southern Wisconsin known as prorating territory. 

The carriers objected to any change in the rate structure 
that would cause any loss of revenue, the examiners said. They 
presented a general scale and a scale for use in territory of 
small traffic density.. They estimated that the adjustment they 
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proposed would increase their revenues $450,000. Shippers gen- 
erally asked for lower rates. The formal complaints filed as 
a result of the Jones & Laughlin decision, broadly speaking, 
asked for lower rates on the longer distances as well as lower 
rates for the very short hauls in the eastern part of C. F. A. 
territory, where, for many years, there have been very low 
rates on the theory that the movement of iron and steel therein 
is raw material from one plant to another and not from pro- 
ducers to consumers. 

More than 90 per cent of the iron and steel produced in the 
United States, the examiners said the testimony showed, was 
produced in the territory covered by their report. 

No estimate as to the money effect of the recommended 
scale is contained in the report. Guesses by those who have 
been in the case run fo the effect that if the scale is strictly 
observed, it will cause a loss of between $1,000,000 and $2,000,000 
in revenue, on the basis of tonnage moved in 1925, the year 
the investigation was instituted. However, the revenue result 
estimates in the report do not go far enough to warrant an 
assertion that the loss will be either $1,000,000 or $2,000,000. 
Hither sum, however, is relatively small on account of the vast 
revenue resulting from the traffic. 

The examiners said that nothing in the record warranted 
any change in the minimum of 36,000 pounds. The average 
loading, however, is about twice that figure. But the evidence 
indicated, said they, the establishment of a higher minimum 
would seriously affect the business of the jobber and small 
fabricator without increasing the average loading sufficiently 
to make any appreciable economy in the use of railway equip- 
ment. 

Faul and Bardwell said that the record left no doubt as to 
the need and desirability of a thorough revision of the rate 
structure. Aside from any question of reasonableness of the 
present rates, they said, there was disclosed an utter lack of 
consistency and orderly arrangement, accompanied by many 
instances of unlawful prejudice and preference which should 


be removed. The failure of the present rates to meet the re-- 


quirements of the law in that respect, they said, was alleged 
or conceded generally by both shippers and carriers. The vari- 
ous proposals submitted, although differing widely as to the 
rate level, they said, were designed in each instance to remove 
inconsistencies and to produce a more harmonious rate structure. 
The evidence, they said, was persuasive that, with excep- 
tions discussed by them, the rates on manufactured iron and 
steel should be on a uniform level throughout the territory 
under consideration. They said it was obvious that, except 
where appreciable differences in traffic and transportation con- 
ditions appeared, a uniform rate level was required if undue 
preference and prejudice were to be avoided. Between New 
England and the Mississippi River there was little or no show- 
ing that such differences existed that would justify different 
rate levels, they said. Proposals of the carriers, they said, if 
adopted would result generally in a higher rate level, while 
the proposals of the shippers, for the most part, contemplated 
reductions in the revenues, some of them serious inroads upon 
the revenues of the carriers from iron and steel traffic. 
Herewith are given the appendix showing the master scale 
which is to be used throughout the territory, with a ten per cent 
addition in New England, all the findings and such parts of 
the discussion needed to make them clear. The recommenda- 
tions, such as, for instance, the abolition of port differen- 
tials, zone arbitraries in Michigan, New York harbor situa- 
tion, ang bridge arbitraries which the examiners set in between 
recommended findings are omitted for the reason that what has 
been said about them is believed to be sufficient. The findings 
and such parts of the text as are needed to make them clear are: 


The Commission should find: 

(1) That, except as otherwise provided by subsequent findings, 
maximum reasonable rates for the interstate transportation of iron 
and steel articles, in carloads, minimum weight 36,000 pounds, be- 
tween all points in official territory as herein defined will be those 
determined by the distance scale set forth in Appendix F. 

(2) That in computing distances for the application of the distance 
rates to be prescribed in this proceeding the shortest routes over 
which carload traffic can be moved without transfer of lading should 


be used. , 
Trunk Line Scale No. 2 

The trunk lines contend that their proposal to apply in certain 
sections of trunk-line territory a scale approximately 10 per cent 
higher than that which they propose for general application in that 
territory is justified because of transportation conditions which dif- 
ferentiate these sections from the rest of trunk-line territory. The 
distinguishing characteristics mentioned are lower density of popu- 
lation and traffic, fewer industries, and more difficult operating 
conditions. The record is devoid of statistical data or other evidence 
to support these assertions. Upon the record this proposed excep- 
tion to the application of the basic scale should not be allowed. 

(3) That maximum reasonable rates for the interstate transpor- 
tation of iron and steel articles in carloads, minimum weight 36,000 

ounds, between all points in New England will be those determined 
the distance scale set forth in Appendix G. 

The system of rates herein proposed is based directly on distance 
upon the theory that, within a territory where traffic and transporta- 
tion conditions are sufficiently alike to warrant a uniform rate level, 
distance is the simplest and fairest measure of transportation serv- 
ice. If this. system is adopted it will supplant a number of less 
extensive rate structures, some of them resulting from the interplay 
of competitive forces through a long period of years in which distance 
has played a minor part. There are features of these rate struc- 
tures which are clearly inconsistent with the system here proposed 
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and it is accordingly necessary to determine to what extent thege 
features should be dropped or modified, and what departures from a 
strict distance basis should be permitted. 

Many shippers contend that the rates determined upon should 
be prescribed as both minimum and maximum rates. On brief the 
central carriers also insist that ‘‘the scale should be a minimum as 
well as a maximum scale and should leave nothing to barter anq 
trade.’’” The Commission has exercised its power to prescribe minj. 
mum rates only on rare occasions and under special circumstances 
The prescription of an inflexible scale would result in a rigidity jp 
the rate structure which is both undesirable and unnecessary. Never. 
theless, it is clearly to the advantage of both carriers and ship. 
pers generally that a uniform system of rates once established shoulq 
not be constantly threatened by the granting of concessions from the 
scale in favor of certain localities or certain traffic. And it is obvious 
that if the system of rates resulting from this proceeding is to fulfiy 
one of its primary purposes, that of removing and preventing undue 
prejudice and preference, it should not be departed from except 
when such departure can be fully justified under section 3 of the act. 


Differentials 


A number of producers in the middle district outside of the Pitts. 
burgh group expressed themselves as in favor of a differential rejg- 
tionship to Pittsburgh rather than of rates made directly on distance, 
The_ differential adjustment which formerly existed at such points 
as Cleveland, Canton, Massillon and Youngstown has generally disap- 
peared. As already explained the differential relationship of Johns- 
town and Cumberland to Pittsburgh has been largely abolished on 
westbound traffic where it worked to the advantage of those points 
but has been retained on eastbound traffic where it gives them 
higher rates than they would have on a strict distance basis. While 
many of the producers concerned desire the restoration of the dif- 
ferential adjustment, Cleveland interests oppose it. It is also strongly 
opposed by certain producers in the Pittsburgh district. Among the 
carriers opinion is divided. Both central and trunk line carriers 
advocate the retention eastbound and the restoration westbound of 
the Johnstown and Cumberland differentials. On brief counsel for 
the central carriers refer to the Johnstown situation as follows: 

“The peculiar location of Johnstown, between, but not close to, 
consuming territories on either side of it, has made this differentia] 
necessary in order to place Johnstown upon a proper competitive 
relationship with Pittsburgh. The iron and steel industry at Johns- 
town has grown up under this differential, and to remove it would 
be an extreme hardship to the industry.”’ 

They also concede that if Wheeling is to be continued in the Pitts- 
burgh group there is justice in the request of the Youngstown in- 
terests for a differential relationship with Pittsburgh. On the other 
hand, the chief rate witness for the central carriers said: 

“The only purpose a differential can possibly have is to create 
an artificial rate situation calculated to give some community an 
advantage to which its geographical location does not entitle it.” 
One of the strongest arguments advanced for a differential adjust- 
ment is that industries have been built up under it which would 
suffer serious consequences through its removal. But this argument 
is of little force in connection with the producing points in the 
middle district west of Pittsburgh which have not had a differential 
basis for some time and which, whatever may have been the fact 
when the former differentials were established, do not now appear 
to be so disadvantageously located with reference to consuming 
markets as to require the aid of such an adjustment. There is per- 
haps more reason for a differential adjustment at Johnstown and 
Cumberland. They are so located that they can reach no impor- 
tant consuming market either to the east or the west without en- 
countering the competition of producers considerably less distant 
to these markets. The steel industry at these points has long de- 
pended upon the differential adjustment to overcome to some extent 
this handicap. Certainly there was no justification for removing the 
differential adjustment on westbound traffic while retaining it in 
the opposite direction. 

It is recommended that the use of differentials in general be dis- 
approved, but that in view of the peculiar conditions existing at 
Johnstown and Cumberland as above set forth, no objection be in- 
terposed to the retention of the present differentials on this traffic 
eastbound provided the same differentials are established on west- 
bound traffic. 

The proposals of the trunk lines include the retention of the pres- 
ent differential relationship between the ports of New York, Boston, 
Philadelphia and Baltimore. Their retention was also advocated 
by some shippers, principally on the ground that they have been in 
effect for many years and are an essential part of a long-established 
basis of competition which should not be disrupted. Other shippers 
do not ask for their retention, merely stipulating that if they are 
to be eliminated they should be abolished in their entirety. Export 
rates, in connection with which much stronger reasons in favor of 
port differentials might be presented, are not under consideration. 
The port differential adjustment is not in harmony with the theory 
upon which the rate structure here proposed is based and its use 
in connection therewith is disapproved. 

4. That maximum reasonable rates for the interstate transporta- 
tion of cast iron annealing pots, in carloads, between all points in 
official territory as herein defined will be those contemporaneously 
in effect between the same points on ingot molds. 


Reparation. 


Complainants in Nos. 19066, 19134, 19400 and 19531 ask repara- 
tion. The Commission has generally recognized that substantial 
justice would not be advanced by awarding reparation in cases 
where a general readjustment of rates is made covering a wide 
area and resulting in both increases and reductions. It is accord- 
ingly recommended, that reparation be denied. 

The issues raised by the formal cases consolidated herewith 
are disposed of by the general findings herein. Orders dismissing 
the formal cases should be entered. 

The schedules whose operation was suspended in Investiga- 
tion and Suspension Docket Nos. 2713, 2890 and 2896 would, if per- 
mitted to become effective, result in the establishment of rates 
different than those herein proposed. They should be found not 
justified, and ordered canceled, concurrently with the _ establish- 
ment of rates in accordance with the findings in this proceeding. 


Intrastate Rates 


The relationship between interstate and intrastate rates is clearly 
within the scope of Docket 17000, Rate Structure Investigation, of 
which this proceeding is a part. This would seem necessarily to 
follow from the nature of the investigation, and is specifically in- 
dicated in the commission’s order of March 12, 1925, instituting the 
investigaton. The only formal attack on intrastate rates made in 
the course of these proceedings is that in Docket No. 17878 regard- 
ing short-haul rates in Ohio. In view of the general readjustment 
of interstate rates here proposed the questions raised in that docket 
have become moot. Under the circumstances no specific finding or 
order with regard to intrastate rates is either necessary or proper. 
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however, that a general revision of the rate structure 
lines here contemplated can successfully accomplish 
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Fourth Section Relief 


APPENDIX F 
Basic Scale of Reasonable Maximum Rates Recommended 


r 
50 


GUEST ..00.0600-08 6 

over Biceswe 6.5 260 
OVOP Waesscee 7 280 
over 15...... 7.5 300 
over 20...... 8 320 
Over 35..000- 8.5 340 
over 30...... 9 360 
over 35...... 9.5 380 
over 40...... 10 400 
over 45....0- 10.5 425 
CO Bisccws 11 450 
a. eee 11.5 475 
over 60...... 12 500 
over 65...... 12.5 535 
| ee 13 565 
OVOP TB. cesses 13.5 600 
over 635 
over 5 665 
over 700 
over 5.5 735 
over 765 
over 5) 800 
over 835 
over 5 865 
over 900 
over 5 935 
over 965 
over 6 1000 
over 1035 
over 5 1065 
over 1100 
over 5 1135 
over 1165 
over 22 5 1200 
over 





To this end the most complete cooperation be- 
state and federal commissions is essential. 


he rates herein proposed are for application over direct routes. 
s should be given opportunity to file applications for such 
the requirements of the Fourth Section of the act as they 
necessary in connection with circuitous routes, 


100 pounds.) 
miles and over 240...23.5 
miles and over 250...24 
miles and over 260...25 
miles and over 280...26 
miles and over 300...27 
miles and over 320...28 
miles and over 340...29 
miles and over 360...30 
miles and over 380...31 
miles and over 400...32 
miles and over 425...33 
miles and over 450...34 
miles and over 475...35 
miles and over 6500...36 
miles and over 535...37 
miles and over 565...38 
miles and over 600...39 
miles and over 635...40 
miles and over 665...41 
miles and over 1700...42 
miles and over 735...43 
miles and over 765...44 
miles and over 800...45 
miles and over 835...46 
miles and over 865...47 
miles and over 900...48 
miles and over 935...49 
miles and over 965...50 
miles and over 1000...51 
miles and over 1035...52 
miles and over 1065...53 
miles and over 1100...54 
miles and over 1135...55 
miles and over 1165...56 


report embraces also No. 15490, Alan 
et al. vs. Pennsylvania et al.; 
steel articles, in carloads, within the state of Ohio; 
No. 18547, The Cleveland Chamber of Commerce vs. Santa Fe 
et al.; No. 18548, Jones & Laughlin Steel Corporation vs. Alton 
& Eastern et al.; No. 18627, Cumberland Steel Co. vs. Baltimore 
& Ohio et al.; No. 18667, The American Rolling Mill Co. vs. 
Pennsylvania et al.; No. 18688, Inland Steel Co. et al. vs. Akron, 
Canton & Youngstown ef al.; No. 18951, The Detroit Board of 
Commerce vs. Alton & Eastern et al.; No. 19023, Kalamazoo 
Chamber of Commerce vs. Alton & Eastern et al.; No. 19036, 
Lansing Chamber of Commerce vs. Alton & Eastern et al.; 
No. 19066, The Motor Wheel Corporation vs. Alton & Eastern 
et al.; No. 19085, Elmira Steel Co., Inc., vs. Lehigh Valley et al.; 
No. 19134, The National Supply Co. et al. vs. New York Central 
et al.; No. 19400, The Keystone Steel & Wire Co. vs. The 
Chicago & Alton et al.; No. 19428, The Kawneer Co. vs. Bal- 
timore & Ohio et al.; No. 19498, Barry Manufacturing Co. vs. 
Alton & Eastern et al.; No. 19531, Keystone Steel & Wire Co. 
vs, Baltimore & Ohio et al.; I. & S. No. 2713, iron and steel 
articles from Brazil and Terre Haute, Ind., to Chicago; I. & S. 
No. 2890, iron and steel articles, carloads, between points in 
New England territory; and I. & S. No. 2896, iron and steel 
articles from Cleveland, Ohio, to Dunkirk, N. Y. 


COLORADO ABANDONMENT 


Examiner M. S. Jameson, in a proposed report in Finance 
No. 6644, has recommended a finding that the present and 
future public convenience and necessity permit the abandon- 
ment by the Denver & Rio Grande Western Railroad Co. of its 


Colo., 


Wood Iron and 


No. 17878, rates on 


extending from 


Two 


lumber companies, sheep raisers and persons interested in pro- 
posed mining of “bog iron” intervened in opposition, although 
ho objection was raised to the abandonment of 2.6 miles of 


the line between Kebler Pass and Floresta. 


narrow gauge line. 


Kansas City 


The branch is a 


The examiner said that, on the record, it 
was apparent that there was no public demand for rail service 
in the territory traversed by the branch. He said the seasonal 
traffic of a few sheep raisers and sawmill operators constituted 
the only need for a railroad and that the evidence indicated that 
that was more a matter of convenience than of necessity. 


WESTERN CLASS RATES 

“The Commission having stated that carload commodity 
rates are not involved, and as our competition is with the 
cracker manufacturers located at Chicago, St. Louis, Kansas 
City, and St. Paul, now making carload shipments of crackers 
and cookies into Western Trunk Line to such points as Omaha, 


» Minneapolis and Lincoln on commodity rates that 


are below the present fourth class rates, the discrimination that 


now exists against the cracker manufacturer at Omaha and 
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Clinton shipping in Western Trunk Line territory on carload 
rates based on the less-carload fourth class rates will be greatly 
increased should the carriers be permitted to carry out their 
proposal to assess the proposed less-carload fourth class rates 
on carload movement of crackers and cookies from Clinton, 
Ia., and Omaha, Neb., to points involved,” says the Iten Biscuit 
Company in a brief in No. 17000, part 2, western trunk line 
class rates. 

The Commission is urged not to permit “such increased 
rates and discrimination” to be put into effect against carload 
shipments of crackers and cookies and to remove the present 
discrimination. The company also protests the cancellation 
of less-carload rates on crackers and cookies as carried in 
Boyd’s I. C. C. A-1644, item 225, as amended, and Boyd’s I. C. C. 
A-1891, item 445. 


CONSOLIDATED SOUTHWESTERN CASES 


The Commission, in No. 13535, Consolidated Southwestern 
Cases, has amended the sixth paragraph of the order of March 
6, to read as follows: 


It is further ordered, That Nos. 13535, 14880, 14416, 15463, and 
Investigation and Suspension Dockets Nos, 2097 and 2271 be, and they 
are hereby, reopened for further hearing, at such times and places 
as the Commission shall hereafter designate, upon the questions, 
whether and in what amounts arbitraries or allowances, to cover the 
transportation service across the Mississippi River at Memphis, Tenn., 
and river gateways south thereof, should be added to or included in 
the line-haul rates prescribed in said proceedings, and whether and 
in what amounts similar arbitraries or allowances should likewise 
be added to or included in the corresponding line-haul rates to cover 
the transportation service across Galveston Bay between Galveston 
and Port Bolivar, Tex., and upon the question of the reasonableness 
of the through all-rail rates prescribed in Appendix 17, and those to 
and from Memphis, Tenn., Vicksburg, Miss., and New Orleans, La., 
prescribed in Appendix 19, to the aforesaid report of April 5, 1927, 
which severally include such arbitraries or allowances as are pro- 
vided in finding No. 19 of said report. 


It has denied the petition of the Topeka, Kan., Chamber of 
Commerce, dated June 19, and that of the Little Rock, Ark., 
Chamber of Commerce, dated June 23. In the same paper de- 
nying the petitions of those organizations it has corrected the 
first paragraph of the order of June 21 by further amending 
it and saying that the amended order shall supersede the cor- 
responding order of July 10. The amendment is as follows: 


It is further ordered, That the proceedings in Nos. 13535 and 14880 
be, and they are hereby, reopened for further hearing, at such 
times and places as the Commission shall hereafter designate, upon the 
question of lawful rates for application between Chicago, Zion, North 
Chicago and Waukegan, IIl., and all points in Wisconsin and in the 
upper peninsula of Michigan, on the one hand, and points in Kansas, 
Missouri south of the Missouri River, Oklahoma, Arkansas, Texas 
and Louisiana west of the Mississippi River, on the other hand. 


The Cast Iron Pipe Consumers’ Committee has been allowed 
to intervene to participate in the further proceedings as to rates 
on iron and steel articles; the Johns-Manville Corporation to 
participate in further proceedings as to the rates for application 
between Atchison, Leavenworth and Kansas City, Kan., and St. 
Joseph and Kansas City, Mo., on the one hand, and points in 
Kansas, Missouri south of the Missouri River, Oklahoma, Ar- 
kansas, Texas and Louisiana west of the Mississippi, on the 
other; and the Western Purchasing Co., El Potosi Mining Co., 
Cia Industrial El Potosi Mining Co., Calera Mining Co., Dolores 
Mines Co., International Ore & Smelting Co., Mexican Cor- 
poration, Pittsburg Vetagrand Mining Co., Durango Lumber 
Co., Cia de Inversiones del Oro, Cia International Minera, Cia 
y Beneficiadora de Inde, to participate in the further proceedings 
in respect of rail-ocean, ocean-rail, and rail-ocean-rail rates. 


SUSPENDED TARIFFS 


In I. and S. No. 3140, the Commission has suspended from 
August 10 until March 10 schedules as published in the follow- 
ing tariffs: The Chesapeake & Ohio, supplement No. 5 to 
I. C. C. No. 10256; supplements Nos. 4 and 5 to I. C. C. No. 
10465. Norfolk & Western, supplement No. 1 to I. C. C. No. 
3095-B. Virginian, supplement No. 16 to I. C. C. No.-1700; I. C. C. 
No. 1793. The suspended schedules propose to increase and 
reduce the rates on bituminous coal, carloads, from mines on 
the Chesapeake & Ohio, Norfolk & Western and Virginian to 
Washington, D. C., and adjacent points. The following is illus- 
trative: 


From New River district to Washington, D. C., and Rosslyn, Va., 
present 284, proposed 313; from Pocahontas district to Washington, 
present 285, proposed 313; Rosslyn, Va., present 315, proposed 313. 
Rates in cents per ton of 2,240 pounds. 


In I. and S. No. 3141, the Commission has suspended from 
August 6 until March 6 schedules as published in supplements 
Nos. 29 and 30 to Central Railroad of New Jersey tariff I. C. C. 
G-No. 809, supplement No. 25 to Reading Company’s tariff 
I. C. C. J-No. 8221, and various other tariffs of these lines. The 
suspended schedules propose to restrict routing applicable in 
connection with joint rates on various commodities, both car- 
loads and less-than-carloads, from points on the Central Rail- 
road Company of New Jersey, the Reading Company and their 
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short-line connections to points on or via the New York, New 


Haven & Hartford. 


In I. and S. N. 3142, the Commission has suspended from 
August 6 until March 6 schedules as published in supplement 
No. 7 to Missouri Pacific R. R. tariff I. C. C. No. A-7188. The 
suspended schedules propose to cancel the present reciprocal 
switching charge applying between connection of Missouri Pa- 
cific R. R. and C. R. I. & P. Ry. at Louisville, Neb., and indus- 
tries on the tracks of the Mo. Pac. R. R. at Louisville, including 
the National Stone Co. The following is illustrative of the 


increases that would result: 


Cement, carloads, from Louisville, Neb., to Ames, Ia., present 


12.5, proposed 13.5; Colwell, Ia., present 14.5, proposed 15.5. 


In I. and S. No. 3143, the Commission has suspended from 
August 8 until March 8, schedules as published in Supplement 
No. 20 to J. E. Johanson’s tariff I. C. C. No. 1983. The suspended 
schedules propose to increase the rates on petroleum and petro- 
leum products, carloads, from Colorado, Texas, to Louisville, 
Ky., and intermediate points in Kentucky located on the L. H. & 
St. L. Ry. The following is illustrative, rates in cents per 100 


pounds: 


From Colorado, Texas. 


Petro- Crude, Fuel 
To Louisville, Ky.: leum Oil and Gas Oil 
EE ccCit DIN ieee brewawhaeeeseesaeades 45 37 
IE 0064 0i 05 SOUS S65CAwESEROE ORES REN EREES 47% 39% 


In I. and S. No. 3144, the Commission has suspended from 
August 9, until March 9 schedules as published in Boyd’s I. C. C. 
No. A-1908 and supplement No. 10 to Johanson’s I. C. C. No. 
1913. The suspended schedules propose to cancel certain routes 
embracing the St. Louis-San Francisco from Ringling and Heald- 
ton branch line points of the Santa Fe in Oklahoma to Baton 
Rouge and New Orleans, La., and Port Arthur, Tex., and in- 
crease the rates on petroleum and its products from 22 to 24% 


cents per 100 pounds. 


In I. and S. No. 3145, the Commission has suspended from 
August 9 until March 9 schedules as published in supplement 
Nos. 3, 4 and 5 to the Baltimore & Ohio I. C. C. No. 21295. 
The suspended schedules propose to increase the rate on fresh 
meat, carloads, from Baltimore, Md., to Roanoke, Va., from 6% 
to 69 cents per 100 pounds and to cancel the rate of 42 cents 
on packing house products, carloads, and apply in lieu thereof 


the fifth class rate of 44 cents per 100 pounds. 


ADDITIONAL GRAIN ROUTES 


(Continued from page 316) 

Defendants made the point that the proposed routes would 
short-haul them. The Commission said the case resembled 
Flory Milling Co. vs. C. N. E. Ry. Co., 93 I. C. C. 129, in which 
the Commission said the public interest was not conserved by 
shutting out, by denial of joint rates, a miller from markets 
which he could reach by routes not necessitating the perform- 
ance of a greater total service for him than the service over 
present routes over which joint rates applied unless some sub- 
stantial right of the carriers would be invaded. The evidence 
here, says the report, justifies a similar conclusion. The short- 
hauling arguments were met, by the conclusion in the Flory 
case anid the conclusion in the so-called Subiaco case, 107 I. C. C. 
617, to the effect that a carrier could only be short-hauled when, 
as the originating line, it was compelled to give up traffic before 
carrying it as far as possible toward the ultimate destination 


on a route not unduly long. In disposing of the case, the 
Commission said: 


The complaint in this case was drawn in such abbreviated form 
that it failed to apprize defendants with any particularity of what was 
sought in the way of additional routes and rates. In part for this 
reason, no doubt, the record lacks clarity and is deficient in much 
specific information which would have been helpful in arriving at 
conclusions. Upon this record, however, we are of the opinion and 
find that Routes 3 and 7 would violate the short-hauling limitation 
of section 15 (4) of the interstate commerce act and cannot lawfully 
be required. The evidence as to Route 8 is not sufficient to justify 
a conclusion that it is desirable in the public interest, and we so 
find. While it seems probable that Routes 4, 5, and 6 are desirable 
in the public interest, and while defendants the Erie, the Lackawanna 
and the Lehigh Valley were at fault in their failure to insure adequate 
representation of their interests at the hearing, nevertheless the 
record does not contain the information essential to sound conclusions 
with respect to these routes, and the complaint will be set for fur- 
ther hearing with respect to them. This further hearing will also 
include Routes 1 and 2 in so far as they are proposed to destinations 
not now reached by the out-of-line routes of the Pennsylvania and 
Baltimore & Ohio, respectively. 

We find that Routes 1 and 2, except with respect to local traffic 
from origin points served by the Pennsylvania and the Baltimore & 
Ohio, are necessary and desirable in the public interest and should 
be established, in the case of Route 1, to destinations now reached 
by the Pennsylvania’s out-of-line route and, in the case of Route 2, 
to destinations now reached by the Baltimore & Ohio’s out-of-line 
route, subject to the transit arrangements and charge therefor at 
Hagerstown now in effect in connection with the Pittsburgh Dispatch 
route to other destinations, and subject to the lowest through rates 
that are aVailable over any other through routes between the origins 
and destinations in question. 

No order will be entered at this time, but defendants will be 
expected to comply with our findings within 90 days from the service 


of this report, failing which the matter may be again brought to 
our attention. 
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NO LAKE CARGO SUSPENSION 


The Trafic World Washington Buurees 

The Commission, by division 2, has voted not to 
the tariffs of the lake cargo coal carrying 
become effective August 15. According to its announceme 
the Commission so voted “in view of the situation createg . 
the injunction entered by the District Court of the Unites 
States for the Southern District of Virginia.” The announs 
ment added that the Commission would continue to conten 
that injunction in the Supreme Court of the United States . 

Since the issuance of the injunction, the Commission },, 
not used its power to suspend any lake cargo coal tariffs filed 
by the carriers in their near-rate war, thereby avoiding regpop. 
sibility for any change in the situation with which the district 
court dealt. 

The tariffs which the Commission refused to suspend 
bring into effect the 35 cent compromise differential on January 
1 next, the present status being preserved by means of refun(g 
which will cease December 31. - 

The compromise spread in rates on lake cargo coal agreed 
upon by the northern and southern carriers, carried in tariffs 
effective August 15, did not commend itself to shippers and 
receivers of coal. Protests asking for the suspension of the 
tariffs began arriving just before the beginning of the ten-day 
period, which, under the rules of the Commission, constitute g 
period allowed for consideration of representations for ang 
against suspension. 

The Eastern Ohio Coal Operators’ Association and individya| 
operators, asking for suspension, said the continued attempts 
to disrupt the proper rate relationship on lake cargo coal which 
the Commission had prescribed had made it impossible for 
buyers of coal to know upon what rates they might safely con. 
tract; that they had produced a chaotic market situation and 
had resulted in a disruption of orderly transportation and move. 
ment. The Ohioans said they had been reliably informed and 
believed that all this had been deliberate, with the purpose of 
inducing prospective buyers of lake cargo coal not to make 
purchases in the northern districts. 

Another point made by the Ohioans was that the rates of 
$1.71 and $1.86 from southern mines were held in effect by the 
injunction issued in the Anchor case. Inasmuch as the tariffs 
against which they filed their protest would be canceled by the 
new schedules, they asserted the new schedules were unlawful 
and in violation of the court’s decree. 


Asking for suspension of the increase of ten cents from the 
Pocahontas field, the Donner Steel Co., of Buffalo, asserted 
that the effect of the tariffs in question would be to give the 
western plants of the United States Steel Corporation a ten- 
cent lower rate than to it, and in spite of the fact that the 
protestant was a smaller and independent producer. It said 
that the discrimination against it would be brought about by 
the limitation of the lake cargo coal rates to points north of 
Port Huron, Mich., and Sarnia, Ont. It called the discrimina- 
tion wholly unwarranted. The steel company alleged that more 
than 70 per cent of its 1,000,000-ton annual coal supply came 
to it via barge from Lake Erie ports. The limitation prevents 
the application of the lake cargo coal rate to fuel going to the 
Donner plant. The protest of the Donner company is also in 
behalf of the Donner-Hanna Coke Corporation and the Buffalo 
Union Furnace Co. 


The Wisconsin Paper and Pulp Manufacturers’ Traffic Asso- 
ciation alleged that the change in rates would result in the 
addition of $60,000 to the annual coal bill of the mills repre- 
sented by it, their consumption being 600,000 tons a year. 

The By-Products Coke Corporation asked for the suspension 
of increases from mines in West Virginia, eastern Kentucky, 
northern Tennessee and Virginia to Sandusky, Toledo and To- 
ledo Dock, O., on the ground, among others, that they would 
cause an increase of $100,000 in its annual coal bill. In support 
of its request for suspension the corporation repeated the repre- 
sentations made by the southern lines, in I. and S. No. 2967, to 
justify their cut of 20 cents, as indicating that they were not 
in need of the increases they proposed now. It said there had 
been no change.in transportation conditions since the hearing 
in that case in which the southern lines represented that they 
could carry the coal very economically. 

The Morton Salt Company asked for the suspension of the 
tariffs because the limitation of the rates to points north of Port 
Huron and Sarnia deprived its evaporated salt plant at Port 
Huron of the benefit of lake cargo coal rates which it had had 
before the limitation was devised. 

Relying upon the evidence placed before the Commission 
in I. and S. No. 2967, as showing the unjustness and unreason- 
ableness of the rates proposed by the southern lines, the Pitts- 
burgh Operators’ Lake Rate Committee has asked for the sus- 
pension of the rates from the southern fields as unduly pref- 
erential of those fields. It contends, among other things, that 
the proposed rates would be unlawful and in violation of the 
final decree in the Anchor Coal Co. case. 

Similar requests for suspension were filed among the early 
comers by the Buffalo Chamber of Commerce, the Diamond 
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stal Salt Co., Pittsburgh Chamber of Commerce and the 
Huron Chamber of Commerce. 
- The Sunday Creek Coal Co., on behalf of operators in the 
Hocking, Shawnee and Crooksville districts, asserted that the 
gent relationsip was just, lawful and reasonable and should 
“sy reserved. It said the rates should be suspended for the 
ee set forth in the various reports of the Commission on 
the subject. 

The railroads, in their answers, said the principal reason 
for the increased rates was to prevent a breaking down of the 
rate adjustments to the port cities proper, to intermediate and 
related points and the consequent loss of revenue to carriers 
through the transshipment of coal via lake as cargo to these 
points. Buffalo, for instance, as indicated in the Donner pro- 
test, could obtain lake cargo coal, by vessel, via some other 

ort, at a cost less than all-rail shipments. 

Among the requests for suspension received on the last day 
on which such requests would be in order were those from the 
Winding Gulf Operators’ Association, New River Coal Operators’ 
Association, Kanawha Coal Operators’ Association, Logan Coal 
Operators’ Association, Northeastern Kentucky Coal Association, 
Pocahontas Operators’ Association, Tug River Coal Operators’ 
Association, Operators’ Association of Williamson Field, Virginia 
Coal Operators’ Association, Harlan County Coal Association, 
Hazard Coal Exchange, Southern Appalachian Coal Operators’ 
Association, City of Port Huron, Mich., and Chamber of Com- 
merce of Port Huron. 

The southern coal operators asserted that the differentials 
proposed by the tariffs, 35 cents from the basic districts, and 
running as high as 538 cents from the outlying districts, would 
make it impossible for them to compete with the northern fields, 
especially in view of the wage adjustment and reduction in cost 
of production recently brought about in the northern fields. 
They declared that the proposed rates would be higher than the 
coal traffic could bear and were above the value of the service 
to be rendered for the shippers. 

Port Huron characterized the proposals as highly discrimi- 
natory and unduly prejudicial against the industries represented 
by them. 


HOCH-SMITH HAY 

The Commission, under the Hoch-Smith resolution, has 
decided to deal comprehensively with the whole system of 
hay rates in the western district, according to a notice issued 
by it in hay rates within the western district, No. 17000, rate 
structure investigation, part 10, hay, and cases grouped there- 
with. The latter are No. 16502, Board of Railroad Commissioners 
of the state of South Dakota vs. Chicago & Northwestern et al.; 
No. 19222, Wiehita Chamber of Commerce et al. vs. Abilene & 
Southern et al., and Fourth Section Application 13040, hay 
from South Dakota. 

The proceedings are assigned for hearing or further hear- 
ing before Examiners Worthington and Walsh, on September 
24, at the St. Paul Hotel, St. Paul Minn., and on October 1, 
at the New Bismarck Hotel, Chicago, Ill. Dates and places of 
further hearings will be announced later. A proposed report 
will be issued. The Commissioner’s notice, except as to the 
announcement of the hearings, follows: 


As announced in its notice of June 29, 1927, the Commission con- 
cluded to assign for hearing with the above-listed proceedings No. 
17000, Rate Structure Investigation, in so far as it related to the 
interstate and intrastate rates under section 13 of the interstate com- 
merce act, on hay between points in the western group as defined in 
Increased Rates, 1920, 58 I. C. C. 220, 225. This portion of No. 17000 
was designated Part 10, Hay. 

Upon subsequent petitions requesting extension of this investiga- 
tion to include certain territory in the Mountain-Pacific group as 
defined in Increased rates, 1920, supra, the Commission has concluded 
~ — the scope of investigation to include the entire western 

istrict. 

The filing of separate complaints or of petitions of intervention 
herein is not necessary. All interested parties who desire to do so 
may appear at the hearings and at the proper time will be heard. 

It is the intention of the Commission to deal comprehensively 
with the whole system of hay rates in the western district, with a 
view to bringing about a more harmonious adjustment. It therefore 
desires information along certain lines indicated in Appendix A 
hereto. So far as evidence there indicated as desirable is already 
contained in the records before the Commission in No. 16502, and in 
No. 17000 and Ex Parte 87, it is desired that the evidence be not dupli- 
cated. It will be sufficient that such evidence be reviewed upon the 
briefs. As the record in No. 17000 and Ex Parte 87 contains much 
evidence of little or no relevancy to the present inquiry, parties 
desiring to use portions of that evidence should, at the hearings to 
be held herein, indicate those portions by page of testimony and 
exhibit number. In order to avoid duplication of the additional evi- 
dence desired it is requested that efforts be made by all parties to 
confer as to the evidence to be submitted and the manner of submit- 
ting it, and that they condense their evidence as much as practicable. 
Oral explanations of an exhibit which duplicate what is shown on 
the face of the exhibit should be avoided; discussion of past de- 
cisions of the Commission should ordinarily be reserved for brief 
and argument, and evidence which is purely cumulative should be 
avoided. Copies of all exhibits should be available for all parties 
entering appearances, and this will necessitate a generous supply. 

Unless otherwise directed at the hearings, the parties offering 
evidence will be heard in the following order: 1. Carriers. 2. State 
commissions. 3. Parties who have filed complaints. 4. Producers, 
other shippers of hay, buyers, and commission men. 5. Hay asso- 
ciations, hay market representatives, chambers of commerce, com- 
mercial organizations and traffic associations. 6. Carriers in reply to 
other parties. 
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The proceeding will be limited to hay. It is not the intention to 
go into the matter of transit arrangements accorded or to be accorded 
by individual lines at charges in addition to the line-haul rates. 


APPENDIX A. 


The Commission desires that the record, when completed, shall 
contain evidence upon the following subjects. This is not intended to 
preclude the introduction of — 4 testimony bearing upon relevant 
subjects not heretofore sufficiently covered or referred te below. 


Subjects. 


(a) Could a uniform rate level on hay reasonably obtain in the 
entire western district, and what should it be? 

(b) If a uniform rate level on hay could not reasonably obtain in 
the entire western district, could uniform rate levels reasonably ob- 
tain in different parts of this district, and if so what should the 
boundaries of the different parts be and what should the rate levels 
in the different parts be? 

(c) How should the rates for movements between territories of 
different rate levels be constructed? 

(d) Are there any ‘‘weak lines” in the western district which are 
entitled to different treatment? 

(e) In constructing distance scales for application in the western 
district or parts thereof, should the rate of progression between the 
mileage blocks be uniform (except perhaps for the yore short dis- 
tances), or should it decrease as distance increases? urnish any 
evidence which might be helpful in determining what should be the 
relation of short-haul and long-haul rates. 

(f) Why should there not be a uniform rule throughout the west- 
ern district as to the application of scale rates to single-line and 
joint-line traffic? What should that rule be? 

(g) Why should not uniform minimum weights obtain throughout 
the western district? What should the minimum wieghts be? 

(h) To what extent is there a present depression in the hay in- 
dustry as a whole or particular branches thereof? 

(i) What, if any, relationship should the rates on hay bear to the 
rates on grain or grain products? 


NEWSPRINT INQUIRY 


Representations by two groups of shippers, one of which 
had the backing of southern carriers, caused the Commission 
to institute No. 21095, the general inquiry into the rates on 
newsprint paper, both domestic and imported, in Official and 
Southern classification territories. The two announcements, 
made August 3 (see Traffic World, August 4), show that the 
Commission was leisurely in informing the interested parties 
that it had acted upon their suggestions for such an inquiry. 
One announcement shows the creation of the inquiry on June 
12 and the joining with the Commission created case of a num- 
ber of formal docket cases. The other, dated July 12, shows 
the calling of a conference, on September 12, in Chairman Camp- 
bell’s office for the formulation of a program. The order 
creating the inquiry follows: 


The Commission having under consideration a petition filed by 
several protestants in Newsprint Paper from Points in Ontario and 
Quebec, Canada, to Nashville, Tenn., 139, I. C. C. 82, and concurred 
in by certain southern carriers, for a general investigation of the 
rates on newsprint paper to destinations in southern territory from 
various territories of origin, and several complaints having been 
filed assailing the measure and relationship of rates on newsprint 
paper from various origins to destinations in both southern and 
official classification territories: 

It is ordered, That the Commission upon its own motion enter 
upon an investigation into the reasonableness and propriety of the 
rates, rules, and regulations for the transportation of newsprint 
paper, in carloads, over all-rail and rail-and-water routes from pro- 
ducing and shipping points in official classification territory, Wiscon- 
sin, Minnesota, Michigan and Canada (in so far as the transpor- 
tation takes place within the United _— to destinations in official 
and southern classification territories, including west bank Missis- 
sippi River crossings, and into rates, rules, and regulations for the 
transportation of imported newsprint paper from seaports to such 
destinations, with a view to making such findings and orders in the 
premises and prescribing such just, reasonable, and otherwise lawful 
rates as the facts and circumstances may warrant. 

It is further ordered, That all railroads and common carriers by 
water subject to our jurisdiction, participating in the transportation 
above referred to, be, and they are hereby made respondents to this 
proceeding, and that this order be served upon each of said re- 


spondents. 
It is further ordered, That Nos. 20099, 20099-Sub. No. 1, 20631, 
20633, 20690, 20712, 20800, 20974, 21157, 20254, 20254-Sub. No. 1, 20545, 


20545-Sub. No. 1, $0545-Sub. No. 2, 20545-Sub. No. 3, 20545-Sub. No. 4, 
20545-Sub. No. 5, 20575, and 20727, be, and they are hereby, con- 
solidated with this investigation for hearing. 

And it is further ordered, That this proceeding be assigned for 
hearing at such times and places as the Commission may hereafter 


direct. 


The notice containing a fuller definition of the causes of 
the case says: 


Under date of July 18, 1927, various protestants in Newsprint 
Paper to Nashville, 139 I. C. C. 82, not then decided, petitioned the 
commission to institute a general investigation into rates on news- 
print paper from various producing and shipping points to destina- 
tions in southern classification territory, setting forth that owing to 
the limitations of the territories both of origin and destination in 
that proceeding, as in a number of previous cases, the Commission 
could not consider the adjustment in a sufficiently comprehensive 
way to bring about the establishment of reasonable and properly 
related rates to the South. This petition was concurred in by a 
number of southern carriers. Subsequently several complaints have 
been filed in which rates on newsprint paper from various producing 
and shipping points in the United States and Canada to destinations 
in official and southern classification territories are assailed. 

Upon consideration of the unsatisfactory rate situation described 
in the case above cited, of the number and scope of the complaints 
to be heard, of the intensity of market and carrier competition in 
connection with the sale and transportation of newsprint paper, and 
of certain legal questions in connection with the publication of rates 
on newsprint paper originating in Canada, it appears desirable to 
consider the adjustment of newsprint paper rates to official and 
southern territories as a whole. Accordingly the Commission, under 
date of June 12, 1928, upon its own motion instituted an investigation 
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into the reasonableness and propriety of the satea, rules, and regula; interest because of the desirability of not impairing Values 
tions for the transportation of that commodity from producing an E 
shipping points in official territory, Wisconsin, Minnesota, Michigan, upsetting policies and destroying trade routes which have long 
an 


Canada (in so far as the transportation takes place within the existed as the outgrowth of the relationship and also because 
United States) to destinations in official and southern territories, of the impracticability of predicating any scheme of voluntar 
including west-bank Mississippi River crossings, and into rates, rules, railroad combination upon the disruption of this rela 


, tionship” 
and regulations for the transportation of imported newsprint paper D. 
from seaports to such destinations, with a view to making such The Milwaukee, according to the applicants, invites the 
findings and orders in the premises and prescribing such just, rea- Commission to shut its eyes to these vital aspects of the Cage 


sonable, and otherwise lawful rates as the facts and circumstances and shuts its own eyes to them throughout its argum 

may warrant. It further ordered that pending complaints, listed pat ent, and 

above, be consolidated with the general investigation for hearing. thus starts out with a fallacy that permeates practically every 
In order to perfect plans for the preparation and presentation of argument it makes as to how section 5 of the act coulg be 

—_ ey a view . we oy — —- pa 9 penne and should be administered. 

tion of a program for handling this investigation which will promote , 

expedition and meet the wishes of interested parties in so far as The applicants emphasize that the existing relationships 

that consistently can be done, a preliminary conference will be held of their lines constitute a factor of very great practicg 


1 im- 

+ ine eee of a. Commniasion in Washington Se a portance from the public standpoint, and that it is in the nan 
es a. m., by Chairman Campbell with representatives of s ; 

commission, shippers, and carriers. At that conference the carriers interest to promote the further development of the existing 


should be prepared to outline any modifications of existing adjust- community of interest rather than either to break it down or to 


— a os aoe oe here sees Se Ra — _ sae continue indefinitely the existiing incomplete community of 
on the questions of law raised in No. 54, Sub.-No. 1, in connection 

with the publication of rates from the international gateways applic- pose ype 0 = pe ag the epee A that the More 
able on newsprint paper originating in Canada. complete unification that applicants propose would entail, “simp} 


It is suggested that confusion may be avoided and time conserved because a partner for the Milwaukee ideally satisfactory to 
if the carriers respondent and interested shippers will submit an 


it is not available.” 
agreed statement of distances from the various origins to repre- 
sentative points throughout the territories of destination. This sug- Extended argument is made in the brief in support of 


gestion is — a that gach a statement, if practicable, contentions that the Commission may properly and legally act 
may be submitted at the initia earing. . 
The time and place for the initial hearing will be announced, if under paragraph 2 of section 5 of the act, and that What is 


practicable, at the preliminary conference. proposed is in the public interest and will result in a transpor. 
A proposed report will be issued. tation system that will be in the public interest. 


As to intervening short lines, the applicants submit 

The cases joined with the general inquiry number are: the offers they have made constitute liberal provision for tee 
No. 20099, International Paper Co. et al. vs. Akron, Canton & maintenance of such relations for the protection of the short 
Youngstown et al.; No. 20099 (Sub. No. 1), International Paper ines as the public interest requires in the present case. The 
Co. et al. vs. Akron, Canton & Youngstown et al.; No. 20631, brief also deals with the brief of the interveners, Clara Hill 
Minnesota & Ontario Paper Co. et al. vs. Southern et al.; No. fjndley and Erasmus C. Lindley. 
20633, Abitibi Power & Paper Co., Ltd., et al. vs. Alabama Great iki ie 
Southern et al.; No. 20690, St. Regis Paper Co. et al. vs. Alabama 
Great Southern et al.; No. 20712, Jackson Traffic Bureau vs. VAN SWERINGEN PLAN CASE 
Alabama Great Southern et al.; No. 20800, Wisconsin Paper & The Trafic World Washington Bureau 
Pulp Manufacturers’ Traffic Association vs. Chicago & North , 
Western et al.; No. 20974, Cushnoc Paper Corporation et al. ¢ aan fsa gpersscl yell gg Ag 1 aoe 
vs. Akron, Canton & Youngstown et al.; No. 21157, Anglo Cana- thority to acquire control of the Erie and Pere Marquette rail- 
dian Pulp & Paper Mills, Ltd., et al. vs. Akron, Canton & Youngs- yoads has filed a reply in opposition to the petition of the C. & 
town et al.; No. 20254, Publishers’ Association of New York 6 asking modification of the order permitting the C. & O. to 
City et al. vs. Bangor & Aroostook Railroad Company et al.; acquire control of the Pere Marquette, so that Pere Marquette 
No. 20254 (Sub. No. 1), Publishers’ Association of New York stock of the Nickel Plate may be bought at $133.33 a share in- 
City et al. vs. Algoma Eastern et al.; No. 20545, International stead of $110 a share. 
Paper Co. vs. Baltimore & Ohio et al.; No. 20545 (Sub. No. 1), The committee, which is headed by George S. Kemp, says 
St. Regis Paper Co. et al. vs. Baltimore & Ohio et al.; No. that the petition does not set up any new matter or matters 
20545 (Sub. No. 2), Canadian International Paper Co. vs. that have arisen since the hearing on the application or the 
Baltimore & Ohio et al.; No. 20545 (Sub. No. 3), International entry of the order of May 8, 1928, that in any way justify the 
Paper Co. vs. Baltimore & Ohio et al.; No. 20545 (Sub. No. 4), prayer for modification of the order. It says that at the time 
Great Northern Paper Co. vs. Baltimore & Ohio et al.; No. the order was entered, the record showed that the option un- 
a hg ye Pe gg Ag hi eg AE hy Balti- der which the Nickel Plate agreed to sell its stock at $110 had 

§ . , ng Co. vs. 

Resten & Maine ot al: ie, S008, Geanich Biver Puls & Facer expired and that the Nickel Plate had refused to renew the 


option at that price; that the record also showed that the 
Mills, Ltd., et al. vs. Algoma Central & Hudson Bay et al. market price of Pere Marquette common stock had been sub- 


stantially in excess of $110 from the week ended December 17, 

G. N.-N. P. UNIFICATION 1936, up to nd aacaiing ne oem ae ae saat. watch 

“s , was the latest showing o r s to the market price o 

read = oe A lg = eS — to the stock, and that the Commission will take judicial notice of 

P , & w of con- the fact that on the day it entered the order fixing the maxi- 

fidence, numerous unwarranted and utterly unpractical con- mum price a share at $110, the stock was quoted on the New 

ceptions of how the public interest is to be determined, and York Stock Exchange at a high of $142.75 and a low of $139 a 
then employs these fallacious premises, professed to be solely share ; 

in the public interest, to support the real and only interest of . 

a ; The committee says the C. & O. petition is a mere reitera- 

the Milwaukee in this proceeding,” say the applicants in the tion of the fact that it is unable to acquire the Pere Marquette 

Great Northern-Northern Pacific unification case in their brief 


: common stock held by the Nickel Plate at $110 a share and of 
= pds greg P cade yng — — the fact that the market price of the stock is substantially in 
to the applicants: y ae OS 8 eesees of te price set forth in the original Nickel Plate option, 


“both of which facts were fully known to the Commission at 
To prevent any unification in the northwest, thus depriving the the time of the entry of its order of May 8, 1928.” 


public of the great benefits accompanying the unification here pro- Apvroval of the purchase of the Nickel Plate’s holdings in 
posed, unless 


Pere Marquette common at $133.33 per share would involve 
(a) The Milwaukee can be unified with one of the Northern Lines, 
first stripping that Northern Line of its Burlington ownership and large additional profits to the Van Sweringen interests, who 


wre. x3 — . ‘ on . are the controlling interest in the Nickel Plate and are also 
e waukee be given, by way of a condition to the Com- i 
mission’s order of approval herein, rights virtually equivalent to the controlling interest in the Chesapeake, says the committee. 


joint ownership with the Northern Lines in the extensive in- It says the Van Sweringen interests caused the Nickel Plate 
dustrial terminals of the Northern Lines in the cities of the Pacific to acquire the 174,900 shares of Pere Marquette common stock 
Northwest, Which the Northern Lines have acquired at great ex- now owned or controlled by it in contemplation of the consum- 
pete t in tele conitogy | Curing the many years of their es- ation of their merger schemes, and that they as owners of 
the majority stock of the Nickel Plate should not be allowed 
Applicants say the Milwaukee’s contention that is should to profit by the sale of these stocks to the Chesapeake, which 
be grouped with one of the Northern Lines ignores, in effect, they also control, at a price greatly in excess of the prices at 
the “long-standing relationship of each of the Northern Lines which they caused the stocks to be acquired by the Nickel 
with the Burlington,” and is made regardless of the practic- Plate. 
ability or desirability of disrupting that relationship. The committee also says that the price of $133.33 a share 
“Such a position on the part of the Milwaukee is clearly for Pere Marquette common stock is largely in excess of its 
untenable,” say the applicants. “This twenty-seven year rela- value to the Chesapeake, and that it is not in the public interest 
tionship of each of the Northern Companies to the Burlington that the Chesapeake should purchase this stock at such a price 
is one of the major facts in the railroad situation in this country, when it is shown by the record in the case that: the Chesapeake 
just as the New York Central’s control of the Big Four and has urgent and unprovided for requirements for improvements 
the Michigan Central and Atlantic Coast Line’s control of on its own lines which would yield a return largely in excess 
Louisville & Nashville are major facts in the railroad situation. of the return on the investment required to acquire Pere Mar- 
This relationship between each of the Northern Lines and quette common at $133.33 a share. 


the Burlington has a vital bearing upon what is in the public The committee asks that the petition in respect to purchase 
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k of the Pere Marquette be denied and that full oppor- 
of stoc “given interveners to be heard on the petition and on. 


nl er that may be asked or entered thereon. 
~ 


RATES BETWEEN U. S. AND CANADA 


Ex Parte 93, publication of rates on traffic between 
States and Canada, the Commission has instituted a 

eeding in order that it may receive advice, by briefs and 
" rgument, as to the effect of the decision of the Supreme 
ge the United States in the News Syndicate case. The 
ev of the Commission setting forth the points to be con- 


sidered follows: 


tows Syndicate Company vs. New York Central Railroad Com- 
hye pe U. S. 179, decided November 21, 1927, which involved 
any ents of paper that moved under joint through rates, in which 
aeeeian and United States carriers participated, from a point in 
ane to a point in the United States, the Supreme Court of the 
United States held, among other things— 
That the interstate commerce act applies to the lines that car- 
jed, and to the transportation of, the paper from the _ international 
houndary to the destination in the United States. Section 1 (1) 
9 
ant it was the duty of the United States carriers to establish 
just and reasonable rates for that service. Sections 1 (5) and 6 (1) 
nd at the United States carriers failed to make or publish any 
rates applicable to that part of the transportation and that they were 
liable for damages sustained in consequence of such failure. Sec- 


OO at by their failure to establish rates covering the transporta- 
tion from the international boundary the shipper was compelled to 
pay charges based on the joint through rates complained of and that 
the Commission had jurisdiction to determine whether the shipper 
was entitled to an ‘‘award of damages under the provisions of this 
act for a violation thereof.’’ Section 16 (1). 

That, in the ascertainment of damages, the Commission had 
jurisdiction to determine the reasonableness of the charges exacted. 

Certain questions have arisen as to the effect of that decision 
upon existing practices in the publication of rates between points in 
the United States and points in Canada, and in order that the Com- 
mission may be fully advised in the matter it has concluded to accord 
all interested parties an opportunity to file printed briefs, to be sup- 
plemented by oral argument, with respect to the general subject 
matter, including the legal problems involved as well as considera- 
tions affecting practical traffic application, and particularly with re- 
spect to the following questions: 

1. Can the Commission properly sanction joint international rates 
between points in the United States and points in Canada and should 
such joint rates be retained in the tariffs? 

2. What change, if any, should be made in the publication of 
rates on traffic moving between points in the United States and points 
in Canada? . ; 

3. Should the rates be published on all articles moving between 
points in Canada and points in the United States for that portion of 
the haul to and from the international boundary, from and to points 
in the United States? 

4. If so, how and in what form should the rates of the United 
States carriers to and from the international boundary be published? 

Should there be a similar publication for that part of the haul 
in Canada to and from the international boundary from and to points 
within Canada? 

6. What further legislation or executive action, if any, should be 
had to protect the interest of both carrier and shipper on traffic 
moving between points in the United States and points in Canada? 

. What effect, if any, does the decision of the Supreme Court 
of the United States in the News Syndicate Case, 275 U. S. 179, have 
upon existing practices in the publication of rates upon traffic be- 
tween points in the United States and points in Canada, and what 
remedy is suggested to meet the defects, if any, pointed out by the 
Supreme Court’s decision? 

Briefs should be filed not later than October 1, 1928. 


Following the submission of the briefs the matter will be as- 
signed for oral argument before the full Commission at Washington 
upon a date to be hereafter announced. 


In 
United 


CLAYTON ACT PROCEEDINGS 


The Commission has set for hearing at Dallas, Tex., Sep- 
tember 17, before Director Mahaffie, No. 20672, Interstate Com- 
merce Commission vs. Kansas City Southern and the sub-num- 
ber thereunder, Same vs. Missouri-Kansas-Texas, the cases in 
which violation of the Clayton act is alleged because of acqui- 
sition of stock by the respondents in connection with the original 
Loree southwestern merger plan. 


FLEET CORPORATION TAX CASE 


The Department of Justice is opposing review by the 
Supreme Court of the United States of a decision of the cir- 
cuit court of appeals for the third circuit holding that lands 
of the United States embraced in the Hog Island shipyard 
property are not subject to local taxation. A federal district 
court in Pennsylvania held that the land was subject to tax- 
ation, and that the Fleet Corporation was responsible for the 
Payment of taxes. The circuit court of appeals reversed the 
lower court. The Department of Justice contends that the 
title to the land is in the Fleet Corporation for account of the 
United States and that therefore the land is not subject to state 
taxation. 


EXPRESS CLASSIFICATION DOCKET 
In The Traffic Bulletin of August 11 is published classifica- 
tion docket No. 10, of the American Railway and Southeastern 
Express companies, for changes to be made on or about No- 
vember 1. 


RAFF 








Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Georgia, Division No. 2.) Under 
Carmack Amendment to Interstate Commerce Act, 49 USCA 
Sec. 20 (11, 12), Comp. St. Secs. 8604a, 8604aa, suit on bill of 
lading for loss or damage to freight may be maintained by 
lawful holder of bill or by any party entitled to recover thereon. 
(J. H. Walker Co. vs Atlantic Coast Line R. Co., Atlantic 
Coast Line R. Co. vs. J. H. Walker Co., 143 S. E. Rep. 782.) 

Under Carmack Amendment to Interstate Commerce Act, 49 
USCA Sec. 20 (11, 12), Comp. St. Secs. 8604a, 8604aa, actual 
possession of bill of lading is not prerequisite to right to sue 
on bill for loss or damage to freight.—Ibid. 

Under Carmack Amendment to Interstate Commerce Act, 49 
USCA Sec. 20 (11, 12), Comp. St. Secs. 8604a, 8604aa, petition 
setting forth copy of bill of lading issued to plaintiff, and trans- 
fer and assignment thereon of all rights of consignee named 
in bill to all properties covered by bill, held not subject to 
general demurrer as failing to show right of plaintiff to maintain 
action on bill of lading, especially where petition alleged that 
original bill of lading has been surrendered to defendant 
carrier.— Ibid. 

Petition by shipper for damage to shipment, alleging num- 
ber of sacks of potatoes shipped, gross weight, and value of 
shipment, and percentage of damaged potatoes, and sale of 
undamaged potatoes, together with amount derived therefrom, 
held not subject to special demurrer as being too vague and 
indefinite to put carrier on notice of what it was required to 
defend.—Ibid. 

In action by shipper against carrier for damage to ship- 
ment of potatoes, proof that potatoes had been sold to order 
notify consignee named in bill of lading at agreed price, that 
85 per cent of potatoes were frozen when car was opened at 
destination, and that portion of potatoes that were salable were 
disposed of at market price by consignee, was sufficient to 
enable jury to estimate damages sustained by plaintiff.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, El Paso.) Witness, 
having been in cattle business for 42 years and during that 
time having shipped cattle almost every year in some direction, 
shipping some years as many as a thousand cattle, held com- 
petent to testify to weight of cattle before shipment. (Texas 
& P. Ry. Co. vs. Moore, 7 S. W. Rep. (2nd) 902.) 

Question of weight to be given testimony of expert witness 
testifying relative to weight of cattle before shipment con- 
stitutes question for the jury.—Ibid. 


Where, in action against railroad for damages for alleged 
negligence in transporting shipment of cattle, case was sub- 
mitted only on theory of negligence in delivering cattle at 
destination, testimony relative to market at a different point 
became immaterial and admission was harmless.—Ibid. 


In action for damages for alleged negligence of railroad in 
transporting shipment of cattle, any error in admission of 
plaintiff’s testimony relative to a reasonable time for trans- 
portation became harmless where defendant’s witness testified 
that reasonable time would be less than that shown by other 
testimony.— Ibid. 

In action against railroad for damages alleged to have 
arisen from negligence in transporting shipment of cattle and 
negligence on part of defendant’s agent in failing to notify 
plaintiff of washout, admission of testimony as to plaintiff's 
conversation with agent with reference to changing shipment 
held admissible on theory of negligence in failing to notify 
plaintiff of washout, though such theory of case was not sub- 
mitted to jury, since it will be presumed that jury limited their 
consideration to evidence on issue submitted.—Ibid. 

Whether witness had such knowledge of facts as to make 
his opinion of value is, in a great measure, at discretion of 
trial court.—Ibid. 

Trial court held not to have abused discretion in holding 
witnesses, having dealt in cattle for a number of years, qual- 
ified to testify relative to shrinkage on shipment of cattle and 
market value if they had arrived within reasonable time.—lIbid. 

In action for damages alleged to have arisen from neg- 
ligence of railroad in transporting a shipment of cattle, evidence 
as to whether cattle were transported within a reasonable 
time held to require submission to jury.—Ibid. 

In action for damages alleged to have arisen from neg- 
ligence of railroad transporting shipment of cattle, instruction 
authorizing damages coveriag difference between value of 
cattle if delivered within reasonable time and value at time 
of actual delivery, though erroneous in that measure of damages 
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was difference between market value as they would have arrived 
but for carrier’s negligence and market value in actual con- 
dition on arrival, held harmless, in view of uncontroverted tes- 
timony relative to market value.—Ibid. 

Where question of railroad’s liability for diverting ship- 
ment from original routing was abandoned by shipper and 
such issue was not submitted to jury, refusal of instruction 
relative to liability for delay because of washout over original 
routing and that same was an act of God held not error.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Fifth Circuit.) Where railroad’s 
tariffs afforded one rate for logs under six feet in length and 
another cheaper rate for logs without qualification as to length, 
applying to movements for less than 170 miles, higher rate 
was applicable to carload shipments of short logs, 51 to 57 
inches in length, shipped for distance of 150 miles.—Nocatee 
Crate Co. vs. Atlantic Coast Line R. Co., 26 Fed. Rep. (2nd) 670. 

(Circuit Court of Appeals, Eighth Circuit.) Railroad’s 
cause of action for recovery of excessive refund on freight 
overcharge was not action for recovery of charges, but was 
one on an implied contract to refund money paid through error, 
and Act Feb. 28, 1920, Sec. 424, 41 Stat, 492 (49 USCA Sec. 
16 (3), (a); Comp. St. Sec. 8584), barring actions for recovery 
of charges not commenced within three years, was inapplicable. 
—T. M. Partridge Lumber Co. vs. Michigan Cent. R. Co., 26 
Fed. Rep. (2nd) 615. 

Where railroad company made excessive refund on freight 
overcharge, action to recover such excessive refund was action 
on implied contract to refund money paid through error, and 
was not a suit or proceeding arising under any law regulating 
commerce, or within any other class of suits of which federal 
District Courts have original jurisdiction, and case should have 
been dismissed, under Judicial Code, Sec. 37 (28 USCA Sec. 80). 
—Ibid. 

(Supreme Court of Ohio.) Where application by carrier 
for increase in carrying capacity of its authorized equipment 
presented only question of fact whether public convenience 
and necessity required increase, and record disclosed evidence 
supporting findings of commission granting application, Supreme 
Court will not disturb order of commission.—Lake Shore Elec- 
tric Ry. Co. vs. Public Utilities Commission of Ohio, 162 N. 
E. Rep. 279. 

(Supreme Judicial Court of Massachusetts, Suffolk.) Con- 
gress, in the exercise of its power to regulate interstate com- 
merce, may, in the interests of the pyblic at large, authorize 
Interstate Commerce Commission to permit an interstate carrier 
to abandon an existing obligation without thereby incurring 
liability—New York Cent. R. Co. vs. Central New England Ry. 
Co., 162 N. E. Rep, 324. 

Act of Congress and order of Interstate Commerce Com- 
mission’ will not be construed to deprive railroad of its vested 
rights, unless it appears by express words or plain implication 
that such was the intention of both Congress and the com- 
mission.— Ibid. 

Even if Interstate Commerce Act, Sec 1 (18-20), as amended 
by Transportation Act 1920, Sec, 402, 49 USCA Sec. 1 (18-20); 
Comp. St. Sec. 8563 (18-20), authorizes Interstate Commerce 
Commission to sanction interstate carrier’s abandonment of 
contractual obligation without liability, certificate of necessity 
authorizing defendant railroad to abandon operation of trains 
over plaintiff’s tracks under trackage agreement, granted by 
commission to eliminate on operating loss, held not to relieve 
defendant of liability for rent for right to use tracks, in view 
of fact that defendant’s application was submitted to com- 
mission without formal hearing and without plaintiff being 
made party to proceeding, and that rent could be found to be 
a fixed charge and not an operating expense.—Ibid. 

State court had jurisdiction of plaintiff railroad’s action 
to recover rent due under trackage agreement authorizing 
defendant to use plaintiff's tracks for specified annual rent, 
though it involved construction of order of Interstate Commerce 
Commission authorizing defendant to abandon operation over 
plaintiff’s lines under Interstate Commerce Act, Sec. 1 (18-20), 
as amended by Transportation Act 1920, Sec. 402, 49 USCA 
Sec. 1 (18-20); Comp. St. Sec. 8563 (18-20).—Ibid. 

Written contract under which defendant railroad agreed to 
pay $15,000 annually in return for plaintiff’s promise to license 
and permit it to pass with trains over line of plaintiff’s lessor 
held free from ambiguity, and required annual payment to be 
made, irrespective of use, consideration being paid for right to 
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use and not for the use, and, as so construed, did not involy 
forfeiture.—Ibid. ° 

Where written contract under seal required defendant rail 
road to pay specified sum annually for right to pass over tracks 
of plaintiff's lessor, irrespective of use, defendant was liable 
for breach of contract for failure to make agreed Payments 
after abandonment of operation of trains over such tracks under 
certificate of Interstate Commerce Commission authorizing such 
abandonment under Interstate Commerce Act, Sec. 1 (18-99) 
as amended by Transportation Act 1920, Sec, 402, 49 USCA gec 
1 (18-20). Comp. St. Sec. 8563 (18-20).—Ibid. ; 

Trackage agreement, authorizing defendant railroad to use 
tracks of plaintiff's lessor, held not revoked by lease of tracks 
to plaintiff which assumed all obligations of its lessor.—Ibiq 

Where defendant railroad, for over 19 years, made pay. 
ments under trackage agreement to assignees thereof, it was 
thereby precluded from objecting to assignment of agreement 
to plaintiff.—Ibid. 

Lessee of railroad could not maintain action in its own 
name on sealed trackage agreement between defendant railroaq 
and lessor to which it was not party.—lIbid. 

Where writteg trackage agreement was unambiguous, evi. 
dence of surroundmg circumstances was inadmissible to prove 
that defendant was not under liability to pay for right to use 
tracks, irrespective of actual use of tracks.—Ibid. 

In action to recover annual payment due for right to use 
tracks of plaintiff's lessor after defendant abandoned use thereof 
under certificate of Interstate Commerce Commission granted 
to eliminate operating loss, defendant’s offers of proof that, 
when agreement was made, parties contemplated that certain 
through traffic would be received from plaintiff’s lessor, and 
that lessor would not compete with defendant, but would under. 
take to divert traffic to defendant’s lines held properly rejected, 
principle that, if one party to contract hinders performance by 
~ other, performance by latter is excused, not being applicable. 
—Ibid. 

That defendant railroad became party to trackage agree- 
ment, relying on certain traffic to prevent it from operating at 
a loss, and that other party to agreement had knowledge of 
such fact, does not excuse defendant's performance, if such 
traffic is not obtained. —Ibid. 

Letters, even if written for purpose of settling controversy 
respecting liability for agreed rent after abandonment of opera- 
tion on certain line under trackage agreement, were competent 
to establish abandonment.—Ibid. 

In action to recover amount due under trackage agreement 
for right to use tracks of plaintiff’s lessor after defendant aban- 
doned use of such tracks by authority of Interstate Commerce 
Commission under Interstate Commerce Act, Sec. 1 (18-20), as 
amended by Transportation Act 1920, Sec. 402, 49 USCA Sec. 1 
(18-20); Comp. St. Sec. 8563 (18-20), to save operating loss, 
rejection of defendant’s evidence showing cost of maintenance of 
way, superintendence, dispatching trains, and certain other ex- 
penses, total mileage of freight and passenger trains, and cars 
operated on entire system, for the purpose of showing plaintiff's 
gain from cessation of operation of defendant’s trains by dividing 
total cost of operation by the total mileage as shown by such 
figures, and thus deriving average cost per mile, held not error; 
matter being within sound discretion of trial judge.—Ibid. 

Taking of land under St. 1833, c. 116, for general railroad 
purposes, is broad enough to permit agreement authorizing 
another railroad to use such tracks; ownership of fee not being 
required.—lIbid. 

Provision of trackage agreement that plaintiff’s lessor should, 
among other things, “take care of passenger trains in its pass- 
enger yard,” held ambiguous, and court properly left it to jury 
to determine whether plaintiff's lessor was required to place 
cars as they were needed, or was required to clean out and 
wash cars and car windows, with instruction that in this con- 
nection manner in which parties by their conduct interpreted 
this clause was to be considered.—Ibid. 





Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
‘Toston. ublished by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 





(District Court, S. D. New York.) A ship is bound to sail 
within a reasonable time after loading unless there is an agree- 
ment to the contrary Armour Grain Co. vs. Compaignie Gen- 
erale Transatlantique, 26 Fed. Rep. (2nd) 739. 

Where contract for cargo space provided certain date for 
loading, it is incumbent on carrier to show by preponderance of 
evidence that it notified shipper’s representative that ship’s 
machinery had been removed and was in process of repair, 
and that sailing date would be delayed accordingly.—Ibid. 

A ship, whose turbine engines have been removed and are 
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yndergoing repairs, is not to be considered as “seaworthy.” 
ag in sailing until March 22, when cargo had been 
jaded on February 25, held, in absence of agreement to the 
ntrary, an unreasonable delay in sailing.—Ibid. 
. Where ship, contracting to furnish cargo space for grain 
pipment, unreasonably delayed sailing until March 22, after 
, ding cargo on February 25, carrier was liable in damages 
— difference between market price of grain at port of des- 
tination on date when it should have arrived and market price 
on date of actual arrival.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) _PER CURIAM. 
Decree (26 F. (2nd) 739) affirmed.—Armour Grain Company, 
Appellee, vs. Compagnie Generale Transatlantique, Appellant, 
96 Fed. Rep. (2nd) 741. 
~ (Court of Appeals of Georgia, Division No. 2.) A person 
undertaking to transport goods as a private carrier and not 
a common carrier is bound only to ordinary diligence. The 
plaintiff in this case, having sued the defendant merely as a 
private carrier, cannot complain that the court instructed the 
jury that the defendant was charged with the exercise of 
ordinary care only. Moreover, the evidence authorized the 
inference that the defendant was only a private carrier, and 
there is no assignment that the court erred in failing to sub- 
mit the question of whether he was a common carrier.—Bloom- 
berg-Michael Furniture Co., Inc., vs. Urquhart, 143 S. E. Rep. 


al" contract between a shipper and a carrier for the ship- 
ment of goods by sea from a port in this state to a port in 
the state of Florida is in no event to be governed by the 
provisions of section 2726 of the Code of Georgia 1910. If 
the shipment is by a private carrier, this section is inapplicable 
by its own terms, and if the shipment is by a common carrier, 
the rights and liabilities of the parties will depend upon the 
acts of Congress, the bill of lading, and the principles of the 
common and maritime laws as accepted and enforced by the 
federal courts. 

(a) Applying the federal rules to the facts of this case, 
the plaintiff, by accepting the bill of lading, signed only by the 
carrier, assented to its terms, and it thereby became the written 
agreement between the parties. 

(b) There is no merit in any of the exceptions complain- 
ing that the court, in charging the jury, committed error in 
referring to the bill of lading as the contract of carriage, 
and in instructing the jury to determine the case by the special 
provisions thereof.—Ibid. 

The action being by the shipper against the carrier to 
recover for the loss of certain goods and for damages to other 
portions of the cargo, the evidence authorized the verdict 
found in favor of the defendant, and no error of law is shown 
to have been committed. The court therefore did not err in 
refusing a new trial.—Ibid. 


LOS ANGELES STATION CASE 


Illness of D. W. Knowlton, chief counsel for the Commis- 
sion, made it impossible for the city of Los Angeles to go for- 
ward, on August 6, in the mandamus case brought by it on the 
return day in the citation to show cause why the Commission 
should not be required to issue an order directing the railroads 
involved to construct a union station. The chances are that 
the case will not be taken up until late in September. 

The Commission, answering Max Thelen’s application for 
the writ, alleged, that in making the reports and orders in the 
station case, it considered and weighed carefully, in the light 
of its own knowledge and experience, every fact, circumstance, 
condition and provision of law called to its attention on 
behalf of the parties to the proceeding, including all matters 
covered by the pertinent allegations of the petition. 

A further assertion is that the petition, on its face, shows 
that this case is instituted by the relator to obtain a writ of 
mandamus commanding the Commission to require the three car- 
riers, named in the petition, to construct and use a _ union 
passenger station in Los Angeles, if the Commission is of the 
opinion that such a station should be so constructed and used, 
but that pertinent provisions of law, as construed by the Su- 
preme Court of the United States, show that the Commission 
does not possess jurisdiction which would enable it to make 
such a requirement. The Commission further asserts that it 
has exercised all the jurisdiction which it is empowered to 
assume and exercise. 

Attorneys for the railroads took part in informal confer- 
ences between a justice of the Supreme Court of the District 
of Columbia, on the one hand, and attorneys for the city of 
Los Angeles, on the other, with the view to their being allowed 
to intervene in the case. Attorneys for the Commission and 
Los Angeles took the position that unless and until the Com- 
mission issued an order requiring the railroads to construct the 
desired union station, the railroads had no interest in the matter. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Little change has been noted in the full cargo markets in 
the last week. The volume of fixtures has remained about the 
same. Efforts of shipowner to advance the basic rates have 
been unavailing and the level has stayed on a_ twelve-cent 
basis from Montreal and Antwerp-Rotterdam. The general opin- 
ion is that rates for September will be maintained at about the 
same average. Fixtures for October have been made at fourteen 
cents, which is a substantial advance over the August-Septem- 
ber range. Shippers expect a good volume of business in Octo- 
ber and November, but charterers show unwillingness to com 
tract for any large volume of tonnage at these figures. 

The demand for grain space has continued fairly good on 
the basis of twelve cents from Montreal for August loading to 
Antwerp or Rotterdam, twelve and one-half cents for September, 
and fourteen cents for October-November. A rate of sixteen 
cents is indicated from Montreal to the Mediterranean, but 
without immediate business. Some orders are available for 
Gulf loading to the Continent in August or September at four- 
teen to fourteen and one-half cents. 

The coal trade has been quiet, with one fixture from Hamp- 
ton Roads to West Indies at $2.25 a ton for September loading, 
and further business is indicated at $2.35 a ton. Some inquiries 
are in the market for South America at $3.10 to the lower Plate. 
Sugar and lumber markets are unchanged. 

The current range of heavy grain rates is as follows: From 
Montreal 3s for August-September loading to the United King- 
dom,-12 to 12%c to Antwerp-Rotterdam, 13 to 13%c to Hamburg- 
Bremen, and 16c to the Mediterranean; from Montreal for Octo- 
ber loading, 3s 6d to the United Kingdom, 14c to Antwerp-Rot- 
terdam, 15c to Hamburg-Bremen, and 17c to the Mediterranean; 
from the Gulf, 2% to 3c in addition to the above figures. 

In special session, the Pacific Coast Committee of the Inter- 
coastal Conference added to the eastbound tariff one new item, 
covering fiberboard boxes, and amended the wood pulp board 
item, both to take effect August 1. The new item reads: 


Solid fiberboard boxes, scored and slotted, unassembled, unstitched, 
flat, in bundles; in lots of not less than fifty tons on one steamer 
—_ an aeons port, C. L. 37% cents per 100 pounds, expiring 

ec. 31, ’ 


The wood pulp board item was changed to read: 


Wood pulp board and strawboard, in rolls or in bundles, minimum 
per steamer 250 tons, C. L. 40 cents per 100 pounds; less than 250 
tons, C. L. 50 cents per 100 pounds. These rates to apply from out- 
ports of Longview, Port Townsend, Port Angeles and Hoquiam only. 
Wood pulp board and strawboard, in rolls or in bundles, C. L. 40 
cents per 100 pounds, minimum carload weight 60,000 pounds. This 
rate does not apply from the aforesaid outports. 


Revisions of rates by various conference groups are re- 
ported as follows: 

Gulf-Mediterranean—The following ocean rates from the 
Gulf ports became effective July 27 and will extend through De- 
cember 31, 128: 


To Spanish Mediterranean Ports—Heavy lumber and logs, 50 
cents per 100 pounds; light lumber and logs, 60 cents per 100 pounds; 
gun lumber, $17 per 1,000 feet. 

To French Mediterranean Ports—Cotton, 50 cents per 100 pounds 
in high density bales, 65 cents per 100 pounds in standard bales. 


River Plate—At a meeting of this conference the following 
changes in ocean rates were made: Malt, $8 per ton of 2,240 
pounds through the first six months of 1929; advertising matter, 
printed, of no commercial value, $13.50 and $12 per 2,240 pounds 
or 40 cubic feet, ship’s option, on passenger and freight steam- 
ers, respectively. 


Brazil—The following changes in ocean rates were made 
at a meeting of this conference: 


Disinfectants and insecticides, all kinds, Rio de Janeiro, passenger 
steamers, $17; freight steamers, $15.50; Santos, passenger steamers, 
$18; freight steamers, $16; vehicles and parts, all. kinds, Rio de 
Janeiro, passenger steamers, $14.50; freight steamers, $13; Santos, 
passenger steamers, $15.50; freight steamers, $14; toys, bicycles and 
velocipedes, Rio de Janeiro, passenger steamers, $14.50; freight steam- 
ers, $13; Santos, passenger steamers, $15.50; freight steamers, $14. 

Effective January 1, 1929, ocean rate on malt to Rio de Janeiro 
and tea will be $8 per ton of 2,240 pounds through the first six 
months. 


Porto Rico, Santo Domingo—The new rates on automobiles 
to Santo Domingo are as follows: 


Boxed, 18 cents per cubic foot; unboxed, 25 cents per eubic foot 
less 15 per cent plus 40 cents per 1,000 kilos electric light dues and 
$1 per 1,000 kilos wharfage dues. 


Venezuela, Guiana—Effective July 25, there was a reduc- 
tion of 25 per cent in the rates on spikes and staples to Laguayra, 
Puerto Cabello and Maracaibo. Effective August 6, a reduction 
of 25 per cent in the rates on tin plate and tin sheets will be 
made to the same ports. 

Through bills of lading between the Pacific coast and De- 
troit, both eastbound and westbound, will be issued hereafter 
by the American-Hawaiian Line in conjunction with the Detroit- 
New York Transit Company. This company is referred to as 
operating two “lake type” motorships, affording a service of 
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five and a half days between New York and Detroit. Dearborn 
Clark, assistant traffic manager of the American-Hawaiian, in 
announcing this arrangement, points out that a lower combina- 
. tion of rates is given shippers in addition to through bills of 
lading to and from Detroit. 

At a special meeting of the Pacific Coast European Service 
the Blue Star Line became a conference member and the fol- 
lowing contract ratés were passed on, effective immediately: 


Lubricating oil, 60 cents per 100 pounds, by contract; 70 cents 
non-contract. Cottonseed foots, 60 cents by contract; 70 cents non- 
contract. Tallow and grease, non-edible, 50 cents by contract; 60 
cents non-contract. 


In spite of the threatening disturbances in the westbound 
intercoastal trade, the U. S. Intercoastal Lumber Conference 
voted to extend the present $14 lumber rate through October. 
Operators assert that, in the event of westbound difficulties, the 
eastbound rate structure is not likely to be affected. 

At the meeting of the River Plate and Brazil Conference 
August 7, the following rate changes were made: 


River Plate.—Automobile trailers included in rates applicable to 
auto parts and castings. The open rate on car material and locomo- 
tives was extended through June 30, 1929. Tanks, iron and steel, set 
up, fifth class. 

Brazil.—Automobile trailers included in rates applicable to auto 
parts and castings. The open rate on car material and locomotives 
was extended through June 30, 1929. Fish, dried or salted, in drums, 
half drums or tubs, to Rio, $1i freight steamers, $12 passenger steam- 
ers; to Santos, $12 freight steamers, $13 passenger steamers; effec- 
tive through June 30, 1929. 


It was reported at the meeting that the freight congestion 
at Rosario had been considerably relieved in the past two weeks. 

Levant—At the meeting of the Levant Conference on Tues- 
day, August 7, the same rates on kodaks and cameras were 
adopted as now applying on motion picture machines. The rate 
on wood pulp up to and including 50 ft. to the ton of 2,240 
pounds, $11 per ton weight; from 50 and including 70 ft., $13 
per ton; over 70 ft., $16 per ton weight. These rates apply to 
all Levant base ports. 

West Coast of Italy—The West Coast of Italy Conference 
adopted, effective August 7, the rate on boats without motors 
$15.50 per ton w/m for passenger steamers, $14 per ton w/m 
for freight steamers. 

The following westbound intercoastal rate changes were 
made public by H. M. Runyon, Pacific coast representative of 
the United States Intercoastal Conference at San Francisco: 


The following are changes and additions to Westbound Minimum 
Rate List No. 4, effective July 27, 1928: 

Add new contract Item No. 1166—Commodities described in Item 
No. 1165: Pole line construction material, C. L. rate 45 cents; mini- 
mum, 36,000 pqunds. Expires December 31, 1928. 

: Item No. 3686—Automobiles, pasetges. S. U. Amend as follows: 
Shipments originating Detroit, $2.40; Pontiac, $2.35; Toledo, $2.40. 

Also add following: Shipments originating Lansing, Mich.; South 
Bend, Ind.; Flint, Mich.; rate, $2.25; minimum, 10,000 pounds; Buffalo, 
$3; Syracuse, N. Y., $3.25; minimum, 10,000 pounds. 

Rates named in item to expire September 30, 1928, seaboard. 

Item No. 800—Dry goods. Amend Note 1 to read: “The rating 
on cotton piece goods and articles subject to this note applies only 
on woven cloth, made wholly of cotton, in the original piece or in 
remnants, and does not apply on any article which has been in any 
way partially or wholly manufactured except as specifically mentioned 
above.”” Also amend by flagging following entries with number sign: 
Plush, cotton; scrims, N. O. S.; velours, cotton; velvet, cotton; vel- 
veteen, cotton; cotton or rayon or cotton and rayon piece goods, N. 
O. S.; fabric, cotton knit. 

* Item No. 2340, viz.: Blinds, doors, frames, lath, etc. Add grilles, 
wood (cold air faces). Effective July 28. 

Item No. 2680, viz.: Paints and compounds. Add cement pipe 
fitting, cement roofing, liquid or solid. Effective July 28. 

Item No. 1630, viz.: Hardware, entry reading cutters, grinders. 
Change to read: Cutters, grinders, graters or slicers, food, hand and 
extra parts, boxed. Effective July 28. 

Add new contract Item No. 481—Commodities described in Item 
No. 480, viz.: Brass, bronze, ——. yellow metal, monel metal goods, 
nickel, nickel silver or nickel alloy, plain or nickel-plated, not silver- 
plated, ene end year; carload rate, 24,000 
pounds. Effective August 15, interior. 

New contract Item No. 486—Commodities described in Item No. 
485, viz.: Brass, bronze, copper, yellow metal, monel metal goods, 
niekel, nickel silver, or nickel alloy, plain or nickel-plated, not sil- 
ver-plated. Expiring end year; carload rate, 75 cents; minimum, 24,000 
pounds. Effective August 15, interior. 

Establishing contract item for commedities Item Ne. 3435, viz.: 
Tinware, sheet iron ware and sheet steel ware, etc., at $1; minimum 
as shown in tariff. Effective September 1. 

Item No. 3440, viz.: Tinware, sheet iron ware and sheet steel 
ware, etc., at 85 cents; minimum as shown in tariff, subject Rule 
12A. Effective September 1. 

Item No. 2726, viz.: Paper and articles of paper, viz.: Basins, 
eups, dishes, pails, etc. Change Note 2 to read: Paper cups and 
paper or pulpboard discs only will be subject to less carload, $1.10 per 
hundred pounds. Effective immediately. 

Item No. 3855—Cancel present reading and amend to read: Wring- 
ers other than power, viz.: Benches, wash, knocked down or folded 
flat, in bundles, rollers (clothes wringer), composition or rubber cov- 
ered, in boxes; wringers, clothes, in crates; wringers (clothes) and 
wash benches combined, knocked down or folded flat, in crates; wring- 
ers, mop, in bundles; wringers (mop) and pails combined in crates, 
—— hand. No change in minimum weight or rates. Effective 

uly 31. 

Item No. 366—Bicycles, motor bicycles and parts. 
tract rate to $1.50. Effective August 10. 

Establish new Item No. 363, reading: Bicycle parts, viz.: Bicycle 
spokes and bicycle handle bars, in cases or crates, $1, any quantity. 
Effective August 10. 

Establish new Item No. 364—Bicycle parts, viz.: Coaster brakes 
(hubs and brakes combined), forks, hubs, mud guards, pedals, rims, 


60 cents; minimum, 


Reduce con- 
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N. O. S.; saddles, sprocket chains, sprocket wheels, wheels, n 0 
Rate $1.50, any quantity. Effective August 10. i 
Item No. 1481—After first entry add, including automatic machine 
made glassware, etched by wheel, light cut. Effective August 3.) 
Add new Item No. 1037—Dividers, paper, chocolate or canqy ; 
boxes; $2.50, any quantity. ¥, in 
Item No. 910, viz.: Compounds. Add compound water purify} 
Item No. 1920, viz.: Open steel flooring and steps. Change ee 
age requirement to 45 cubic feet. - 
Item No. 73, viz.: Tractors and tractor parts. Change Wording 
to read: Tractors, internal combustion, not including tractors a 
vehicle beds, vehicle bed frames, fifth wheels or vehicle axle or bole 
bearings, also extra parts other than internal combustion engines si 
Add new proportional contract item, steel toilet stall Partitions 
originating Cleveland, O.; rates, carload, $1; less carload, $1.50: min- 
imum, 24,000 pounds; expiring end year. Effective July 18. : y 


OCEAN MAIL CONTRACTS 


The Post Office Department, under the Jones-White mer. 
chant marine act of 1928, is not authorized to enter into oceay 
mail contracts for a period in excess of ten years, according to 
a ruling made by J. R. McCarl, Comptroller-General of the Uniteq 
States, in response to a letter from the Postmaster-Genera} 
The latter inquired as to whether an ocean mail contracto; 
could be assured of a contract for a period longer than ten years 
by the awarding of a contract for a period of ten years to begin 
three years, or a little less, from the time of the letting 6f the 
contract and by awarding a short-term contract to cover the 
service for approximately three years until the beginning of the 
ten-year contract. The idea was that the contracts might be 
made as indicated to assure a ship operator who undertook 
construction of new ships that he would have an ocean mai] 
contract for a period longer than ten years from the date of 
the contract, or ten years from the date the new ships would 
be put in service. Mr. McCarl said he found nothing in the 
law authorizing the entering into of a contract for ten years, 
the date to be in future, to run for ten years from such date, 
and the entering into of a short-term contract for service prior 
to the effective date of the long-term contract. He said the 
contract took effect immediately and might run for a period of 
ten years, though performance thereunder might be postponed 
for a period of three years. He said any attempt to obligate 
the government for a period of more than ten years would 
clearly be in contravention of the marine act and was unavw- 
thorized. 


OCEAN AGREEMENTS APPROVED 


The following agreements have been approved by the Ship- 
ping Board: 


Luckenbach Steamship Co., Inc., with States Steamship Co. and 
Tacoma Oriental Steamship Co.: Covers movement of shipments on 
through bills of lading from Oriental ports to United States Atlantic 
and Gulf ports of call of Luckenbach Steamship Co., transshipment 
Seattle, Tacoma, Portland, San Francisco or Los Angeles, at through 
rates based on rates of direct lines. Transshipment expenses at 
Pacific coast ports to be divided equally between the transpacific 
carrier and the intercoastal carrier; minimum of $4.50 per ton weight 
or measurement to the latter. 

Williams Steamship Co., Inc., with Canadian Government Mer- 
chant Marine, Ltd.: Through billing arrangement for movement of 
shipments from Atlantic coast ports of the United States to Van- 
couver and Victoria, via San Francisco. Through rates to be based 
on rates to Vancouver and Victoria shown in United States Inter- 
coastal Conference Westbound Maximum Tariff of Freight Rates 
No. 1, out of which the Canadian line is to receive 20 cents per 100 
pounds as its proportion. Intercoastal carrier to absorb inward and 
Canadian line outward state tolls. Transfer charges on shipments 
aggregating less than 100 tons to be absorbed in equal proportions; 
coastwise line to call at intercoastal line’s dock when cargo exceeds 
100 tons. When single pieces or packages exceed 4,000 pounds in 
weight or 40 feet in length, heavy lift and extra length rates set 
forth in current tariff of the coastwise line will apply. . 

Standard Fruit and Steamship Co. with Transmarine Lines: 
Covers through movement of coffee from» Vera Cruz, Mexico, to Pa- 
cific coast ports of call of the Transmarine Lines, transshipped at 
New Orleans. The agreed through rate of 90 cents is to be appor- 
tioned between the lines on the basis of 40 cents to the Standard 
Fruit and Steamship Company and 50 cents to the Transmarine Lines. 
Cost of transfer and tolls at New Orleans to be absorbed by the 
Standard out of its proportion of the through rate. 


O’CONNOR AND BRITISH 
Chairman O’Connor, of the Shipping Board, in a statement, 


August 7, said: 

I have received a cablegram from London quoting the Evening 
Standard of that city as attributing such failures as have been met 
by the American Olympic team to corditions abroad the United 
States liner President Rooseveit, on which the team had been accom- 
modated. Without commenting on the fact that the American team 
has so far outpointed by about two to one its nearest rival at the 
Olympic games, I cannot refrain from observing the alacrity with 
which the English press clutches at every opportunity to issue dis- 
paraging statements about an American ship. 

The principal complaint seems to be “too lavish feeding.” This 
is a rather unique complaint about an ocean liner. It is my under- 
standing, however, that the coaches of the team and not the oper- 
ators of the ship, are responsible for the diets of those participatins 
in the games. 


PORT DIFFERENTIAL CASE 


Philadelphia interests have filed protests with Chairman 
O’Connor, of the Shipping Board, against the proposal pending 
before the board for establishment of an ocean rate differential 
of 2 cents from Boston in order to equalize the through rates 
via that port with those via Montreal and Philadelphia. 

Establisment of the differential would cause a serious dis 
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That plows 
steadily toward On Time Records 


INCINNATUS, a dictator of ancient 
Rome, was an agriculturally in- 
clined gentleman. 


If history can be believed the mes- 
sengers who came to inform him of 
his appointment to the dictatorship 
found him plowing. And he twice re- 
turned from office to till the soil, 
thereby establishing himself as the 
unquestioned originator of the phrase 
“back to the farm.” 


Cincinnati gets its name from Cin- 
cinnatus. And a train traveling east 
from Cincinnati that shows a tend- 
ency to plow steadily along to on 
time records is called “The Cincin- 
natus” in honor both of the city and 
the patrician farmer of ancient Rome. 


Every day at an early hour “The 
incinnatus” takes the path to the 
cities of the Atlantic Seaboard. With 


it goes not only the non-perishable 
freight that originates in the Cincin- 
nati District—but merchandise of the 
Southern States received from connect- 




























Some other Pennsylvania 
freights whose regular on 
time arrivals have earned 
them distinctive names: 








“*THE EAGLE”’ 
Perishable—Merchandise 
Cleveland to Seaboard Cities 









“THE ACR” 
Perishable—Merchandise 
Seaboard Cities to Pittsburgh 


















“THE HOME RUN”’ 


Empty Refrigerator and 
Tank Cars 


Seaboard Cities to Chicago 
















ing lines at the Cincinnati Gateway. 


“The Cincinnatus” runs via Col- 
umbus, Pittsburgh, and Harrisburg— 
to the Eastern Terminals of the Penn- 
sylvania Railroad. 


For many a month now “The Cin- 
cinnatus” has proven its ability to 
maintain its schedule regularly and 
dependably. And so punctual are its 
arrivals at Eastern terminals that 
shippers all along the line have learned 
to count on it for prompt deliveries. 

* * * 


Competent, alert train crews—men 
who take pride in the on time perform- 
ances of their train—guide ““The Cin- 
cinnatus” through to its destinations. 
And all along the route other men of 
the Pennsylvania exercise a strict 
vigil to keep this important carrier 
always on time. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 












































































































































334 


ruption of rates applying to other ports, including Philadelphia, 
and would have the effect of subsidizing manufacturers and 
merchants in the Boston district, according to George W. Elliot, 
general secretary of the Philadelphia Chamber of Commerce. 

William M. Coates, president of the Philadelphia Board of 
Trade, and Philip Godley, vice-president of the Philadelphia 
Bourse, have made protests along similar lines. Mr. Godley 
said the grain traffic that had been lost to Montreal would not 
be restored to Boston, but that additional burdens would be 
added to Philadelphia, if the differential were established. 

Action in the Boston case probably will not be taken by 
the board until the return to Washington of Commissioner 
Plummer, who is in Maine. The Commissioner is not expected 
to return until early in September. 


OCEAN SHIPPING CONFERENCE 

The suggestion that American and foreign steamship lines 
hold a conference for the purpose of reaching an agreement 
under which the lines of each country would get a certain 
percentage of the ocean steamship business has been revived. 
This was discussed several years ago when A. D. Lasker was 
chairman of the Shipping Board, and in 1926 Chairman O’Connor, 
of the Shipping Board, indicated that the board would participate 
in such a conference if it were held. So far as can be learned 
in officials quarters at this time, however, there are no definite 
plans looking to the calling of a conference. 


TANKER TRAFFIC THROUGH CANAL 

In the fiscal year ended June 30, 1928, 1,121 tank ships tran- 
sited the Panama Canal, carrying a total of 5,829,722 tons of 
cargo, according to the Panama Canal Record. These vessels 
had an aggregate net tonnage, Panama Canal measurement, of 
6,243,969, and paid tolls amounting to $5,436,437.16. In the pre- 
ceding fiscal year there were 1,324 transits and tolls of $6,658,- 
806.90 were paid. Tons of cargo totaled 7,250,579. The decrease 
in 1928 as compared with 1927 was due to light shipments from 
California in the last half of the fiscal year of 1928. 

In the fiscal year 1928 tank ships comprised 17.3 per cent 
of the total commercial traffic through the canal; made up 21.2 
per cent of the total Panama Canal net tonnage; were the source 
of 20.1 per cent of the total tolls collected, and carried 19.7 
per cent of all cargo passing through the canal in commercial 
vessels. 


PORT ARBITRARY HEARING 


The Shipping Board has set for hearing at San Francisco, 
Calif., October 18, the complaint in No. 46, The Everett (Wash.) 
Chamber of Commerce and the Bellingham (Wash.) Chamber 
of Commerce vs. Luckenbach Steamship Co. et al., attacking 
the imposition of arbitraries against Everett and Bellingham. 
(See Traffic World, March 8, p. 552.) 


SPLIT DELIVERY HEARING 

The Shipping Board has set for hearing at San Francisco, 
Calif., October 15, and at New York, N. Y. November 7, the 
so-called split delivery case—No. 45, Associated Jobbers of Los 
Angeles vs. Argonaut Steamship Line et al. The proceeding 
involves the suspension of Rule 17, paragraph (d) of the U. S. 
Intercoastal Conference, relating to split deliveries, and the 
allegation of complainants that such suspension has resulted 
in undue and unreasonable prejudice; that split-delivery traffic 
is given undue and unreasonable preference of straight carload 
traffic; that persons, firms or corporations shipping or receiving 
split delivery are accorded undue and unreasonable advantage, 
in violation of section 16 of the shipping act, and that those 
who receive straight carload shipments are subjected to unjust, 
unreasonable and excessive rates and charges for the transpor- 
tation of straight carload shipments, in violation of section 18 
of the shipping act. 

The rule in issue provided that split deliveries of carload 
shipments between Pacific coast terminal ports would not be 
permitted except upon payment of L. C. L. rates on the entire 
quantity billed. The shipping Board recently denied motions 
to dismiss the complaint. 


PANAMA CANAL TRAFFIC 

Five hundred and nine commercial vessels transited the 
Panama Canal in July, exactly the number that transited the 
canal in July, 1927, according to a radiogram received by the 
Secretary of War from the governor of the Panama Canal. 
Tolls in July totaled $2,109,083.19. In the six months ended 
with July 3,118 commercial vessels transited the canal, as com- 
pared with 2,844 vessels in the corresponding period of 1927. 
Tolls for the six months totaled $12,908,997.87, as compared with 
$12,529,945.63 for the corresponding period of 1927. 


FLETCHER AGAINST SHIP SALES 


Further opposition to the Shipping Board selling the United 
States Lines was voiced by Senator Fletcher, of Florida, mem- 
ber of the Senate commerce committee, in a statement this 
week. The senator has commented heretofore on the proposal 
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of the Shipping Board to offer the lines for sale. He thinks g 
majority of the board is in favor of getting rid of the Ships, but 
that this will not be in accord with the intent of Congress as 
expressed in the two merchant marine acts—1920 and 1928 He 
said he had information from abroad that there was a tremep. 
dous amount of propaganda being spread in Germany and Eng. 
land in favor of the sale of the United States Lines ang that 
apparently foreign shipping interests were preparing to acquire 
the lines. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 28 totaled 
1,033,976 cars, according to the car service division of the 
American Railway Association. This was an increase of 160 
cars over the preceding week, increases being reported in the 
loading of grain and grain products, coal and forest products, 
Merchandise less than carload freight, miscellaneous freight 
live stock, coke and ore showed reductions under the week 
before. 

The total for the week ended July 28 was a decrease of 
10,721 cars under the same week in 1927, and a decrease of 
62,021 cars below the corresponding week two years ago. 

Revenue freight loading by districts the week ended July 98 
and for the corresponding period of 1927 was reported as follows: 


Eastern district: Grain and grain products, 6,175 and 10,660; live 
stock, 2,088 and 2,615; coal, 35,097 and 34,679; coke, 1,518 and 2,091: 
forest products, 5,271 and 5,693; ore, 5,770 and 6,457; merchandise, 
L. C. L., 69,750 and 69,030; miscellaneous, 108,376 and 104,504; total’ 
1928, 234,045; 1927, 235,729; 1926, 251,107. : 

Allegheny district: Grain and grain products, 3,219 and_ 5,557: 
live stock, 1,608 and 2,164; coal, 39,231 and 37,322; coke, 4,873 and 
4,721; forest products, 3,207 and 2,897; ore, 11,682 and 12,693; merchan- 
dise, L. C. L., 53,985 and 54,520; miscellaneous, 90,823 and 91,757: 
total, 1928, 208,628; 1927, 211,631; 1926, 224,600. : 

Pocahontas district: Grain and grain products, 207 and 435; live 
stock, 178 and 255; coal, 41,024 and 43,045; coke, 338 and 396; forest 
products, 1,608 and 2,160; ore, 151 and 117; merchandise, L. C. sL, 
7,263 and 7,480; miscellaneous, 6,196 and 6,038; total, 1928, 56,963; 
1927, 59,926; 1926, 61,840. 

Southern district: Grain and grain products, 4,089 and 4,024; live 
stock, 1,648 and 2,023; coal, 22,975 and 27,588; coke, 424 and 636; forest 
products, 19,790 and 22,500; ore, 856 and 1,076; merchandise, L. C. L., 
38,981 and 39,745; miscellaneous, 53,316 and 53,732; total, 1928, 142,079; 
1927, 151,324; 1926, 148,749. 

Northwestern district: Grain and grain products, 10,464 and 
10,522; live stock, 6,107 and 7,335; coal, 4,281 and 4,710; coke, 1,133 
and 1,176; forest products, 15,712 and 15,887; ore, 39,991 and 39,983; 
merchandise, L. C. L., 34,249 and 34,766; miscellaneous, 45,760 and 
45,564;* total, 1928, 157,697; 1927, 159,943; 1926, 167,780. 

Central Western district: Grain and grain products, 22,881 and 
20,807; live stock, 7,914 and 9,270; coal, 9,390 and 7,671; coke, 215 and 
334; forest products, 12,290 and 11,604; ore, 3,699 and 3,550; merchan- 
dise, L. C. L., 34,574 and 34,223; miscellaneous, 63,444 and 62,664; 
total, 1928, 154,407; 1927, 150,123; 1926, 162,205. 

Southwestern district: Grain and grain products, 8,230 and 6,796; 
live stock, 2,503 and 2,772; coal, 4,215 and 3,397; coke, 131 and 170; 
forest products, 7,890 and 8,803; ore, 428 and 566; merchandise, L. 
Cc. L., 16,390 and 16,981; miscellaneous, 40,368 and 36,536; total, 1928, 
80,155; 1927, 76,021; 1926, 79,716. 

Total, all roads: Grain and grain products, 55,265 and 58,801; live 
stock, 22,046 and 26,434; coal, 156,213 and 158,412; coke, 8,632 and 9,524; 
forest products, 65,768 and 69,544; ore, 62,577 and 64,442; merchandise, 

. C. L., 255,192 and 256,745; miscellaneous, 408,283 and 400,795; total, 
1928, 1,033,976; 1927, 1,044,697; 1926, 1,095,997. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 

Pour weeks in January. .....ccecevess 3,447,723 3,756,660 3,686,696 
Four weeks in February... ....ssccsees 3,589,694 3,801,918 3,677,332 
Five W6GKS in MATCH... 1... .ccccccese 4,752,031 4,982,547 4,805,700 
Pour W6EGES 1A AOril. «i... cccccevcssces 3,738,295 3,875,589 3,862,703 
FOUPr WEGES If: MABY..cccccvccccccssvcs 4,006,058 4,108,472 4,145,820 
AVG WORE TA DUNG aioe ence esecsccseeee 4,923,304 4,995,854 5,154,981 
POUP WEENS WR FOI vcs ccccccascesecevs 3,942,931 3,913,761 4,148,118 

ON 6.6656 65:69 665604540660 6004S 28,400,036 29,434,801 29,481,350 


RAILROAD FUEL COSTS 


In the five months ended with May the total cost of coal 
and fuel oil consumed by locomotives in Class I railroad road- 
train and switching-yard servise, switching and terminal com- 
panies not included, was $146,576,439, as compared with $162, 
985,822 in the same period of 1927, and $27,806,729 in May, as 
against $29,954,543 in May, 1927, according to the monthly 
statistics prepared by the Commission’s bureau of statistics from 
carrier reports. 

Net tons of coal consumed in the five months totaled 47, 
317,073, as against 50,081,338 in the same period of 1927. The 
average cost per net ton, exclusive of direct freight charges, 
was $2.15, as against $2.25 in the 1927 period. 

Net tons of coal consumed in May totaled 8,891,967, as 
against 9,308,262 in May, 1927. The average cost per nef ton, 
exclusive of direct freight charges, was $2.13, as against $2.20 
in May, 1927. 

Gallons of fuel oil consumed in the five months totaled 980, 
114,986, as against 979,795,411 in the same period of 1927. The 
average cost per gailon, exclusive of direct freight charges, was 
2.52 cents, as against 2.88 cents in the 1927 period. 

Gallons of fuel oil consumed in May totaled 198,043,405, as 
against 192,382,763 in May, 1927. The average cost per gallon, 


excluding direct freight charges, was 2.47 cents, as against 2.77 
cents in May, 1927. 
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Freight Rates 


Thirty-sixth of a Series of Fifty-two Articles on This Subject, Written for The Traffic Worlq 
by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Southern Interterritorial Rail-and-Water Rates 


For many years the water lines serving the ports of the 
South, in connection with the rail lines in the eastern section 
of Official Classification territory and the railroads of the South, 
have joined in making through rail-and-water rates between the 
East and the South. The coastwise steamship lines, in connec- 
tion with these rail carriers, fixed or assisted in setting the 
rates between eastern points and a large portion of the South. 
The rail-and-water and the all-water rates between north Atlantic 
and south Atlantic ports led the way, which the all-rail com- 
binations of lines were frequently forced to follow. 

The absorption of the short lines in the South into 
stronger systems seeking longer haul through all-rail traffic 
between the North and South or in rail-water traffic via the 
most northerly southern port, Norfolk, or the Virginia gateways, 
undermined, to some extent, the commanding position of the 
steamship lines serving the south Atlantic ports—Charleston, 
Savannah, and Jacksonville, and New Orleans and Mobile on 
the Gulf seaboard. The Commission found, in the southern 
class rate investigation, that, even to and from southern interior 
points, the schedules of rates maintained by the steamship lines 
in connection with their all-rail connections “compare well with 
the schedules of the all-rail routes.” 

The rail-and-water rates via north and south Atlantic ports 
affected not only the all-rail rates between the South and east- 
ern points, but the rates between the South and the Ohio River 
crossings. A parity of rates was maintained from 1879 to 1917 
between the all-rail rates from Louisville and the other Ohio 
River crossings and the water-rail rates from Baltimore to 
Atlanta. The Baltimore-Atlanta water-and-rail rates were the 
controlling rate in this firmly established but sensitive system 
of rate adjustments. The competition between the eastern sea- 
ports and the Ohio Valley cities for southern business was so 
keen that any change in the rates at one of these points re- 
quired that all the rates be changed to bring them back into line. 


This long established relationship was disrupted in 1917 by 
the decision of the Commission in the fifteen per cent rate 
case In this decision it reduced the differential between the 
all-rail and the water-rail rates from north Atlantic ports to the 
South. Baltimore had enjoyed differential rates to the so-called 
differential territory in the South substantially lower than the 
rates from other Eastern Trunk Line groups, and differential 
rail-and-water rates were provided also between other Trunk 
Line groups and southern groups and basing points related dif- 
ferentially or arbitrarily to the Baltimore-Atlanta rail-and-water 
rates. 

When the differentials between the all-rail and rail-and- 
water rates were reduced in 1917, the action was taken because 
of unusual war conditions. The Commission did not prescribe 
these changed differential relationships as permanent relations, 
but characterized them as expedients during the prevailing 
conditions. They were put in force with the definite understand- 
ing that, if the water lines received less than a fair proportion 
of the traffic when normalcy was restored, the scale of differ- 
entials existing in 1917 would be restored, in whole or in part, 
on thirty days’ notice from the initial water lines.’ 

The differentials had not been restored at the time of the 
original decision of the Commission in 1925, though testimony 
was introduced in this case, on behalf of several water lines, 
showing unsatisfactory earnings.‘ 

The first class differential relationship between all-rail and 
rail-and-water rates prior to 1917 was 12 cents, and in 1925, 9 
cents, despite horizontal changes in rates that should have 
produced a differential of 18 cents. The New York and Phila- 
delphia differentials, prior to 1917, were 7 cents. In 1925 these 
were 11 cents in each case. Boston, prior to 1917, had the same 
southbound basis as New York and Philadelphia, while in 1925 
the Boston rates were 7 cents higher, first class, than the New 
York and Philadelphia rates, via rail-and-water routes. 


Non-Concurrence Plan of Rate-Making 
Many of the rates published by the water lines applicable 
over joint rail-and-water, water-and-rail, or rail-water-and-rail 
routes between the North and the South were published on the 
non-concurrence plan. It is true that the rates published by 
the Merchants and Miners Transportation Company, a water 
line operating between Baltimore, Boston, New York, and Phila- 


1100 I. C. C. 678. 

245 I. C. C. 303. 

*Fifteen Per Cent Rate Case, 45 I. C. C. 308. 
4100 I. C. C. 513, 680 








delphia in the north Atlantic route and Savannah and Jac, 
sonville in the south Atlantic group, were concurred in by the 
Eastern Trunk Line carriers, when the rates applied betwee, 
interior points on certain of the Eastern Trunk Line Carriers 
including the Reading, the Pennsylvania, the Baltimore and 
Ohio, and the Western Maryland railroads. This, however, was 
the exceptional rather than the ruling system of rate making 

Rates published on the non-concurrence plan were Dub. 
lished by the steamship lines applicable between interior points 
in the East and interior southern points via routes including 
eastern railroads, coastwise steamship lines, and southern rajj. 
roads. The eastern railroads did not, as a rule, concur in thege 
rates. The water lines and the southern rail carriers absorbeq 
jointly the rates of the eastern carriers. In the majority of 
cases, the southern railroads and water lines were obliged to 
absorb the full local rates of the eastern trunk lines, though 
the New England railroads quite generally established propor. 
tional rates to the ports materially lower than the local rates 
in order to encourage coastwise rail-water-and-rail traffic. 

The local rates applicable between the ports and interior 
Trunk Line points advanced more rapidly between 1917 ang 
1925 than the rail-and-water rates to the disadvantage of the 
rail-and-water routes, which were obliged to absorb the eastern 
lines’ local rates. 


The Commission, until 1925, 
currence plan of making rates, 
in any formal hearing. Similar plans of constructing all-raj] 
joint rates were condemned by the Commission in several 
formal cases.’ In one of these cases it said: 


never challenged the non-con. 
though it never approved it 


There is no provision in the law for the establishment of through 
rates pd absorbing the local rates of another carrier for the purpose 
of establishing through rates over a through route composed of two 
or more carriers over which through route no joint through rate 
has been fixed by agreement.® 


The question of the propriety of rail-water-rate routes with 
rates established on the non-concurrence plan was _ presented 
squarely to the Commission for decision in the southern class 
rate investigation.’ 


The Transportation Act, 1920 


The law governing rail and water carrier relations was 
changed by the transportation act of 1920, which declared the 
policy of Congress to promote, encourage, and develop waterway 
transportation. It was declared to be the policy of Congress 
to assist in this manner by promoting and fostering water trans- 
portation service and facilities in connection with United States 
commerce to place and keep both rail and waterway trans- 
portation in full vigor.’ 


The Commission has commented that this legislation may 
be considered as terminating an era during which the railroads 
directed their efforts, with considerable success, toward the 
elimination or reduction of water competition. The act enm- 
powered the Commission to establish through routes, including 
water lines, even when routes so established short-hauled the 
rail lines in some instances.® 


The Commission, in commenting on the reasons for this 
treatment of joint rail-and-water routes, stated that, if water 
routes were dependent for feeders on rail lines that could de 
liver traffic to them without short-hauling themselves, they would 
draw little traffic from the interior, except at ports like St. 
Louis, which happen to be the meeting points of rail lines 
serving different territories. Carrying this thought to its logical 
conclusion, if the rail lines were owned by a great many inde 
pendent companies, the water routes would have a great many 
feeders; but if the rail lines were all one consolidated system, it 
would be wholly deprived of feeders. Yet the status of water 
transportation, as a useful and economical means of trans 
portation, would be the same in the one case as in the other. 

The Commission stated further that the usefulness of water 
routes to interior points ought not to be dependent on the 
extent to which the rail lines were consolidated. Congress has 
wisely recognized this principle in framing the law. Joint 
rates over rail-and-water routes should be divided without regard 
to the extent to which the rail carriers may be short-hauled, 
and not on a plan (such as the non-concurrence plan) that is 





me See 7 1. C. C. $238: 26 1. C. C. 169; 49 1. C. C. 902 and 63 LC. © 
~ "626 I. C. C. 169, 173. 

7100 I. C. C. 513, 681. 

‘Transportation Act, 1920, Section 500. 
"Interstate Commerce Act, Section 15, Paragraph 4. 
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WORLD-WIDE FREIGHT SERVICES 





HE fact that they sail under the Amer- 

ican flag—reach ports in all parts of 
the world—carry their cargoes safely and 
promptly to their destinations— and are 
under the direction of experienced Amer- 
ican operators whose advice has proven 
very helpful—has made the freight ser- 
vices operated for the United States Ship- 
ping Board an important factor in the 
expansion and enlargement of the export 
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*AMERICA FRANCE LINE 
Cosmopolitan Shipping Co., Inc. 
42 Broadway, New York City 

North Atlantic to French ports 


*AMERICAN BRAZIL LINE 
Colombian Steamship Co., Inc. 

17 Battery Place, New York City 
Monthly sailings from Philadelphia, 
New York, Savannah and Jackson- 

ville to ports in Northern Brazil 


*,.MERICAN DIAMOND LINES 
Black Diamond S. S. Corp. 
67 Exchange Place, New York City 
North Atlantic ports to Rotterdam, 
Holland, and Antwerp, Belgium 


DIXIE UK LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
New Orleans, La. 
New Orleans to United Kingdom 


DIXIE MEDIT. LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
New Orleans, La. 

New Orleans to Mediterranean ports 


*ATL. AUSTRALIAN LINE 
Roosevelt S. S. Co., Inc. 
11 Broadway, New York City 
New York to Australian ports 


*AMERICAN INDIA LINE 
Roosevele S. S. Co., Inc. 
11 Broadway, New York City 
North Atlantic ports to Indian ports 


Periodically the above two lines 
combine on an around the world 
service via the Suez Canal. 





* Accommodations available for a 
limited number of passengers. 





AMER. MERCHANT LINES 
J. H. Winchester & Co., Inc. 
17 Battery Place, New York City 
Passenger and freight services to 
United Kingdom ports 


GULF BRAZIL 
RIVER PLATE LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Bldg. 
New Orleans, La. 
Gulf ports to Brazil and River Plate 
ports, east coast of South America 


TEXAS MEDIT. LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Tex. 

Texas to Mediterranean ports 
MISSISSIPPI VALLEY 
EUROPEAN LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Building 
New Orleans, La. 

New Orleans to French Atlantic and 
Belgian ports 





Your Export TRADE 


trade of progressive American shippers. 

Specify American ships for your for- 
eign trade—there are 275 of them com- 
prising 24 lines and they sail from Atlantic 
Coast and Gulf Ports to ports in the 
United Kingdom, Irish Free State, Conti- 
nental Europe, South America, the Orient, 
Dutch East Indies, Australasia, India and 
Africa—as a matter of fact, to all parts 


of the world. 


MOBILE OCEANIC LINE 
Waterman S. S. Corp. 
Mobile, Ala. 

Mobile and Eastern Gulf ports to 
United Kingdom and continental 
European ports 


AMERICAN PALMETTO LINE 
South Atlantic Steamship Line 
Bay Street, East, Savannah, Ga. 
South Atlantic to United Kingdom 
and continental European ports 


AMERICAN PIONEER LINE 
(Atlantic Division) 
Roosevelt S. S. Co. 


11 Broadway, New York City 
. Atl. ports to Orient and 
Dutch E., I. 


AMERICAN PIONEER LINE 
(Gulf Division) 
Tampa Interocean S. S. Co. 
Whitney Bldg., New Orleans, La. 


Gulf ports to Orient and Dutch E. I. 


Passenger Services. Included in these services are the 
speedy passenger vessels of the United States Lines sail- 
ing from New York to principal European ports, also 
the American Merchant Lines ships which sail weekly 
between New York and London offering passenger ac- 
commodations at remarkably reasonable rates. 

For complete information on either freightor passenger 
services as to rates, ships, dates of sailing, etc., write to 

































UNITED STATES 
SHIPPING BOARD 


Merchant Fleet. 
Corporation. 
WASHINGTON, D. C. 












AMERICAN REPUBLICS LINE 
C. H. Sprague & Son, Inc. 

33 Broad St., Boston, Mass. 
North and South Atlantic ports to 
Brazil and River Plate ports, east 

coast of South America 
YANKEE LINE 
Rogers & Webb 
110 State Street, Boston, Mass. 
North Atlantic to German ports 
TEXAS UKAY LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Tex. 

Texas to United Kingdom ports 
ORIOLE LINES 
Consolidated Navigation Co. 
Citizens National Bank Building 
Baltimore, Md. 

North Atlantic ports to west coast 
of United Kingdom and Irish ports 


SOUTHERN STATES LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 
925 Whitney Central Building 

New Orleans, La. 
New Orleans and Texas ports to 
German and Holland ports 


GULF WEST MEDIT. LINE 
Tampa Interocean S. S. Co. 
917 Whitney Building 
New Orleans, La. 

Gulf and South Atlantic ports to 
Portuguese, Spanish, and North Af- 
rican ports (west of Bizerta) 
TEXAS STAR LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 
925 Whitney Central Building 
New Orleans, La. 

Texas to French and Belgian ports 
UNITED STATES LINES 
45 Broadway, New York City 
Passenger, mail, freight services to 
England, Ireland, France and 
Germany 
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designed to discourage water competition or render imprac- 
ticable the use of joint rail-and-water rates.” 

The Commission observed, in the case of the War Depart- 
ment versus the Abilene and Southern Railway et al., that the 
record showed that the exaction by the rail lines of their local 
rates as divisions, under circumstances such as those outlined 
above, had for its admitted purpose the protection of the long 
haul for the benefit of the rail carriers.” 

The act to regulate commerce, as amended, provides, in 
connection with through rail-and-water rates and routes, that 
each common carrier subject to the provisions of the act must 
file with the Commission its schedules showing all rates, fares 
and charges for transportation between points on its own route 
and points on the route of any other carrier by railroad, by 
pipe line, or by water, when a through route and joint rate have 
been established. If no joint rate over the through route has 
been established, the several carriers in the through route 
must file the separately established rates, fare, and charges 
applied in combination to the through transportation.” 

Transportation over through routes in interstate commerce 
must be charged for either at joint through rates, or at com- 
bination rates made up of the separately established rates of 
the several carriers making up the through routes. Rates estab- 
lished over such routes in interstate commerce must be con- 
tained in joint tariffs naming each carrier party to the tariffs, 
and the carriers other than those filing them must concur in 
them and file evidence of concurrence with the Commission.” 

The Commission has complete power over the publication 
of joint rail-and-water rates and tariffs and can, therefore, pre- 
scribe the form and manner of publication and application. The 
non-concurrence plan of making joint rates between the East 
and South was held by the Commission to conform neither to 
the method of publishing rates by joint rate arrangements nor 
to the method of combining local rates, since the northern lines 
did not concur in the rates. 

Rates made by the non-concurrence plan have disadvantages 
in that the non-concurring lines were not obliged to post the 
through tariffs at their stations for the use of the public, and, 
further, that the payment to the northern lines of the full local 
rates to the north Atlantic ports reduced the amounts paid 
the southern lines for the hauls between the southern ports 
and interior points to amounts less than their local rates. 

The Commission recognized this anomaly and stated, in its 
decision in the southern class rate investigation, that, if the 
rail-water-rail routes from eastern interior points ought, in the 
public interest, to be kept open, the eastern rail lines should 
share in the responsibilities and burdens by participating in 
reasonable joint rates." 

The power of the Commission to prescribe through routes 
and joint rates in interstate commerce in connection with water 
lines is firmly established by law, extending even to routes that 
result in the short-hauling of certain rail carriers when the estab- 
lishment of joint rates and routes is in the interest of the public. 
The Commission exercised this power in the southern rate in- 
vestigation and found that: 


1. The non-concurrence plan of publishing rail-water-and-rail 
rates between interior points in eastern territory and interior points 
in southern territory should be discontinued. 

2. Joint rail-water-and-rail class rates 
sirable in the public interest. 

3. Joint rail-water-and-rail rates should be established and main- 
taiged between interior eastern and southern points in all cases 
where maximum reasonable rail-water-and-rail yates were  pre- 
scribed by the Commission.% 


Present Rail-and-Water Rates 


are necessary and de- 


The Commission, after an extensive investigation into com- 
parative costs of transportation by water, of constructive mile- 
age, of commercial and railroad and water line competition, and 
of the law, set up a system of related through all-rail rates and 
water-and-rail rates designed to meet the conditions surround- 
ing the movement of traffic between eastern and southern ter- 
ritories, where routes via rail-and-water furnish an economical 
and efficient means of transportation. It found that interter- 
ritorial rates applicable to such traffic should be fixed with due 
consideration to the reasonably direct all-rail rates and rea- 
sonably direct rail-and-water routes. 


Due to the varying distances via the several rail-and-water 
gateways between the East and the South, it was impracticable 
to work out any adequate adjustment without using fairly ex- 
tensive rate groups in the South. The South was, therefore, 
divided into thirty rate groups numbered from 1 to 30, inclusive, 
with twenty-one lettered sub-groups designated by the letters 
A or B—forty-nine groups and sub-groups in all. Eastern ter- 
ritory was provided with twenty-two representative key points 
which the carriers were directed to use in constructing reason- 
able groups. 

Maximum reasonable all-rail 


and rail-water-and-rail first 





7 i. ©. ©. 217. 

Te ds €. ©. Bet, 36. 
Interstate Commerce Act, Section 6, Paragraph 1. 
Ibid, Section 6, Paragraph 4. 

14100 I. C. C. 518, 682-683. 

Find 16, 100 I. C. C. 5138, 514 and 683. 
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class rates governed Dy the Southern Classification are pr 
scribed to be used between these key points in easterp os 
ritory and the southern rate groups. No definite differentia) 
spreads are prescribed. Where the rail-and-water routes be. 
tween certain north Atlantic ports and southern groups ay, 
clearly more economical than the all-rail routes between the 
same points, the water-and-rail rates are somewhat higher and 
the all-rail rates are somewhat lower than they would be j 
they were determined separately. If the reverse is true, the 
differential spreads are narrowed to encourage competition 
Definite differentials in all cases are impracticable because gy¢, 
uniform differentials would involve a departure from the gep. 
erally recognized principle that differentials should increase 
with distance. Such differentials would also produce rates oy 
of harmony with the all-rail mileage rates prescribed by the 
Commission in the southern class rate investigation. Uniform 
differentials, if applied, would also ignore plain differences jy 
transportation conditions existing between all-rail and combina. 
tion rail-and-water routes. 

The differential relationships, therefore, are dictated by 
conditions of competition and expediency rather than by the 
application of any uniform rule. Near the south Atlantic ports, 
where the rail-and-water routes from the eastern or north At. 




































































































Table No. 1 


MAXIMUM FIRST CLASS RATES VIA ALL-RAIL AND RAIL- 
AND-WATER, OR RAIL-WATER-AND-RAIL ROUTES BR- 
TWEEN KEY POINTS IN EASTERN TERRITORY AND SE- 
LECTED REPRESENTATIVE RATE GROUPS IN SOUTHERN 
TERRITORY. 

Southern Rate Groups Numbers Shown Below: Rates, First Class, 
in Cents Per One Hundred Pounds: 

Group 7-A 
Group 22-A Charles- 
New Orleans, La. ton, S.C. 
Eastern All Water All Water All Water 
Key Points & Rail Rail & Rail Rail & Rail 

Baltimore 171 238 233 154 

Philadelphia 183 245 243 162 

New York 93 183 251 243 170 

Boston 195 264 253 187 

Providence 195 264 253 187 

Albany 202 264 259 187 


Group 10 
Atlanta, Ga. 


Syracuse 209 262 262 193 
Watertown g 215 268 268 199 


Ogdensburg 220 204 
Rochester Rice ee 196 
Johnsonburg 2 cas —— Sate 188 
Altoona 200 or baa 178 
Cumberland g ee ee oe 167 
Harrisburg 183 § 245 162 
Reading 183 : 245 162 
Scranton 2 ee 26 See 178 
Port Jervis 194 254 180 
Hagerstown 8 183 e 163 
Washington 8 174 236 154 
Pope’s Creek 183 245 163 
Clarksburg a yak ats ieee 
Pittsburgh sete ee ere 188 
Buffalo cas erik jets 206 


lantic ports have a marked advantage, the spread between the 
all-rail and the rail-and-water or rail-water-and-rail rates is rel- 
atively great. To southern points more remote from the coast 
the spread decreases until it finally vanishes. 

The spread between all-rail and rail-and-water or rail-water- 
and-rail rates is greater from New York than from Baltimore, 
and greater from Boston:than from New York. From interior 
eastern points the spreads are smaller than at the ports or in 
the South. 

The Commission, in establishing maximum rail-and-water 
rates and the relationship between all-rail and combination rail- 
and-water rates, has considered and given weight to a half dozen 
factors: 


1. The rates in existence via these routes in 1925. 

2. The rates proposed, by the carriers in the southern class rate 
investigation. 

3. The rates recommended in the proposed report in the southern 
class rate investigation as worked out for use in the traffic test of 
1924 in this investigation. ; , 

4. The average all-rail rates from each key point in eastern terrl- 
tory to each group in the south which would result from. the appli- 
cation of the mileage scale of rates prescribed for application 
all-rail routes in the order of the Commission in the southern class 
rate investigation case. ’ 

5. The criticisms of the constructive mileages used in the Ppro- 
posed report in the southern class rate investigation offered in the 
briefs filed by parties in this case. F 

6. The determination of the Commission to avoid fourth-secttl 
departures over reasonably direct routes by all rail, by rail-water-ane 
rail, or by water-and-rail.? ‘ . 

Table No. 1 is representative of the maximum first class 
rates prescribed by the Commission for interterritorial applica 
tion between the eastern key points and the southern rale 
groups. Rates lower than first class are constructed by apply: 
ing the standard southern class rate relationship and by Te 
solving fractions of a cent to the nearest whole cent. ~— 
no maximum rates are provided, the all-rail rates are governe 


by the southern territorial scale, subject to the alternative 4P 


16100 I. C. C. 513, 701. 
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o the Man 9 


who has the power of } 
final decision... Dallas ¥ 
presents an enlightening; 
Market Comparison... 


AS “THE MAN with power of 
decision” to whom this is ad- 
dressed, you probably know from 
personal observation a great deal 
about Dallas and the Great South- 
west. You’ve probably watched 
over a period of years the tremen- 
dous growth in population; the in- 
creasing wealth and purchasing 
power and the astonishing building 
activities of Dallas, Fort Worth, 
Houston, San Antonio, Oklahoma 
City, Tulsa, Shreveport, Little 
Rock, Fort Smith and other South- 
western cities. 

But in your rapid swings 
throughout your different markets, 
feeling the pulse of your national 
distribution system, perhaps even 
you have not fully realized just 
how far the Southwest has pro- 
gressed .. in direct comparison with 
other major unit markets. 


For instance—are you aware that 
the annual purchasing power of 
the four Southwestern States is 
greater than that of the seven 
Southeastern States or the eight 
Mountain States; and that the 
Southwest now compares favorably 
with the great Pacific Coast area; 
that the Southwest has a larger 
population than the Pacific Coast 
States and Mountain States com- 
bined and in white population is 
only slightly under that of the 
seven Southeastern States? 
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Have you realized that in the 
annual production of new wealth, 
based on value of Livestock and 
Crops, Minerals and Manufactured 
Products, the Southwest leads by 
over one-quarter Billion Dollars 
any of the other three marketing 
areas shown above? 

Do you know that more than 
one-half of the American Cotton, 
more than 60% of the Petroleum, 
more than 75% of the Mohair is 
produced in the four states that 
make up the great unit market of 
the Southwest? 

There are other surprising com- 
parisons that will interest you. For 
that reason Dallas has prepared 
and will send you on request a spe- 
cial report, “The Southwest—Six 
Billion Dollar Market—Twelve 
Million Population—an analysis of 
its Economic Progress and a com- 
parison with other major Markets.” 


In addition to this important re- 
port, there are six others, any or all 





allas 


Industrial and Distribution Center of 
the Southwest -Twelve Million People 
Six Billion Dollar Market « « eee 


6. 
7. 


of which will be sent on request. 
They are all based on facts as dis- 
closed by exhaustive surveys made 
by two of America’s leading firms 
of Market and Industrial Engi- 
neers. Or if a specific report, di- 
rectly relative to the marketing or 
manufacturing problems of your 
business is required, we are pre- 
pared to supply this confidential 
information. 


Industrial Dallas, Inc. 
1128 Chamber of Commerce Bldg., Dallas 


1. MARKET MAP OF 
TH E SOUTHWEST 
—seven colors. A 
Graphic Market Chart. 


2. TH E SOUTHWEST 
—Six Billion Dollar 
Market. A Market an- 
alysis and comparison 
with other major mar- 
kets. 

3. DALLAS — DIS- 
TRIBUTION CEN- 
TER. Showing the 
facilities of Dallas for 
serving the entire 
Southwest. 

. INDUSTRIAL SUR- 
VEY OF DALLAS. 
Showing opportunities 
for specific “Industrial 
Investment.” 

5. DALLAS AS A CITY 

IN WHICH TO 

LIVE, proving that it’s 

not all work and no 
lay in Dallas. 

LS H E GROWTH OF 

DALLAS. Showing a 

trend of progress that 

safeguards Industrial In- 
vestment. 

TEXAS CORPORA- 

TION LAWS. An 

analysis of Texas Laws 

as they effect business 
progress. 


> 





All or any of the 
seven of these spe- 
cial informative 
reports will be 
mailed executives 
who request them, 
A copy of each 
should be on your 
desk. 
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Plication of the differential rates from the gateways, which 
were discussed in the article immediately preceding this one. 
In such cases the Commission found there was no reasonable 
route partly by rail and partly by water that could properly 
have influence in the interterritorial rate structure, and no rates 
need be published by the carriers.” 


Types of Rail-and-Water Rates 


Throughout this article the non-concurrence plan of rate- 
making used by rail and water carriers has been discussed in the 
terms used by the Commission and, in the opinion of the writer, 
this terminology is likely to be misleading. In general, there 
are three plans of constructing rail-and-water rates: 


1. By the full concurrence or participating plan, as where an 
eastern rail line, a water line, and a southern rail carrier establish 
through routes and through joint rates divided among the participat- 
ing carriers according to agreed divisions. This is the plan pre- 
scribed by the Commission to be used in the construction of inter- 
territorial rail-and-water rates following the southern class rate in- 
vestigation decisions. 

2. By the non-concurrence plan, where the water line establishes 
a through joint rail-water-and-rail rate and pays the rail carriers 
at both ends of the route their full local rates, the water carrier 
taking for its portion of the joint rates whatever is left after paying 
the rail lines their full locals. 

3. By the ‘partial’? non-concurrence plan or the partial partici- 
pating plan, the plan termed by the Commission in this case the 
“non-concurrence” plan. Under this method of rate construction, the 
joint through rail-water-and-rail routes are established and the 
through joint rates are shared by the water lines and the rail lines 
at one end of the joint hauls after the full locals are paid to the 
non-concurring rail lines at the other end. This is the plan used 
before the orders of the Commission in the southern class rate in- 
vestigation, and the one referred to by the Commission as the ‘‘non- 
concurrence’”’ plan. The eastern carriers received their full local rates 
between the ports and the interior points as non-concurring lines, 
while the southern carriers participated with the water lines in the 
division of the through joint rates after the eastern lines had re- 
ceived their full local rates. 


MSee 128 I, C. C. 567, 604-606. 





LUMBER SHIPMENTS 


Substantial increase in shipments featured the lumber 
movement the week ended July 28, according to the weekly 
analyiss of the National Lumber Manufacturers’ Association 
based on reports from 848 of the country’s leading softwood 
and hardwood mills. There was some recession in production, 
but orders showed an appreciable gain, despite the fact that 
there were thirteen fewer mills reporting than for the week 
before. Production amounted to 339,084,000 feet; shipments, 
374,478,000 feet and orders, 360,938,000 feet. In the softwood 
branch of the industry, shipments were higher by more than 
17,000,000 feet, while orders increased by 4,247,000 feet; pro- 
duction dropped 15,000,000 feet. Conditions on the hardwood 
side were steady, with slight variations in all three items, as 
compared with the corresponding figures for the week before. 

The national lumber movement the week ended August 4 
continued at the high level established earlier in the year, ac- 
cording to the analysis the National Lumber Manufacturers’ 
Association based on reports from 745 leading softwood and 
hardwood mills of the country. Production for the period gained 
slightly, shipments dropped about 6,000,000 feet and new busi- 
ness was steady, compared with the week before. Due to the 
fact, however, that there were 27 fewer mills reporting, the 
current figures represent a considerable increase in all three 
items, as mill averages were much higher. In the softwood 
branch of the industry, production increased by 3,549,000 feet 
and shipments and orders declined 3,609,000 and 1,147,000 feet, 
respectively. On the hardwood: side, orders gained appreciably. 
Combined figures: production, 348,381,000 feet; shipments, 376,- 
421,000 feet; orders, 368,929,000 feet. 

The following table compares the lumber movement as 
reflected by the reporting mills of eight softwood, and two 
hardwood, regional associations, for the two weeks indicated; 
000’s omitted: 


Preceding 


Past Week Week, 1928 (Revised) 


Softwood Hardwood Softwood Hardwood 
Mills (or units*) ...... 454 366 464 390 
sp ee 298,519 49,862 294,970 50,644 
POMEIGMTS. 64.6 00 0000 06-000 316,884 59,537 320,493 61,797 
Orders (new bus.) ..... 310,548 58,381 311,695 57,069 





*A unit is 35,000 feet of daily production capacity. 


RAIL EMPLOYMENT STABILITY 


The subject of stability of railroad employment is discussed 
in the August issue of the Monthly Labor Review of the bureau 
of labor statistics of the Department of Labor, in an article 
prepared by Walter H. Dunlap, based on statistics obtained 
from the files of the Interstate Commerce Commission. Clerks 
and telegraphers, according to the study, had the best oppor- 
tunity for employment. They were closely followed by ma- 
chinists. The next best showing was for yard brakemen. 
Stability of employment for freight firemen was shown to be 
considerably below that of yard brakemen. It was pointed out, 
however, that as to individual roads, the averages did not hold 
good in some cases. 
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| Questions and Answers | 


u 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. . : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may my ay? to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 





Reconsignment—Application of Jones’ |. C. C. U. S. 1 to Recon. 
signed Shipments Subject to Tariff Rate to and 
from Point of Reconsignment 

Ilinois—Question: We recently had a carload of brick 
shipped from Streator, Ill., to St. Cloud, Minn., and reconsigneq 
from St. Cloud back to St. Paul Minn. 

The rates from Streator to St. Cloud are based on the 
combination of local rates to and from Minneapolis. These 
local rates are subject to the rules for constructing combina. 
tion rates as provided in Jones’ 228. 

As stated before, these cars were reconsigned from &t. 
Cloud back to St. Paul without being unloaded and the regular 
local rate was assessed from St. Cloud to St. Paul. Carriers 
contend that it is O. K. to use the combination rule from 
Streator to St. Cloud but on the factor of the rate from St. 
Cloud to St. Paul, the combination rule may not be applied. 
It is their contention that it is not a through continuous move. 
ment. 

As the shipment was not unloaded at St. Cloud and the 
consignee paid reconsigning charges to reconsign the car from 
St. Cloud to St. Paul, we contend that it is a through continuous 
movement from Streator to St. Paul via St. Cloud. 

Do you know of any decisions that might affect this matter? 

Answer: In National Lumber Co. vs. N. & W. Ry. Co., 88 
I. C. C. 357, the Commission said with regard to a carload ship- 
ment of lumber which moved from Fox, Ala., to Hagerstown, 
Md., and was at that point reconsigned to Norfolk, Va., as 
follows: 


The transportation charges assessed were based on the separate 
rates of 45.5 and 31.5 cents per 100 pounds, to and beyond Hagers- 
town, while complainants contend for the application of an aggregate 
rate of 72 cents per 100 pounds, arrived at by using Agent Kelly's 
I. C. C., N. S. No. 1. But the defendant’s reconsignment tariff expressly 
provided that: “If a car has been placed for unloading at original 
billed destination and reforwarded therefrom without being unloaded, 
to a point outside of the switching limits, it will be subject to the 
published rates to and from the point of reconsignment, plus * * * 
reconsignment charges * * *,’’ and as the car in question was 
reconsigned under directions received by defendant’s agent at Hagers- 
town, after it had been placed for unloading, the rule in Agent Kelly's 
tariff was not applicable and the legal charges were assessed. 


Rule 2 of the reconsigning tariffs reads as follows: 


These rules and charges will apply whether shipments are han- 
dled at local rates, joint rates, or combination of intermediate rates. 
The through rate to be applied under these rules is the rate from 
point of origin over the route of movement via the diversion, recon- 
signment or reforwarding point to final destination in effect on date 
of shipment from point of origin, except that combination of tariff 
rates to and from point of reconsignment, plus reconsignment charges, 
were applicable, will apply where authorized under rules 12 and 13. 
If the rate from original point of shipment to final destination is not 
applicable over the route of movement through the point at which 
the car is diverted, reconsigned or reforwarded in connection with 
this line, the tariff rates in effect to and from the diversion, recon- 
signment, or reforwarding point over the route of movement will 
apply, plus diversion or reconsignment charges, except that if a 
lower combination of rates is lawfully applicable over the route of 
movement such lower combination of rates, plus diversion or recon- 
signment charges, will apply. 


Under the provisions of the reconsigning tariff which con- 
tains a rule reading as that quoted above, it is our opinion that 
the provisions of Agent Jones’ Tariff I. C. C. U. S. 1 are not 
applicable to a shipment which is subject to the provision of 
this rule of the reconsigning tariff which states that if the rate 
from original point of shipment to final destination is not ap- 
plicable over the route of movement through the point at which 
the car is diverted, reconsigned or reforwarded in connection 
with this line, the tariff rates in effect to and from the diversion, 
reconsignment or reforwarding point over the route of move- 
ment will apply, plus diversion or reconsignment charges. 
Tariff Interpretation—Application of Rates in Colorado Common 

Point Territory 

Tenn.-Va.—Question: In item 5440, page 204, of Agent 
Boyd’s I. C. C. A-1830 (Freight Tariff No. 111-F), a rate of $1.14% 
is published on rock crushers between (except as otherwise 
provided) Denver, Colo., and Memphis, Tenn. 

In the body of the page just over the rate in question, the 
following is shown (westbound—subject to item No. 520). 

Our contention is that this rate will apply on eastbound 
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traffic as well as westbound and that the westbound rate is 
subject to item 520, but the railroad claims that this rate is 
only applicable on westbound traffic and that the class rate of 
$1.22 as published in the same tariff applies on eastbound traffic. 

We would appreciate it very much if you would give us 
your views in this connection. 

Answer: In our opinion, the terms “eastbound” and “west- 
bound” as used in section 2 of Agent Boyd’s Tariff I. C. C. No. 
A-1830, limit the application of the rates in such a manner as 
to make inapplicable the rates in both directions where either 
of these terms is used. The rates in section 2, it will be ob- 
served, apply in accordance with the heading “Between” (except 
as otherwise provided). In item 2470 rates are published for 
application both eastbound and westbound, there being a dif- 
ference in the rates published to and from the St. Paul group, 
a rate of $1.28 applying eastbound and $1.25 westbound. We 
do not believe that the Commission would construe the tariff 
as you have construed it, i. e., that where the term “westbound 
—subject to item No. 520” is used, the rates apply between, 
but that the westbound rates are subject to item 520. As a 
matter of fact, all of the westbound commodity rates in this 
tariff are subject to item 520, it being our opinion that the 
terms “westbound” or “eastbound” limit the application of the 
rates to one direction, the direction depending upon the term 
used. 

Tariff Interpretation—Application of Rates 

Pennsylvania.—Question: We are not at all clear as to the 
effect of Curlett’s I. C. C. A-200 on several agency tariffs which 
were effective prior to the publication of Curlett’s issue. This 
tariff (I. C. C. A-200), publishes rates via both all-rail and rail- 
water-rail, from points in New England and Trunk Line terri- 
tory to points in the south and southeast. 

We are still receiving supplements to several older tariffs; 
namely, Speiden’s S. E. Miss. Valley 79-C, I. C. C. 901; Agent 
Wilson’s I. C. C. A-143; Clyde Steamship Co.’s 750-D, I. C. C. 
507, as well as some other issues. 

Can you advise us as to the extent of the effect of Curlett’s 
A-200 on the south and southeastern rate situation? 

Answer: In so far as Agent Speiden’s Tariff, I. C. C. 901, is 
concerned, it will be observed that, in accordance with supple- 
ment No. 31, the rates therein are canceled, effective January 
15, 1928, the effective date of Agent Curlett’s Tariff I. C. C. A-201, 
except as provided in notes 1 to 5, inclusive. This cancellation 
notice has been reissued in supplement No. 34. You will find, by 
reference to the other tariffs referred to by you, that the extent 
of the cancellation of the rates therein is specifically provided 
for in the supplement thereto, effective January 15, 1928, as in 
the case of Agent Speiden’s Tariff I. C. C. 901. 

Tariff Interpretation—Application of Rule 10 to Articles Subject 
to Rule 34 

lowa. Question: The question involved is application of 
rule 10 of Consolidated Classification No. 5 in connection with 
rule 34 thereof. The writer does not find provision in rule 10 
to use rule 34 in any instance, but rule 10 does refer to rule 
14, which sets the minimum carload weight as the lowest basis 
on which carload rating will apply, again supporting my posi- 
tion, which follows: 

In the case of a shipment of 3,000 pounds of oil, 2,000 pounds 
iron machinery parts and 16,500 pounds of power washing ma- 
chines, total weight 21,500 pounds, as shown below: 





Minimum 
® Minimum Weight 4Shipment 
. Weight Applying Loaded 
Commodity Carload Rule 34 Pounds 
EEE er 26,000 29,120 13,000 
Iron machinery parts........ 24,000 26,880 22,000 
Washing machines .......... 16,000 17,920 316,500 
21,500> 


Subject third through L. C. L.; C. L. fifth through. 
*Subject second through L. C. L.; C. L. West A East fifth. 
*Subject first through L. C. L.; C. L. fourth through. 
‘Forty foot car ordered. 

The shipment in question moved from point in Iowa to 
Central Freight Association territory, and therefore was covered 
by the Western Classification as well as Official Classification. 

Will you also let me have your views in the case of a similar 
shipment moving under Western Classification only? In the 
mixture, as shown above, are we to apply a minimum of 26,000 
pounds on the entire shipment at the highest C. L. rate, or 
must we use minimum of 29,120 pounds at the highest C. L. 
rate? 

By figuring 21,500 pounds and applying minimum weight 
26,000, rate of 62 cents per cwt., the charges would figure $161.20, 
by applying minimum of 16,500 pounds washing machines, rate 
62 cents, charges would figure $122.30, and then using L. C. L. 
rate of 83 cents actual weight on 3,000 pounds oil or $24.90, 
also actual weight 2,000 pounds at L. C. L. rate of $1.06% on 
the machinery parts, the charges would figure $21.30, or total 
charge of $168.50. This basis being the carload rate and weight 
on the washing machines and L. C. L. rate and actual weight 
on the balance of the shipments, which you will notice figures 
higher than applying the 26,000 pounds minimum at 62 cents, or 
$161.20. 
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It is the writer’s impression that we cannot apply rule 34 
when we use rule 10 of Consolidated Classification No. 5, but 
I will thank you for your interpretation on this subject. 

Answer: Our views with respect to the application of ry, 
10 to articles subject to rule 34 are set forth in our answer to 
“Pennsylvania” under the above caption on page 98 of the July 
14, 1928, Traffic World. We can locate no opinion of the Com. 
mission directly in point. However, see the Commission’s opip. 
ion in M’Cormick Bros. Co. vs. A. & V. Ry. Co., 136 I. C. ¢. 79 
It seems apparent that the shipments covered by this report 
were subjected to the minimum weight for the size of car ordereg, 

However, the proper application of the provisions of the 
rule does not seem to have been a point in issue in the cage 
Liability of Carrier for Loss Where Tank Car Furnished by 

Shipper 

Michigan.—Question: Under date of December 24, 1997 
there was loaded from Seattle, Wash., GRYX car 458 containing 
china wood oil. 

This car was inspected and the coils found to be in perfect 
condition, that is, in accordance with tank car inspection cer. 
tificate. On arrival in our siding at Detroit, when we applieq 
the steam we found the coils to be defective, and we were 
unable to thaw the contents. 

We filed claim for loss of material with the Michigan Cep. 
tral Railroad and they have declined payment of same, stating 
that, due to the fact that the car showed no outward damage, 
they were not responsible, and the shipper declined the respop. 
sibility, due to the fact that the car was properly inspected 
before loading. 

I would thank you, if possible, to advise just where the 
responsibility should be placed, and if you have any decisions 
that would assist us in the collection of this claim. 

Answer: With respect to this question, see our answer to 
“Maryland” under the caption, “Liability of Carrier for Loss 
from Tank Car Furnished by Shipper,” on page 1510 of the De. 
cember 24, 1927, Traffic World. The cases referred to in this 
answer relate to loss and transit of goods loaded into a tank 
car by reason of defects in the car. In our opinion, however, 
the same principles would apply to an instance such as that 
cited by you, and that by the weight of authority, the burden 
would be upon you to prove that your loss could have been 
prevented by reasonable diligence on the part of the carrier 
in inspecting the car, or that negligence on the part of the 
carrier caused or contributed to the damage after the delivery 
of the car to it. 

Tariff Interpretation 


Massachusetts.—Question: Will you kindly give us your 
opinion relative to the following: 

A commodity tariff reads “Fertilizer” without any qualifica- 
tion. There are various ingredients shipped for fertilizer, such 
as nitrate of soda, potash, acid phosphate, and described on the 
bill of lading as such. These dfferent articles are used as a 
complete fertilizer, but they are specifically provided for in the 
classification. Would the commodity rate, under the tariff read- 
ing as specified above, apply on these commodities, or must 
the classification cover? We believe the Interstate Commerce 
Commission has rendered some opinion on situations of this 
kind. 

Answer: With respect to this question, see the Commis- 
mission’s decisions in Sunbury Converting Works vs. P. R. R. 
Co., 132 I. C. C. 230; Lanier Bros. vs. L. & N., 52 I. C. C. 580, 
581, and Virginia-Carolina Chemical Co. vs. A. C. L., 22 I. C. C. 
394, 396. In the first case cited the Commission said: 


Hydrogen peroxide (hydrogen dioxide) is defined in Funk & 
Wagnall’s New Standard Dictionary as ‘‘a sirupy liquid having 
chlorous odor. Its aqueous solutions are important as antiseptics and 
bleaching agents.”’ The noun “bleach” is defined as ‘‘a fluid or powder 
used as a bleaching agent.” The Encyclopedia Britannica describes 
peroxide of hydrogen as a bleach, an antiseptic, and an oxidizing 
agent. Defendant does not deny that peroxide of hydrogen is some- 
times used as a bleach but contends that it is a chemical adapted 
to other important uses, principally in medicine. It concedes, how- 
ever, that the so-called technical grade of peroxide of hydrogen 
cannot be used for medicinal purposes. Defendant further contends 
that the fifth class rates assailed were and are reasonable. It main- 
tains that as peroxide of hydrogen is given a specific rating it can- 
not take the class rates provided for bleaching liquid N. O. I. B. N. 
This is indisputable, but the publication of a commodity rate on 
an article, whether in specific or general terms, removes that article 
from applicattion of class rates between the same points. 

In Grosjean Rice Milling Co. vs. Director General, 89 I. C. ©. 
395, 396, we said: 

“Where an article is clearly embraced within a generic commodity 
designation, and neither the tariff nor governing classification dis- 
closes a contrary intention, we have found the commodity rate ap 
plicable, even though the classification description was more specific. 
Frost & Co. vs. Director-General, 57 I. C. C. 755.” 


As neither the classification nor the commodity tariff 
defines the term “fertilizer” nor contains a list of articles it 
cluded in this term, it is our opinion that the principle of the 
Commission’s decision in Sunbury Converting Works vs. P. R. RB. 
Co., 132 I. C. C. 230, is applicable in the instant case. The other 
case, i. e., Virginia-Carolina Chemical Co. vs. A. C. L., 22 I. C. ©. 
394, 396, shows the articles you name are fertilizers, and, if 8°, 
it is our opinion that they are entitled to the application of 
the commodity rate applying on fertilizers, where the term is 
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Mississippi-Warrior Service on the Mississippi River: 


Calendar year 1918 23,359 tons handled 
s ” 104,759 “ 
160,701 
443,267 
599,699 
710,431 
849,503 
910,755 
1,044,649 
1,237,452 


Following is an excerpt from a letter received from a broker dealing in large quantities of 
CANNED GOODS in the Southwest: 


“With reference to condition of freight on arrival when routed via your line, we 
have only to remind you of the fact that without exception, our customers are insist- 
ing upon Mississippi-Warrior routing from all points where you have published rates. 
As a matter of fact, such shipments arrive at destinations in strictly first class condi- 
tion in every respect. For instance, we have a rather extensive movement from one 
large canning factory in Illinois, and all contract holders have specified Mississippi- 
ee routing. They have been doing this now for several years and are entirely 
satisfied. 


This broker’s customers are saving about $30.00 per car on their Canned Goods by routing via 
Mississippi-Warrior Service, and they are Repeat customers. 


Your competitors are using the Barge Line increasingly and with growing satisfaction. 


All inquiries are promptly and courteously answered. You can address the nearest representa- 
tive. 


W. M. Hough, Traffic Manager 


J. P. Higgins, Traf. Mgr. (Solicitation) 
320 Magazine Street, 


1204 Federal Commerce Trust Blidg., 


w~ Saint Leuis, Missouri New Orleans, Leuisiana 
e 7 A H. E. Ruddiman, Asst. Traf. Mgr. (Solicitation) C. E. Becker, Asst. to Trf. Mer. (Solicitation) 
ecific. 521 Austin Building, 320 Magazine Street, 


Chicago, Illinois New Orleans, Louisiana 


tariff 


Dallas, Texas, 


Birmingham, Ala., 
2610 S. Ewing St., 


822 Brewn Marx Bldg., 
N. W. Guice, Gen. Agt. 


Chicago, Iil., 
521 Austin Bldg., 
W. F. Johnson, Gen. Agt. 


Cincinnati, Ohie, Los Angeles, Calif., 
1413 Union Cent. Life: Ins. Bldg., 807 Pacific. Electric Bldg., 
R. L. Thompson, Comm. Agt. Cc. G. Krueger, Comm. Agt. 


Houston, Texas, 
2601% Isabella St., 
J. H. Golden, Comm. Agt. 


L. W. Carson, Trav. Frt. Agt. 


Memphis, Tenn., 
1201 Cotton Exchange Bldg., 


H. T. Anderson, Gen. Agt. 


Minneapolis, Minn., 
523 Marquette Avenue, 


G. E. Helwig, A. G. F. A. 


Mobile, Ala., 
315 Van Antwerp Bldg., 
H. M. Wilson, Comm. Agt. 


Saint Louis, Mo., 
1207 Fed. Com. Trust Bidg., 
J. F. Ward, Gen. Agent 


Saint Paul, Minn. 
1417 Pioneer Bidg., 
Elmer Cordes, Gen. Agt. 


San Francisco, Calif., 
415 Customhouse, 
T. B. Esty, Pac. Coast Rep. 
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not qualified or restricted to any particular class of fertilizers. 

See also, with respect to this question, Consolidated Products 

Go. va. C: B. & @. RK. BR... Co., $9 LC. C: 106. 

Long-and-Short-Haul Provision of Act—Authorized Departures 
From 

Ohio.—Question: Would appreciate it if you will kindly 
advise your legal authority relative to the following: 

We have had cars shipped from National City, Mich., to 
North Randall, O., Erie delivery. The rate from National City, 
Mich., is 17 cents per cwt., via Erie Railroad to Cleveland, O. 
The rate of 19%4 cents has been assessed on cars moving into 
North Randall, and we understand that this is the legal rate 
published to Phalanx, O., and we feel that this is a distinct 
violation of the fourth section, as these shipments are routed 
via Erie to Phalanx into Cleveland and, under the circumstances, 
we feel the rate of 17 cents should prevail as to Cleveland. 

Answer: In Fourth Section Order 3700, as amended, the 
Commission has given the carriers relief from the provisions of 
the fourth section of the act, in certain respects. Under sec- 
tion 5 thereof, a longer line or, route may reduce the rates in 
effect between the same points or groups of points to meet the 
rates of a shorter line or route (a) where the longer line is 
meeting a reduction in rates initiated by the shorter line, and 
(b) where the longer line has not at any time heretofore met 
the rates of the shorter line. It is probable the situation with 
respect to rates to Cleveland and North Randall is the result of 
the publication of rates under the relief granted in fourth section 
order 3700, or in some specific fourth section order of the Com- 
mission, judging from the location of the points via the route 
over which your shipments have moved. 


Tariff Interpretation—Two-Ply vs. Three-Ply Combination Rates 
in Absence of Joint Through Rates 

Minnesota.—Question: Referring to your reply “Michigan,” 
on page 214 of the July 28 issue of The Traffic World, con- 
cerning the application of two-ply over three-ply combinations. 

The following quotation from correspondence with the Com- 
mission’s Bureau of Traffic in May, 1927, indicates that your 
construal of the language used in the reopened Burns and 
Knapp case may be incorrect, or that the Commission made 
an unwise choice of words in its report: “It is my under- 
standing that under rule 5-C a three-factor combination applies 
if lower than a two-factor combination.” 

Certain it is that in practice the lowest combination, regard- 
less of the number of factors, is universally respected. 

Answer: The findings of the Commission in its decision in 
Birmingham Traffic Bureau vs. Director-General, 115 I. C. C. 
33, are in line with the statement made in the last paragraph 
of your letter that the lowest combination, regardless of the 
number of factors, is the applicable through rate. However, as 
we construe the Commission’s decision in Burns & Knapp vs. 
B.S. & K. R. Ry. Co., 62 I. C. C. 343, and 714 1. C. C. 191, the 
Commission held that the two-ply combination and not the three- 
ply combination was the applicable rate under the facts in this 
case. 

Company Material and Rates Applicable in Connection Therewith 

Georgia.—Question: On page 1614 of the June 30, 1928, 
Traffic World, you made reply to a question from “Kentucky” 
pertaining to the applicable rates on company material where 
no joint through rates are in effect, particularly with reference 
to the application of proportional versus local rates. 

As we understand it, the question from “Kentucky” deali 
with an instance where company material was consigned to a 
junction over which the movement to and from beyond would be 
deadheaded. 

We have in mind several shipments recently of company 
material from a point in C. F. A. territory consigned to one of 
the southern lines, bills of lading being executed from origin 
to destination with full routing and charges prepaid only to 
the junction point of the line purchasing the goods. A con- 
troversy has come up as to the application of rates on these 
shipments to the junction point, whether local or proportional 
rates should be applied; and on basis of these shipments being 
billed through to final destination; although revenue billing was 
apparently not issued through, is it your opinion that the local 
rate to the junction point should apply rather than the pro- 
portional rate? 


Answer: Our answer to “Kentucky,” to which you refer, 
does not deal with an instance where company material is 
consigned to a junction beyond which the movement would be 
deadheaded, but to an instance where goods are deadheaded 
to a junction point and moved beyond that point as a commercial 
shipment. 

With respect to the question of whether a proportional rate 
may be applied up to the junction point with the carrier pur- 
chasing the goods, we can locate no decision of the Commission 
specifically in point. Our opinion is, however, that if title to 
the goods passes to the purchasing carrier at its junction point, 
the local and not the proportional rate must be assessed to 
this junction point, for the reason that a proportional rate, being 
in effect a part of a through rate, it can only be applied where 
there is a through common carrier transportation service, which 
does not exist where title to the goods passes to the purchasing 
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carrier short of the billed destination or point to which fing), 
transported by the purchasing carrier. If, however, title to the 
goods does not pass to the purchasing carrier until after arrival 
of the goods at the billed destination, the proportional rate ma, 
in our opinion, be applied to the junction point of the purchasing 
carrier, provided there is no joint through rate from point 7 
origin to final destination. Under such conditions the shipmey 
is a commercial shipment from point of origin to final destination 
and not merely to the junction of the purchasing carrier, 

Likewise, if the goods are purchased f. o._b. point of origin 
the proportional rate may, in our opinion, be applied to ty 
junction point of the purchasing carrier, provided there igs no 
through rate from point of origin to billed destination, such , 
shipment being a commercial shipment from point of origin ty 
billed destination. See Tuckerton Railroad Company vs. Pepp. 
sylvania Railroad Company, 52 I. C. C. 319, 322. 

As bearing upon the question of the application of the Dro- 
portional rate, see the Commission’s opinions in Rates on Raji. 
road Fuel and Other Coal, 36 I. C. C. 1, on page 8 of which the 
Commission said: 


In so deciding we are not unmindful of the principle that q 
carrier may transport its own material free of charge over its ow 
line. Therefore we must not be understood to hold that carriers may 
not, if they so desire, and by proper handling, take possession of 
the coal at the junction point and transport it free over their entire 
line. However, if this is done, the local rate as the lawfully pub. 
lished proportional rate up to the junction points must be paid, 
This method has much to commend it not only for fuel coal, but 
for all so-called company material. 


See also Beekman Lumber Company vs. S. L. & S. F, 2 
I. C. C. 270, on pages 272 and 273 of which case the Commission 
said: 


This case is a clear example of a practice, which appears to have 
obtained for some time, under which carriers, buying what will ulti- 
mately become company material, contract with shippers located 
off their lines and agree that if the vendor will bill the shipment 
beyond a designated junction point, at which their own lines and 
the lines of the initial carriers meet, the purchasing carrier will 
absorb its own division of the joint through rate and the shipper 
assume only that portion of the joint through rate which accrues 
to the initial carriers as their division of the rate up to the junc- 
tion point designated in the billing. This practice results in the 
application of a portion of a joint rate from the point of origin to 
the junction point for the benefit of a particular shipper, which is 
not published for the public at large nor filed with the Interstate 
Commerce Commission under section 6 of that act. 

Nor is it material whether the contractor for a carrier, or the 
purchasing carrier itself is the consignor. In either case the ship- 
ment should be billed and continuously transported from point of 
origin through the junction point of the purchasing carrier and to the 
point of final destination on the purchasing carrier’s line. The 
purchasing carrier is then clearly entitled to its division of the joint 
rate and the charge which it must pay on its shipment of material 
to the junction point is the division of the rate accruing to the initial 
carrier and connections, if any, up to the junction point in ques- 
tion, If the shipment is billed, or is actually carried only to the junc- 
tion point of the purchasing carrier, whether the carrier or its con- 
tractor or other private party acts as consignor, the division of a joint 
rate cannot apply unless this division has been lawfully published 
= a to movements to such junction point for shipment 
eyond. 


DOINGS OF THE TRAFFIC CLUBS 


The 1928 semi-annual meeting of the Associated Traffic 
Clubs of America will be held at the Palmer House, Chicago, 
October 24 and 25, with a meeting of the board of directors 
October 23. 





In line with the recommendations of the delegates of the 
Traffic Club of Chicago to the annual meeting of the Associated 
Traffic Clubs of America at San Francisco, the public affairs 
committee, to which the recommendation was referred, has 
appointed a sub-committee on education. The chairman of 
the sub-committee is J. H. Beek. The other members are C. J. 
Brister and H. A. Palmer. 





The Traffic Club of Kansas City will hold a picnic at Swope 
Park August 23. 





Approximately 125 participated in the golf tournament of 
the Traffic Club of Pittsburgh at the Alcoma Country Club 
August 6. One hundred and thirty-five were served at dinner. 
T. J. Faulconer, chairman of the golf committee, was in charge 
of the tournament. 

The Traffic Club of Detroit will hold its annual picnic Al 
gust 20, through the courtesy of C. F. Bielman, vice-president, 
White Star Navigation Company, in the form of a trip to Tash- 
moo Park aboard the steamer Tashmoo. 





The Traffic Club of Newark will hold its annual outing at 
Mazdabrook, Parsippany, N. J., September 20. Entertainment 
will include golf, tennis, swimming and other sports. The next 
meeting will be held September 10. 





President W. C. Fitch, of the Associated Traffic Clubs of 
America, has appointed Prof. L. C. Sorrell, of the University 
of Chicago, chairman of the speakers’ committee, and T. B. 














august 11, 1928 THE TRAFFIC WORLD 345 


NINETY-EIGHT YEARS 
OF PROGRESS 







int of 
‘PMent 
ation 


Origin, 
tO the 
is no 
uch a 
gin to 
Penn. 






















€ pro- 
| Rail. 
*h the 






As They Travelled in 1831 


SOUTH CAROLINA RAILROAD 


THE “BEST FRIEND” 





As It is TODAY 


hat a 
S OWn 
S may 
lon of 
entire 

pub- 
paid, 
l, but 






F., 21 
ission 


The First Locomotive built in the United States for actual service on a Railroad. 

Built at West Point Foundry Shops, in New York City, for the South Carolina 
Railroad (now part of the Southern Railway System)—arrived in Charleston by 
ship Niagara, October 23rd, and after several experimental trials, in November and 
December, 1830, made the first excursion trip, as above, on Saturday, January 
15th, 1831, being the anniversary of the commencement of the road. 
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The Trains of the Virginia Central Rail-road connect at Gordonsville, and will 
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Hendrick, of Oklahoma City, chairman of the committee on 
procedure. 


The Traffic Club of Atlanta held a “Past Presidents’ Day” 
August 6, sponsored by the following past presidents: G. E. 
Boulineau, J. W. White, J. A. Streyer and T. B. Curtis. An out- 
ing will be held at the East Lake Country Club August 24. 


The Traffic Club of Wichita will resume its weekly meetings 
September 6. 


The Traffic Club of Chicago will hold a golf tournament at 
the Itasca Country Club August 16. Luncheon and dinner will 
be served. A coach, reserved for club members, will be attached 
to the C. M. St. P. & P. suburban train leaving the Union Sta- 
tion at 8 a. m., daylight saving time. 


The Women’s Traffic Club of San Francisco has received an 
invitation from the California Federation of Business and Pro- 
fessional Women’s Clubs to attend its annual convention at 
Giant Forest Lodge, Sequoia National Park, September 8 to 11, 
inclusive. An invitation was received from the Pacific Traffic 
Association to attend its meeting at the Palace Hotel, San 
Francisco, August 7. 

A meeting of the Women’s Traffic Club of Los Angeles was 
held August 1 in the rooms of the Transportation Club. 
After the business session Grace Dewey, of Westland Ware- 
houses, Inc., chairman of the entertainment committee, pre- 
sented a program in honor of Helen Hughes, president of the 
club, who had returned July 30 from a vacation trip to New 
Orleans, Havana and Spanish Honduras. Miss Hughes gave a 
talk on the French quarter of New Orleans, Havana’s water- 
front, the pineapple and banana plantations of Honduras, and 
other matters. Irene Donahue, of the A. T. & S. F., sang popular 
songs, accompanied by Esther Brady, of the Williams-Diamond 
Co. Elizabeth Porter, of the A. T. & S. F., and Grace Dewey 
contributed to the evening’s entertainment with humorous read- 
ings. Alice Northrup entertained with French Gabotte and 
Russian dances. Carrie Hellyer, of the Lyon Fireproof Storage 
Company, who had just returned from a vacation trip to Alaska, 
gave a talk on Alaska. Harriet Hurley, Norton, Lilly & Co., 
San Francisco office, was a guest. The club was invited by 
the Foreign Trade Club to join it in a sightseeing trip around 
Los Angeles harbor August 9. 





The Women’s Traffic Club of San Francisco will hold a 
meeting at the City Club Building August 16. J. A. Christie, 
of the Santa Fe, will be the speaker. Revised copies of the 
by-laws will be distributed, which will be further considered at 
a meeting August 30. 


. 


NEW ENGLAND ADVISORY BOARD 
The New England Shippers’ Advisory Board will hold its 
next meeting at Bridgeport, Conn., September 20 and 21. The 
contact committee and the executive committee wlil hold meet- 
ings the first day and there will be a dinner provided by the 
Bridgeport Chamber of Commerce that evening. The general 
meeting will be held the second day. 


% 
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A dinner was given to J. A. Porcher in honor of his fiftieth 
anniversary of service with the Trunk Line Association, by W. 
J. Edwards, manager of the Trunk Line Freight Inspection 
Bureau, at the Park Central Hotel, New York, August 9. Mr. 
Porcher entered the service of the association in June, 1877, 
at which time Chauncey M. Depew was chairman of the com- 
mittee of presidents of the four lines which originally consti- 
tuted the association. They were the New York Central, Penn- 
sylvania, Erie and Baltimore & Ohio. Mr. Porcher is at pres- 
ent statistician of the Trunk Line Freight Inspection Bureau. 

C. S. Cox has been appointed coal traffic agent, Kansas 
City Southern and Texarkana & Fort Smith, at Kansas City. 
F. R. Lipscomb, traveling freight agent at Joplin, Mo., has been 
transferred to St. Louis, succeeding Mr. Cox. J. D. Bethea has 
been appointed agricultural agent at Texarkana, Tex. 

Edwin Falto has been elected temporary chairman of a 
committee for the purpose of organizing a Corpus Christi (Tex.) 
Traffic Bureau. Ten lines of business and the Chamber of 
Commerce and Navigation Commission were represented at a 
preliminary meeting. 

Edwyn T. Bowen has been appointed traveling freight agent, 
Atlantic Coast Line, at Cincinnati, effective August 15. 

R. V. Craig, traffic commissioner, Buffalo Corn Exchange, 
has become general traffic manager, the McMillen Company, 
Fort Wayne, Ind. His headquarters will remain at Buffalo. 

G. A. Gerhard has been appointed traffic representative, 
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Boston & Maine, at Chicago, succeeding R. L. McGivney, J, ¢ 
Hanson has been appointed chief clerk at Chicago, succeedins 
Mr. Gerhard. . 

A. J. Morris has been appointed New York representative 
of the export and import bureau of the Baltimore Association 
of Commerce. 

J. C. Kirk has been appointed first assistant general freight 
agent, N. C. & St. L., at Nashville. 


RAILROAD LABOR AND POLITICS 


D. B. Robertson, chairman of the Railway Labor Executiyeg 
Association, and president of the Brotherhood of Locomotive 
Firemen and Enginemen, has issued the following statement: 


In an interview published August 5, Senator Pittman, of Nevada 
has misinterpreted the attitude of the railway labor executives 
towards the presidential campaign as indicating a favorable disposj- 
tion toward the candidacy of Governor Smith. Our association met 
in Washington last week and decided that the association itself 
would not endorse any presidential candidate but that each executive 
would be left free to support whomever he favored. This action diq 
not indicate that a majority favored the election of either Hoover or 
Smith. At the same time certain senators and representatives were 
endorsed strictly on their labor record with no consideration whatgo- 
ever for their party label or party presidential candidates. In alj 
these actions I participated both as chairman of the association anq 
as president of the Brotherhood of Locomotive Firemen and Engine- 
men. Naturally I object to any statements that these actions jindi- 
cated any approval of the Smith campaign because I intend to sup- 
port Secretary Hoover for president and to do all that I can to aid 
in his election. Neither the Association of Railway Labor Execy- 
tives nor their joint publication, Labor, will advocate the election of 
either Hoover or Smith, or attempt to express the opinions of the 
individual organizations, or their memberships on the presidential 
issue. 


TRAFFIC MANAGEMENT SURVEY 


The Traffic World Washington Bureau 


The scope of the study of traffic management undertaken 
by the Department of Commerce at the suggestion of the Asso- 
ciated Traffic Clubs of America is indicated in questionnaires 
prepared for distribution. The questionnaires in themselves, 
it is pointed out, may prove helpful in improving various 
phases of traffic management. 

“The Department of Commerce has received a flood of 
correspondence emanating from all sections of the United 
States,” said W. E. Butterbaugh, of the school of business, 
University of Minnesota, who is making the study under the 
direction of Norman F. Titus, chief of the transportation divi- 
sion of the department. 

“These letters carry commendations concerning the initia- 
tion of the study and offers of assistance in any way the 
writers may be cailed upon to help. It is stated by officials 
of the department that no study that they have undertaken 
for some years past has been so enthusiastically received by 
the business interests of the country.” 

From present indications the study will be on a larger 
scale than originally planned and it is estimated that the 
report to be prepared will not be ready early in 1929, as re- 
cently announced. 

Mr. Butterbaugh said the department would be glad to send 
copies of the questionnaires to those who desire them and 
who do not receive them as the result of the circularization 
of them by the department. 

The text of one of the questionnaires follows: 

INDUSTRIAL TRAFFIC MANAGEMENT QUESTIONNAIRE 


Department of Commerce, Bureau of Foreign and Domestic Commerce 
Transportation Division 


Note—This information is strictly confidential to the Bureau of For- 
eign and Domestic Commerce, not to be made available to any 
individual, concern, or other government bureau. It is to be used 
solely in the interest of research. Only combined totals, general 
statements, and conclusions will be published. 


1. GENERAL INFORMATION: 


Ct) DOO GE MMe ois sew snsedccscvceed (a) No. employed ......ccece 
Ce ND ca ircarenKesos edse ee cew OBS ae 
(ce) Nature Of DUSINCEB..... 006000500000 (f) No. Warehouses ........ 
2, TOTAL EXPENSES OF YOUR FIRM IN 1927, FOR: 

(a) All items and accounts.......... Diawseded coucsuewraececinecs 
(b) Transportation (rail, water, truck, 

mail, storage, communications, 

CN SW is 65594600446 04s ween Diack euwss ead aeseeee 
(c) Traffic and transportation ad- 

rT errr ere iiise samen haan eee 


(@) Packing. anid Ghippime COMEAINGETS 3 §...........cccccccccccccccceses 
(e) Plant transportation and mate- 
rials handling 
3. MONEY RETURNS 
FOLLOWS: 
(Gi) OVOTCROTES CIAIMB. 0 iccccccccceses Dies neseesaereresucesneowes 
(b) Loss and damage claims........ 
(c) Classification, rate and tariff ad- 
po ere rer er rer 
(d) Steamship, cartage and ware- 
house contracts 
Ce ee ee EN ieee Kore ob te ee. Mee cdawiniede-s Oveclonceeuwenee 
4. POSITION OF YOUR TRAFFIC DEPARTMENT: 
(a) Is it considered and treated as a major activity? ...........-+: 
(b) Is it independent, reporting to the president, vice-president 
or general manager? (Or, to what officer does it report?) 


ee, ee ee 


$ 
FROM TRAFFIC ADMINISTRATION, AS 


ee ee ee ee 


(c) Is the general traffic manager a member of your firm’s execu- 
EV CN SP TREE, ok ish. ao coe sesscwaceuanesennenecs® 

5. DOES YOUR TRAFFIC DEPARTMENT COOPERATE WITH 
THE FOLLOWING DEPARTMENTS IN THE MATTERS 
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THE TRAFFIC 


LISTED BELOW; ANSWER, YES OR NO. (PLEASE FUR- 
NISH ANY ADDITIONAL DATA.) 

Executive Department 

a) By notifying of pending advances or reductions in rates? 

(2) By suggesting action to curtail disadvantageous traffic ac- 
tivities and threatened legislation? 

(3) By suggesting heavier car loading or other programs? 

(4) By 

Accounting Department 
3y auditing freight, express, mail and handling-service bills? 


~~ 


Department 

, preparing rate case evidence? 
y assembling loss and damage case evidence? 
’ appearing before commissions? 

By 

*-roduction Department 

By recommending changes to reduce packing costs? 

By advising of economical methods of materials handling? 

By preventing plant shut-down through car supply and move- 


> 


—— 2 


Pe a + ee 
29 BO A ey HE CS DO et ne OS BS 
~——~ 


(4) I 

hn OS Department 

(1) By facilitating the passenger 
(2) By handling passenger reservations and household 


movement of employes? 
goods mat- 


(3) By 

Purchasing Department 

(1) By expediting the movement of in-bound materials? 

(2) By analysis of rates to indicate most advantageous purchas- 

ing territories? 

(3) By consolidating L. C. L. purchases into C. L. shipments?.... 

(4) By 

Sales Department 

(1) By furnishing 
tory? 

By reducing rates and extending marketing areas? 

By pointing out most advantageous sales territories from 
traffic standpoints? 

(4) By 

Adve ‘rtising Department 

(1) By advising of goods on hand in stock prior to advertising?... 

(2) By 

Credit, order, or other departments 

) By cooperating in the use of negotiable documents? 

2) By suggesting consolidations into large containers and C/L ... 

3) By 

4) By 
(j) Remarks: 

(Add on a separate sheet any additional forms of cooperation.) 
6. INDUSTRIAL WASTE: 

(a) Can you furnish any cases, drawn from your personal ex- 
erience, to show waste that has resulted, due to a lack of cooperation 
etween the traffic and other departments? (Production, purchasing, 

sales, accounting, executive, advertising, etc.) 

(Reply in some detail on a separate sheet, and attach.) 

(b) Can you cite specific details concerning any wasteful traffic 
or shipping practices, that have come to your attention, and the 
methods that could have been adopted to avoid such losses? 

= in as much detail as desirable on a separate sheet, and 
attach.) 

(c) Can you give any concrete illustrations of waste that would 
have resulted to your firm from a lack of good traffic management, 
and state how they were averted? 

(Reply in sufficient detail on a separate sheet and attach.) 

(Signed by) 
(Title) 


salesmen books quoting rates in their terri- 
(2 
(3 


» 
o 


) 
) 


The text of the other questionnaire, aside from the head 
note and “general information,’ which are the same as in 
the preceding questionnaire, follows: 


II. TRAFFIC ORGANIZATION 

Do you maintain a Traffic Department? 

‘If not, what employes are responsible for traffic duties? 

Do you maintain a Transportation Department distinct from your 
Traffic Department? .. 

Do tyou maintain an independent Delivery Department? 

Do you maintain any other separate transportation or shipping 
departments, other than the above? 

If you do not have a Traffic Department, 


Please furnish a chart or plan of your organization, if one is 


available, together with the following information: 


General 
Nature 
of Duties 


Number 
Holding 
Title 


Titles of Traffic, 
Transportation and 
Shipping Employes 


To Whom 
Responsible 


Rang of 
Salaries 





(Attach er sheet, 
if necessary) 

















Il. TRAFFIC FUNCTIONS 
Instructions: 

(A) Check (\V) the duties, listed below, over which your Traffic 
Department has COMPLETE JURISDICTION and ACTUAL 
SUPERVISION. 

(B) Show an (A) after the duties over which your Traffic De- 
partment exercises only an ADVISORY control, and insert 
the name of the department of official directly in charge. 

(C) Show a dash (—) after duties not handled in your firm. 

(D) Insert any additional traffic, transportation or shipping 
duties handled by your traffic department or by another 
department, 
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ADMINISTRATIVE: 


Recommending proper location for 
tributing and manufacturing 
Advising heads of other departments re 
shipping policies 
Contacting with local, state and national 
trade and traffic associations............ 
Cooperating with the officials of carriers 
and service concerns 
Keeping informed concerning current 
business and legal changes affecting the 
firms shipping 
LEGAL AND REGULATORY: 
Detecting rate and service discrimina- 
tions and illegalities 
Assembling evidence for rate and serv- 
ice cases 
Filing informal, 
docket complaints 
Practicing before carrier and govern- 
Pr ree ee 
Preparing and filing briefs for traffic 
cases 
Detecting, preparing, and collecting loss 
and Gamage ClAIMG. ......cccccsccvccecces 
Participating in loss and damage court 
cases 
Intervening in rate and service cases.... 
Participating in local, state and federal 
legislative matters 
CLASSIFICATIONS, 
AND CHARGES: 
Maintaining tariff files 
Preparimg rate tables.......ccccececsccess 
CRI FIRE. os 66.05. 058.6 :650:0:0:00:0:5 8800 owes 
Analyzing and comparing rates and 
tariffs 
Auditing freight and other 
tion bills 
COMCCHME CVETOCRATECS ......cccivcccccccccss 
Preparing classification schedules....... 
Preparing rate case exhibits............ 
Securing, retaining and _ preventing 
classification adjustments................ 
Securing, retaining and preventing rate 
adjustments 
Obtaining new freight rates............. 
Obtaining revisions in tariffs, rates and 
regulations 
Obtaining transit privileges.............. 
Arranging for special services.:........ 
Making ocean space contracts........... 
Making cartage and trucking arrange- 
ments 
Entering into warehouse contracts...... 


FACILITIES ADMINISTERED: 
Packing room 
Shipping room 


formal and 


RATES, TARIFFS 


. Receiving room 


Warehouses, elevators, yards and stor- 

age areas 

Plant transportation and handling facil- 

ities 

Industrial railway 

Private locomotives, cars, tracks (etc. 

Floating and marine equipment, docks 

(etc.) 

Pipe lines and/or airplane lines........ 

NES GID <6 sais 6500550 0:6 666660060 

Telegraph and telephone..............++. 

Motor vehicles, horses, trucks, wagons, 

garages, stables... 

SERVICES HANDLED: 

Storage and warehousing 

Materials handling 

Railroad transportation 

Steamship, barge and lighterage 

portation 

Highway (long distance and local) trans- 

portation 

Communication 

phones) 

Messenger service 

Mail service 

PATCEL POSE SMIPMONES... 0... cccccvccocccce 

Express shipments 

Passenger matters 

Import and export shipments............ 

Selecting and securing proper packing 
materials 

Assembling, packing and marking 

Car ordering, inspecting and preparing.. 

Loading, stowing, checking, sealing.... 

Booking cargo space 

Preparing shipping 

billing 

Routing shipments 

Pooling orders and consolidating ship- 

ments ; 

Tracing and expediting shipments...... 

Unloading, unpacking and checking.... 

Disposing of packing containers and 

materials 

Arranging for average (demurrage) 

credit, weighing and side track agree- 

ments 

ADDITIONAL DUTIES: 


(telegrams and_ tele- 


documents 














___HOW_ HANDLED 


~_Cinsert , -& C= 





Traffic | By What 


Depart- 
_ment_ 


Other De. 
os urtment? 
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A MISSING 


TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take 
advantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 


It’s free! 


H* "RE’S a compact little booklet contain- 
ing important charts, statistics, data and 
information every shipper and manufacturer 
who is interested in developing business on 
the west coast of North and South America, 
or in the Orient, should possess. 


This booklet treats on Raw Materials and 
Markets. It deals with Manufacturing Costs 
and Shipping Facilities. It touches on Labor 
Conditions and Living Costs. It tells what 
Climate does to Human Efficiency—and other 
items of unusual interest. 


This booklet presents terse, pertinent facts 
regarding “one of the World’s 10 Great 
Harbors” (quotation from Encyclopedia 
Americana) ; the fastest growing section in 
America; the Southwest Terminal for Navi- 
gation, Transportation, Aviation; a great 
Naval Operating DBase—where the U. S. 
Government has expended $22,000,000 on 
Base facilities. 


If you would know more about the ship- 
ping and industrial opportunities in fascinating 


Sait NM edtifod 1€80 


rntia 


—the beautiful harbor city on the shores of 
a semi-tropical sea—send for this Booklet. 
Write, without obligation, to the Industrial 
Development Department, 789 Chamber of 
Commerce Building, San Diego, California. 





SIX MONTHS RAIL EARNINGS 


Class I railroads for the first six months this year had a 
net railway operating income of $462,025,181, which was at the 
annual rate of return of 4.36 per cent on their property invest- 
ment, according to reports filed by the carriers with the Bureau 
of Railway Economics, which says: 


In the first half of 1927, their net railway operating income was 
$472,998,330 or 4.57 per cent on their property investment. 

Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings for the first half of 1928 is based 
on reports from 185 Class I railroads, representing a total mileage of 
239,892 miles. 

Gross operating revenues for the first six months in 1928 totaled 
$2,906,856,367, compared with $3,024,939,350 for the same _ period last 
year, or a decrease of 3.9 per cent. Operating expenses for the first 
half of the year amounted to $2,205,665,746, compared with $2,310,550,185 
for the same months one year ago or a decrease of 4.5 per cent. 

Class I railroads in the first six months of 1928 paid $181,872,635 
in taxes, compared with $185,373,886 for the same period the year 
before. For the month of June alone, the tax bill of the Class I 
railroads amounted to $31,547,485, a decrease of $579,614 under June 
the previous year. 

Twenty-six Class I railroads operated at a loss in the first half 
of 1928, of which ten were in the eastern, one in the southern and 
fifteen in the Western district. 

Net railway operating income by districts for the first half of 1928, 


with the percentage of return based on property investment on an 
annual basis, follows: 
WCW TURTAT SOMIO sas ccc sieidicccne meds dawaewivesneses $ 17,885,869 4.67% 
Gre MUM INN «0550-06-81: 6:0:4:0:0.5:0. 59:04. 9 0055 Hc wS we oe 88,593,855 4.92% 
Cane (OORT MONOD, 6 6.526 5:56.00 4.0:5 0m cesOeneevetenes 104,966,831 4.78% 
TIN OMIONE 5 6.56 6.0:6,016.65-sinie nc sewited we aici smeae 32,191,130 6.56% 
Total GasterM GIStrict.........ccscccccesccsercoccsce SaapGetsG00 GU0T 
WOIGl BOUENOTH GIBETICL. «06.06 cccccerccseesrswouws 62,407,795 4.06% 
NO TION iii. iio.o0.scccieswcndensasewesaceas 43,218,678 3.35% 
Canteen) WERLETR: TFORION «66.60 occ cccccscvevceccerecues 73,506,656 3.71% 
ee eee ere errr 39,254,367 4.27% 
EEE WUOMECEE GIMETICE 6 nia 6 icsine cs ccedicetsweceswes 155,979,701 3.72% 
IIS EU oie a larga an wimaielaceie wus a euaelele em 462,025,181 4.36% 
Class I railroads for the month of June had a net operating 


income of $85,997,366 which, for that month, was at the annual rate 
of return of 4.17 per cent on their property investment. In June 


last year, their net railway operating income was $87,953,246, or 
4.36 per cent. ; 
Gross operating revenues for the month of June amounted to 


$502,473,725 compared with $517,451,454 in June last year or a decrease 
of 2.9 per cent. Operating expenses in June totaled $375,085,876 
compared with $388,259,960 in the same month in 1927 or a decrease 
of 3.4 per cent. 

Eastern District. 


railroads in the eastern district for the first six 
1928 had a net railway operating income of $243,637,685 
which was at the annual rate of return of five per cent on their 
property investment. For the same period in 1927 their net railway 
operating income was $261,707,073 or 5.49 per cent on their property 
investment. Gross operating revenues of the Class I railroads for the 
first six months in 1928 totaled $1,444,441,161, a decrease of 6.1 per 
cent under the corresponding period the year before, while operating 
expenses totaled $1,087,161,187, a decrease of 6.4 per cent under the 
same period in 1927. 
Class I railroads in the eastern 
had a net railway operating income of 
$50,205,710 in June, 1927. 


Class I 
months in 


district for the month of June 
$48,470,459 compared with 


Southern District. 


Class I railroads in the southern district for the first six months 
in 1928 had a net railway operating income of $62,407,795, which was 
at the annual rate of return of 4.06 per cent on their property invest- 
ment. For the same period in 1927. their net railway operating in- 
come amounted to $69,212,890, which was at the annual rate of return 
of 4.63 per cent. Gross operataing revenues of the Class I railroads 
in the southern district for the first six months in 1928 amounted 
to $388,239,416, a decrease of 6.6 per cent under the same period 
the year before, while operating expenses totaled $296,397,579, a de- 
crease of 6.2 per cent. 

The net railway operating income of the Class I railroads in 
the southern district in June amounted to $7,531,237, while in the 
same month in 1927 it was $9,187,795. 

Western district 


Class I railroads in the western district for the first six months 
in 1928 had a net railway operating income of $155,979,701, which 
was at the annual rate of return of 3.72 per cent on their property 
investment. For the first six months in 1927, the railroads in that 
district had a ne railway operatif#g income of $142,078,367, which 
was at the annual rate of return of 3.47 per cent on their property 
investment. Gross operating revenues of the Class I railroads in 
the western district for the first six months this year amounted to 
$1,074,175,790, an increase of three-tenths of one per cent over the 
same period last year, while operating expenses totaled $822,106,980, 
a decrease of 1.3 per cent compared with the first six months the 
year before. 

For the month of June, 
Class I railroads in the western 


the net railway operating income of the 
district amounted to $29,995,670. 


The net railway operating income of the same roads in June, 1927, 
totaled $28,559,741. 
Class I Railroads—United States 
Month of June 
1928 1927 
Total operating revenues............-+...+--$ 502,473,725 $ 517,451,454 
Total operating eEXPeNSeS........ccccseccees 375,085,876 388,259,960 
| REE SR SIR EUR Ae ACC ERS Paonia are area rer 31,547,485 32,127,099 
Net railway operating income.............. 85,997,366 87,953,246 
CUDOPUEIT THUG 6. o6.8:6.0:5:0c sic acess tweossicwes 74.65% 75.03% 
Rate of return on property investment..... 4.17% 4.36% 
Six months ended June 30 

Total GHOTETING TOVENUES.....66660ccccccscave $2,906,856,367 $3,024,939,350 
Total operating expenses...............+++- 2,205,665,746  2,310,550,185 
TN ees Acie awaretiiaare ee 6 tied > caeada se ecby 181,872,635 185,373,886 
Net railway operating income.............. 462,025,181 472,998,330 
IMCNNEIEE MOUIO: ccc pcicoasedeccsitdnewemne cts 75.88% 76.38% 
Rate of return on property investment..... 4.36% 4.57% 
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COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended Jyly » . 
estimated at 8,959,000 net tons by the Bureau of Mines da 
Department of Commerce. Compared with the reviseq estima, 
for the preceding week this represents an increase of 37a 
tons. Anthracite production is estimated at 1,067,000 net ;..” 
a decrease of 128,000 tons as compared with the output i « 
preceding week. 

Bituminous coal dumped into vessels at Lake Erie poris y, 
week ended July 29 totaled 1,282,324 net tons.  Anthrac, 
shipped from Lake Erie ports totaled 86,240 net tons, we 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended July 28 totaled 323,061 net tons, of which 17} 
tons were for New England delivery. At Charleston, §, ¢. 2198 
tons were dumped for bunker use. a 


in the 


TRAINLOAD OF SALT 


What is said to have been the largest solid trainloag , 
salt ever moved by rail, consisting of seventy-nine cars, Was 
routed via Frisco Lines out of Lyons, Kan., August 2, to Kansas 
City, Mo., where the train was broken up and cars were moved 
to points west. The salt was loaded and shipped by the America, 
Salt Company, of Lyons, Kan., and the trainload totaled 41 
tons. Three engines were used to haul the train out of Lyo, 
and every car was uniform in type and size. C. W. Hau, gen. 
eral manager of the American Salt Company at Kansas City, an 
his assistant, H. H. Mosley, and J. W. Robb, traffic Manager 
of the Cudahy Packing Company, of Chicago, and M. Y. Dwye 
his purchasing agent, accompanied the train. Frisco represents, 
tives on the special were: J. H. Doggrell, superintendent 
transportation, Springfield, Mo.; J. R. Coulter, assistant exe. 
utive general agent, Kansas City; H. E. Morris, assistant gep. 
eral freight and passenger agent, Wichita, Kan.; W. H. Bevans 
superintendent, Fort Scott, Kan., and Ed Carter, assistant super. 
intendent. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended August 4 totaled 26,528 cars, as compared with 277 
cars (revised) the preceding week and 18,397 cars in the cor. 
responding period of 1927, according to the Bureau of Agricul. 
tural Economics of the Department of Agriculture. Shipments 
this season to August 4 amounted to 415,710 cars, as compared 
with 403,917 cars for last season to August 6, 1927. Shipments 
the week ended August 4 were reported as follows: 

Apples, 960 cars; cabbage, 193 cars; carrots, 23 cars; cantaloupes, 
1,088 cars; cauliflower, 5 cars; celery, 141 cars; cherries, 55 cars; 
cucumbers, 143 cars; eggplant, 18 cars; grapefruit, 23 cars; imports, 
14 cars; grapes, 550 cars; green peas, 156 cars; lemons, 312 cars 
lettuce, 879 cars; miscellaneous melons, 607 cars; mixed citrus fruit, 
36 cars; mixed deciduous fruit, 476 cars; mixed vegetables, 532 cars 
onions, 508 cars; oranges, 632 cars; peaches, 9,148 cars; pears, 1,3il 
cars; peppers, 53 cars; plums and prunes, 118 cars; string beans, 1! 


cars; sweet potatoes, 126 cars; tomatoes, 524 cars; watermelons, 4,(lli 
cars; potatoes, 3,855 cars. 


OPERATING STATISTICS 

Operating statistics compiled by the bureau of statistics 
of the Commission from Class I carrier reports, for May and 
the five months ended with May, show the following: 

Loaded car-imiles—1,492,121,000 for May and_ 1,490,175,000 for 
May, 1927; 7,080,716,000 for five months and 7,148,841,000 for same 
period of 1927. 

Empty car-miles—896,829,000 for May and 858,393,000 for May 
—_ for five months and 4,200,768,000 for same period 
oO A 

Net ton-miles—39,250,000,000 for May and 40,118,000,000 for May 
1927; 186,547,000,000 for five months and 195,527,000,000 for sam: 
period of 1927. 

Average number locomotives on line—30,289 for May and 30, 
a 1927; 30,525 for five months and 31,233 for same period 0 

Average number freight cars on 
2,510,201 for May, 1927; 
same period of 1927. 

Per cent unserviceable total locomotives—16.4 for May and 16. 
for May, 1927; 16.4 for five months and 16.8 for same period 1927. 

Per cent unserviceable total cars on line—6.4 for May and i! 
for May, 1927; 6.1 for five months and 5.7 for same period of 1921 
_  Car-miles per car-day—31.2 for May and 30.2 for May, 1927; 2." 
for five months and same for same period of 1927. 

Net tons per loaded car—26.3 for May and 26.9 for 
26.3 for five months and 27.4 for same period of 1927. 


line—2,472,006 for May ani 
2,478,569 for five months and 2,514,714 for 


May, 192i 


LOCATION OF CARS j 

The percentage of home cars on home roads, Class I, as 0 
July 15, was 71.5, according to the semi-monthly bulletin of the 
car service division of the American Railway Association. The 
percentages by classes of equipment were as follows: Box, 63.4; 
refrigerator, 79.2; coal and coke, 77; stock, 84.1; flat, 78.1; tanks 
and others, 94.6. By districts the percentages for all classes 0! 
equipment were as follows: Eastern, 63.6; Allegheny, 19. 
Pocahontas, 63.4; Southern, 70.7; Western, 73.8. 

The semi-monthly bulletin of percentages of freight cals 
on line to ownersip, Class I roads, as of July 15, showed the 
following: Eastern district, 98.9 as against 98.1 a year 480, 
Allegheny, 102.1 as against 101.2 a year ago; Pocahontas, 16.4 
as against 80.9 a year ago; Southern, 91.6 as against 93.9 4 
year ago; Western, 100 as against 99.1 a year ago; all districts, 
97.9 as against 97.7 a year ago; Canadian roads, 100.9 as against 
98.1 a year ago. 
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Laredo to Mexico City . . . 53 Hours 
Eagle Pass to Mexico City . . 67 Hours 


NATIONAL 


RAILWAYS 


THE TRAFFIC WORLD 


HIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


G. B. Aleman, Gen. Agt. 
2195 Ry. Exch. Bldg. 
St. Louis, Mo. 


F. P. De Hoyos, Gen. Agt. 
1515 Penn Bldg. 
New York City 


A. Horcasitas, Com. Agt. 
414 Whitney Bank Bldg. 
New Orleans, La. 


F. N. Puente, Gen. Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 


F. C. Lona, Com. Agent 
301 Marquette Bldg. 
Chicago, IIl. 


El Paso to Mexico City . . -« 101 Hours 
Brownsville to Mexico City 69 Hours 


OF MEXICO 


PROVISO YARD 


CHICAGO 
The Largest Individual Freight Terminal in the World 


Té Chicago & North Western Railway 
Company Freight Terminal, Transfer 
House, and Classification Yards are located 
at Proviso, Ill., on its main line thirteen 
miles west of Chicago. A $16,000,000 pro- 
ject for handling through traffic with ut- 
most efficiency. 

With the tremendous growth of Chicago 
and its importance as a transportation center and 
railroad terminus, there came the necessity of greater 
transfer and interchange facilities not only for present 
needs but to take care of future growth and in full 
realization of the situation this vast project was con- 
ceived by this company. 


The immensity of the improvement can be perhaps 
better visualized by the following facts: 
TOTAL AREA e ° ° ° 
TRACK CAPACITY ° ° 26,000 cars 
THROUGH CARS PER DAY 15,000 cars 
The Proviso Transfer House for less than carload freight: 


Area under one roof . ° ° e 21 acres 
Length s ° > ‘ ° ° ° 1,420 feet 
Width . . i ‘ ° » e 720 feet 
Merchandise Cars—Daily capacity . - 700 cars 


A modern Icing Plant for perishable freight. Modern 


CHICAGO & 


1,250 acres 


SHIP 


and 


TRAVEL 


NORTH WESTER 


The Best of Everything in the Best of the West R A I LWAY 


buildings and equipment of all kinds to 

facilitate and expedite operations. 
The Proviso Yard is particularly well situ- 
ated to serve the West, North, Northwest and 
Southwest as departing and arriving trains 
over the Chicagoand North Western Railway 
move directly to destinations without neces- 
sity of passing through the city of Chicago. 
In addition, the following Belt Lines deliver and re- 
ceive freightat Proviso Y ard under theirown power, insur- 
ing continuous movement and expeditious handling of 
all traffic : Baltimore & Ohio Chicago Terminal R. R., Belt 
Railway Company of Chicago, Indiana Harbor Belt R.R. 


This great Transfer Yard is another indication of the 
progressive spirit and policy of the Chicago & North 
Western Railway. 

Route shipments to all points in the world via the 
C. & N. W. Ry. which assures the Best of Everything in 
the Best of the West. 

A. C. JOHNSON, Vice President—Traffic 


H. W. BEYERS S. F. MILLER 
Freight Traffic Manager Asst. Freight Traffic Manager 


A. R. GOULD D. H. HOOPS 
Asst. Freight Traffic Manager General Freight Agent 


On -Time 
Dependable 


Service 
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. 20801. Sub. No. 1. 


- 21095. 


. 21182. 





* Finance No. 7065—Joint 


2> THE TRAFFIC WORLD 





Digest of New Complaints 


2 
oo 


Parte 93. Publication of rates on traffic between United States 
and Canada. 

This is a proceeding instituted by the Commission for the filing 
of briefs and argument on questions that have arisen as to 
effect of decision of the Supreme Court of the United States in 
News Syndicate Co. vs. N. Y. C. et al., 275 U. S. 179, on existing 
practices in the publication of rates between points in the United 
States and points in Canada. 

White Eagle Oil & Refining Co., Kansas City, 
Mo. vs. Santa Fe et al. 

Unreasonable rates and charges on iron pipe (oil well casing) 

and oil well supplies from Panhandle and Pyote, Tex., to Augusta 


and El Dorado, Kan., respectively. Asks rates for future and 
reparation. 
. 21011. Sub. No. 2. Public Utilities Commission of Idaho, Boise, 


Ida., vs. Oregon Short Line et al. 

Rates in violation of section 1 of the act and of the Hoch- 
Smith resolution on apples, pears, peaches, prunes and other fresh 
deciduous fruits, from points in Idaho to points in other states, 
Canada and District of Columbia. Asks rates for future be de- 
termined as soon as possible without intervention of a proposed 
report by having the hearing before a commissioner and oral 
argument before the entire Commission. 

Rates on newsprint paper, import and domestic, to points 
in official and southern classification territories. 

This is an investigation instituted by the Commission on its 
own motion into rates, rules and regulations on newsprint paper 
over all-rail and rail-and-water routes from producing and ship- 
ping points in official classification territory, Wisconsin, Minne- 
sota, Michigan and Canada (in so far as the transportation takes 
place with the U. S.) to points in official and southern classifica- 
tion territories, including west-bank Mississippi River crossings, 
and into rates, rules and regulations on imported newsprint paper 
from seaports to such destinations. 


. 21181. Riverside Monument Works, New York City, vs. Erie et al. 


Unreasonable rates on granite, rough, dressed and_ polished, 
from Quincy, Adams and West Quincy, Mass., and Barre and 
South Ryegate, Vt., to Rochelle Park, N. J. Asks rates for future 
and reparation. 

American Hide & Fur 
Cc. M. St. PB. & PF. ct al. 
Unreasonable and discriminatory rates on scrap iron and steel 


Co. et al., Sioux Falls, S. D., vs. 


from Sioux Falls, S. D., to Duluth and Steelton, Minn., and 
Superior, Wis. Asks rates for future, transit privileges and 
reparation. 
No. 21183. National Mill & Lumber Co., San Francisco, Calif., vs. 
Southern Pacific. 
Unreasonable charges on loose poles from Sather, Calif., to 


Reno, Nev. Asks reparation. 
No. 21184. Maine Central and Boston & Maine vs. Bangor & Aroos- 
took, 





Note. Items in the Docket marked with an asterisk (*) are new, 


having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 
August 17—Washington, D. C.—Examiner Mason: 

Finance No. 7008—Bonds of Chicago & North Western Ry. Co. 
August 17—Washington, D. C.—Examiner Sullivan: 

Finance No. 7017—Application of Cincinnati Union Terminal Co. for 


authority to issue capital stock, and of the B. & O. R. R., C. 
& © ey. ¢. KX. CO. & F.. 2 By. ©. ©. C. & Bt. Ry. b. & RH. 
R. R., N. & W. Ry., and Penna. R. R. for authority to acquire 
control of the Cincinnati Union Terminal Co. by purchase of 
capital stock. 

Gust 20—Lewiston, Ida.—Commissioner McManamy and Examiner 

ogers: 
9028—Clarkston Chamber of Commerce vs. Nor. Pac. Ry. et al. 


19324—Lewiston Commercial Club vs. Nor. Pac. Ry. et al. 
19700—Public Utilities Commission of State of Idaho et al. vs. Un. 


Pac. R. R. et al. 


August 21—Washington, D. C.—Examiner Davis: 
* Finance No. 7057—Joint Application of Schoharie Telephone Co. and 


Sullivan Telephone Co., Inc., for a certificate that the acquisi- 
tion by the latter company of the properties of the former com- 
pany will be of advantage to the persons to whom service is 
to be rendered and in the public interest. 


* Finance No. 7066—Joint Application of Monroe County Mutual Tele- 


phone Co. and Southwestern Bell Telephone Co. for a certificate 
that the acquisition by the latter company of the properties of 
the former company will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 

Application of the Graham Independent 
Telephone Co. and Southwestern Bell Telephone Co. for a cer- 
tificate that the acquisition by the latter company of certain 
properties of the former company will be of advantage to persons 
to whom service is to be rendered and in the public interest. 


* Finance No. 7072—Joinit Application of the Orion Telephone Co. and 


Michigan Bell Telephone Co. for a certificate that the acquisi- 
tion by the latter company of the properties of the former com- 
pany will be of advantage to the persons to whom service is to 
be rendered and in the public interest. 


August 22—Washington, D. C.—Examiner Davis: 
* Finance No. 


7063—Application of Wabash Ry. for authority to 
acquire control of the Lake Erie & Fort Wayne R. R. by purchase 
of capital stock. 


September 4—Washington, D. C.—Examiner Curtis: 
* 1, & S. 3145—Fresh Meat and Packing House Products from Balti- 


more, Md., to Roanoke, Va. 


September 5—Atlanta, Ga.—Examiner Waters: 


7517—Rates on chert, clay, sand and gravel within state of Georgia. 


Docket of the Commission 





Vol. XLII, No. § 


Allege that divisions of joint rates are unreasonable. ; 
able and unduly prejudicial in violation of paragraph ¢ Of lt 
15 of the act; that present divisions are result of agreemen tim 
expired July 1, 1928, and that defendant has decline ne that 
any readjustment in complainants’ favor. Ask that Com 
by order prescribe divisions from and after July 1. SSlon 
. 21185. Budlong Pickle Co., Chicago, Ill., vs. Quincy fe) } 
Kansas City et al. “» Umaha & 
Rates and charges in violation of sections 1 and 3 of th 
on dill weed and/or cucumbers in brine from Farmingto, ** 
to Chicago, Ill. Asks rates for future and reparation — ny Ta 
. 21186. The Washington Building Lime Co., Baltimore Md. + 
B. & O. et al. 7 MG., Vs. 
Rates and charges in violation of sections 1 and § of tht ois 
on lime from Engle, W. Va., to Hopewell, Va. Asks rates 0 
future and reparation. 8 for 








No. 21186. Sub. No. 1. Same vs. Same et al. 
Same complaint and prayer as to lime from Engle, W, yq , 
destinations on Indian Creek Valley Ry. Co., made on a Combing. 


tion on Indian Creek, Pa. 
. 21187. C. O. Dawson, Blair, Neb., vs. Chicago & North 

Rates in violation of sections 1, 3, 4 and 6 of the 
tin cans from Chicago and points taking 
Neb. Asks rates for future and reparation. 


ACCIDENT BULLETIN 


The Commission has issued its annual accident bulletip 
(No. 96), on collisions, derailments, and other accidents regy}. 
ing in injury to persons, equipment or roadbed, arising from 
the operation of steam railways in interstate commerce ip the 
calendar year 1927. 


Western 
act, on empty 
same rates to Blair 


NEW KIND OF ACCIDENT 


A new brand of railroad accident occurred on the D. L, ¢ 
W. recently. A passenger occupying a lower berth was takey 
with a “nightmare” and kicked his foot through the window. 
causing lacerations, which made it necessary to send him to 
the hospital at Scranton, Pa., at the company’s expense. 





CONDITION OF EQUIPMENT 
Class I railroads on July 15 had 151,886 freight cars ip 
need of repair or 6.7 per cent of the number on line, according 
to the car service division of the American Railway Association, 
This was an increase of 6,676 above the number reported on 
July 1, at which time there were 145,210 or 6.5 per cent. Freight 
cars in need of heavy repairs on July 15, totaled 108,229 or 
4.8 per cent, an increase of 964 compared with July 1, while 
freight cars in need of light repairs totaled 43,657 or 1.9 per 

cent, an increase of 5,712 compared with July 1. 





oe. 


17763—Roquemore Gravel Co. et al. vs. A. B. & A. Ry. et al. (further 
hearing). 
September 5—Huntington, W. Va.—Examiner Clarke: 
20882—McDowell County Wholesale Co. vs. N. Y. C. R. R. et al. 
September 5—Richmond, Va.—Examiners Hill and Glenn: 
* 20919—Bedford Pulp and Paper Co. vs. C. & O. Ry. et al. 


September 5—Washington, D. C.—Examiner Curtis: 
21014—Connell and Laub vs. B. & O. R. R. et al. 


September 6—San Antonio, Tex.—Examiner Fleming: 


Il. & S. 3117—Elimination of routes on live stock from Texas to 
Central and Western points. 
September 6—Kansas City, Mo.—Examiners Carney and Mackey: 


* 19623—W. J. Small et al. vs. A. & S. Ry. et al. 


September 6—Norfolk, Va.—Examiners Glenn and Hill: _ ; 
* 19771 (and Sub. 1)—Norfolk-Portsmouth Freight Traffic Commis- 
sion vs. A. & R. R. R. et al. 


* 20852—City of Newport News, Va., vs. A. & R. R. R. et al. 


September 6—Kansas City, Mo.—Examiners Carney and Mackey: 
* ee a Drake (Humboldt Elevator Mills) vs. A. T. & SF. 
y. et al. 
September 6—St. Paul, Minn.—Examiner Johnston: 
1. & S. 3139—Switching at St. Paul and Minneapolis, 


September 6—Cincinnati, O.—Examiner Clarke: 
20967—The Procter & Gamble Co. vs. A. G. S. R. R. et al. 
21119—The Procter & Gamble Mfg. Co. vs. A. G. S. R. R. et al. 


September 6—Denver, Colo.—Examiner Fiedler: 
20821—Oklahoma Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
20855 (and Sub. Nos. 1 to 8, incl.)—Oklahoma Portland Cement \° 
vs. M.-K.-T. R. R. of Texas. 


September 6—Paducah, Ky.—Examiner Pyle: 
20914—Illinois Oil Co. vs. Santa Fe et al. 
September 7—Kansas City, Mo.—Examiners Carney and Mackey: , 
* 17432—Marion M. Carnes, Olathe, Kans., vs. A. T. & S. F. Ry. et D 
* 21101—Gable Johnson Jury Co. et al. vs. A. F. & G. RK. R, R. ¥ 
Crawford and W. W. Beall, receivers et al. 
September 7—Pittsburgh, Pa.—Examiner Binkley: 
21053—Aluminum Co. of America vs. N. Y. C. R. R. et al. 
21026—Carbon Limestone Co. vs. Penna R. R. et al. 


September 7—St. Paul, Minn.—Examiners Johnston & Crowley: 
21107—City of Saint Paul vs. C. B. & Q. R. R. et al. 


September 7—Memphis, Tenn.—Examiner Pyle: 
20993—Memphis Freight Bureau et al. vs. Arkansas R. R. et al. 
eptember 7—Philadelphia, Pa.—Examiner McGrath: | 
20315—Peninsula Exchange, Inc., vs. Aroostook Valley R. R. et % 

September 7—Washington, D. C.—Examiner Curtis: 

20630—J. Fred Amsden vs. Can. Natl. Ry. et al. 


Minn. 
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Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 
FROM 


Baltimore, Philadelphia, 
New York and Norfolk 
SAILINGS EVERY 10 DAYS 
Thru bills of lading insured to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Norfolk, Va. 
39 Scuth St. Drexel Bldg. Oliver Bldg. Law Building 
And at our Branch Offices at ports of call, etc. 















You will find the P. & P. U. Railway rendering extremely 
efficient service and cooperation to shippers who appreciate 


rapid transit of their merchandise. 


Peoria is also a rate breaking point which gives it con- uae 
siderable advantage over other cities in the mid-west in the 


matter of freight rates. 


SWITCHING SERVICE BETWEEN THESE FIFTEEN RAILROADS 


Peoria and Pekin Union Railway Company Chicago, Rock Island & Pacific Railway Company Minneapolis & St. Louis Railroad Compan 
Atchison, Topeka & Santa Fe Railway Co. Cleveland, Cincinnati, Chicago & St. Louis Rail- New York, Chicago & St. L. R. R. Co. 
Chicago & Alton Railroad Company way Company (L. E. & W. Dist.) 

Chicago & Northwestern Railway Co. Illinois Central Railroad Company Pennsylvania Railroad 

Chicago, Burlington & Quincy Railroad Co. Illinois Terminal R. R. System Peoria Terminal Company 


Chicago and Illinois Midland Ry. 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Illinois 


TRAFFIC WORLD 










to Mexico 


By Steamer 


Ship 

































FAST WEEKLY SE 
NEW YORK TO 
Vera Cruz ana Tampico 


Through Bills of Lading to all points on the Mexican 
Railways or National Railways of Mexico 


RVICE 


















Regular Service from New York 
to Progreso and Puerto Mexico 


















New YorK AND CusBa Mart S. S. Co. 


WARD LINE 


Pier 13, E. R., Foot of Wall St. New York City 


































Route your 
Bills of Lading 


Peoria, Illinois 


Toledo, Peoria & Western Railread 
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September 8—Evansville, Ind.—Examiner Clarke: 
20903—Southwestern Broom Manufacturing Co. vs. 
Ry. et al. 
September 8—Pueblo, Colo.—Examiner Fiedler: 
20957—-N. O. Nelson Manufacturing Co. vs. M. P. R. R. et al. 


September 10—Boston, Mass.—Examiner Carter: 


*{. & S. 3112—Coal from New England Ports to Interior New Eng- 
land points. 
* 21075 (and Sub. 1)—New England Traffic League et al. vs. B. & A. 


R. R. et al. 
* 21121—State of Connecticut vs. N. Y. N. H. & H. R. R. et al. 
September 10—Galveston, Tex.—Examiner Fleming: 
* 20552—Southern Traffic and Audit Assn. vs. M.-K.-T. R. R. et al. 
* 21038—Southern Traffic & Audit Assn. vs. L-G. N. R. R. et al. 
September 10—Kansas City, Mo.—Examiners Carney and Mackey: 
* 21125—Manhattan Oil Co. vs. A. T. & S. F. Ry. et al. 


September 10—Greensboro, S. C.—Examiners Hill and Glenn: 
* 20928—Froeber-Norfleet, Inc., et al. vs. Southern Ry. et al. 


September 10—Minneapolis, Minn.—Examiners Johnston and Crowley: 
1003—State of North Dakota, doing business as State Mill and 
Elevator Assn., vs. C. G. W. R. R. et al. 

21063—The Ry-Krisp Co. et al. vs. A. & S. Ry. et al. 

September 10—Steubenville, O.—Examiner Binkley: 

21046—Buckeye Rolling Mill Co. vs. B. & O. R. R. et al. 

September 10—Decatur, Ill.—Examiner Clarke: 

20965—Frank B. Clinton et al. vs. B. & O. R. R. et al. 
21090—A. E. Staley Mfg. Co. vs. T. & N. O. R. R. et al. 
September 10—Jackson, Miss.—Examiner Pyle: 
20772—Jackson Traffic Bureau vs. C. M. St. P. & P. R. R. et al. 
21143—Jackson Traffic Bureau for Jackson Fertilizer Co. vs. A. B. 
& &. KR. BR. ct al. 

September 10—New York, N. Y.—Examiner Bardwell: 

* 14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 

* 15463—St. Louis Chamber of Commerce et al. vs. A. & R. R. R. et al. 

* 1. & S. 2097—Rates to Southwestern Destinations. 

* |, & S. 2271—Rates to Southwestern Destinations (further hearing, 
respecting lawful rail-ocean, ocean-rail, and rail-ocean-rail rates 
for application from and to the points embraced in respective 
proceedings). 

September 10—New York, N. Y.—Examiner McGrath: 7 

21006—Ajax Paper Mills, Inc. (W. E. Greenwood and Vincent R. 
Hann, receivers) vs. Penna. R. R. et al. 
21130—Pittston Paper Corporation vs. Lehigh Valley R. R. 
September 10—Washington, D. C.—Examiner Curtis: 
21056—The Beacon Milling Co., Inc., vs. N. Y. C. R. R. et al. 

September 11—Galveston, Tex.—Examiner Fleming: 

* 12798—Galveston Commercial Assn. vs. G. H. & S. A. Ry. et al. 

* 20685—The Cooper Grocery Co. et al. vs. A. & N. R. R. R. et al. 

September 11—Kansas City, Mo.—Examiners Carney and Mackey: 

* 20946—Brown County Oil Co. et al. vs. A. & S. Ry. et al. 

September 11—Jackson, Miss.—Examiner Pyle: 

21142—Jackson Traffic Bureau vs. A. C. L. R. R. et al. 

September 11—New York, N. Y.—Examiner McGrath: 

20457—John E. Booth Lumber Corp. vs. Cent. Vt. Ry. et al. 

September 11—Atlanta, Ga.—Asst. Director of Traffic Pitt: 

Fourth Section Application 13470. 


September 12—Kansas City, Mo.—Examiners Carney and Mackey: 
* 20958—White Eagle Oil & Refining Co. vs. A. T. & S. F. Ry. et al. 
* 14953—A. B. A. Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
* 17001—Manhattan Oil Co. vs. A. T. & S. F. Ry. et al. (further 
hearing). 

September 12—Madison, Wis.—Examiners Johnston & Crowley: 

15030 (Sub. No. 1)—Oscar Mayer & Co. vs. N. Y. C. R. R. et al. 
September 12—Amarillo, Tex.—Examiner Fiedler: 

21072—-Perryton Equity Exchange et al. vs. A. T. & S. F. et al. 
September 12—Detroit, Mich.—Examiner Binkley: 

20923—Commercial Milling Co. vs. G. T. W. Ry. et al. 
September 12—New York, N. Y.—Examiner McGrath: 

20954—Metal and Thermit Corporation vs. N. Y. N. H. & H. R. R. 





et al. 
21091—Sawbrook Steel Castings Co. vs. C. B. & Q. R. R. et al. 


September 12—Washington, D. C.—Examiner Curtis: 
20723—The F. J. Lewis Mfg. Co. vs. A. C. & Y. Ry. et al. 


September 12—Chicago, Ill—Examiner Fuller: 

* 13535—Consolidated Southwestern Cases. 

* 14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 

* 14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 

* 15463—St. Louis Chamber of Commerce vs. A. & R. R. R. et al. 

* 1. & S. 2097 and 2271—Rates to Southwestern Destinations (further 
hearing, respecting lawful rates on stoneware, in carloads, from 
and to points embraced in respective proceedings). 


September 13—Chicago, Ill.—Examiner Fuller: 

* 13535—Consolidated Southwestern Cases. 

* 14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 

* 14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 

* 15463—St. Louis Chamber of Commerce et al. vs. A. & R. R. R. et al. 

* 1. & S. 2097 and 2271—Rates to Southwestern Destinations (further 
hearing, respecting lawful rates on canned goods, in carloads, 
from and to points embraced in respective proceedings). 


September 13—Atlanta, Ga.—Examiners Hill and Glenn: 
* 20962 (and Sub. Nos. 1 to 4 incl.)—W. E. Austin Machinery Co. vs. 


S. A. ks. Ry. et al. 
* 21008—Marble Products, Inc., vs. L. & N. R. R. et al. 
September 13—Chicago, Ill—Examiners Johnston & Crowley: 
20731—Carnation Milk Products Co. vs. C. M. St. P. & P. R. R. et al. 
September 13—New Orleans, La.—Examiner Pyle: 
21127—Southern Pine Assn. et al. vs. A. & R. R. R. et al. 
September 13—New York, N. Y.—Examiner McGrath: 
20906—W. H. Daugherty & Son Refining Co. vs. B. & O. R. R. 
September 13—Rock Island, IJl.—Examiner Clarke: 
21099—Rock Island Chamber of Commerce, Traffic Bureau, 
vs. C. & N. W. Ry. et al. 
September 14—Oklahoma City, Okla.—Examiner Fiedler: 
* 1. & S. 3143—Petroleum from Colorado, Tex., to Louisville, Ky. 
September 14—Houston, Tex.—Examiner Fleming: 
* wr Yoh Beaumont, Trinity & Sabine Ry. vs. 
et al. 


September 14—Atlanta, Ga.—Examiners Hill and Glenn: 
* 21015—The Virginia Cellulose Co., Inc., vs. N. & W. Ry. et al. 
* 21035—Virginia Cellulose Co. vs. Southern Ry. et al. 





et al. 


i1.-G. N. BR. BR. 
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September 14—Chicago, Ill.—Examiners Johnston & Crowley: 
20911—-Allied Packers, Inc., et al. vs. B. & O. R. R. et al.’ 
21007—Chicago Bridge & Iron Works vs. C. R. I. & P. Ry, et 4) 


September 14—New York, N. Y.—Examiner McGrath: 
Portions of Fourth Section App. Nos. 2060 and 2073, fileq by 
J. F. Tucker, relative to rates on zinc dross, ashes, sk 
and residues from C. F. A. territory to Phillipsburg, N, ] 
20891 (and Sub. No. 1)—Federated Metals Corporation’ ¢;’ ») 
B&B. & O. RK. KR. et al. _ 
* 16701—Federated Metals Corporation et al. vs. Penna. 
September 14—Washington, D. C.—Examiner Curtis: 
20975—J. L. Weinberg vs. A. T. & S. F. Ry. et al. 
September 14—Traverse City, Mich.—Examiner Binkley: 
20987—Johnson-Randall Co. et al. vs. A. A. R. R. et al, 
20237—Johnson-Randall Co. et al. vs. A. A. R. R. et al. 
September 15—St. Louis, Mo.—Examiners Carney and Mackey: 
* 20940—Robert Gaylord Co. vs. C. C. C. & St. L. Ry. et ai’’ 
* 20955—Indiana Coke & Gas Co. et al. vs. C. C. C. & St. L, Ry aw» 
September 15—Atlanta, Ga.—Examiners Hill and Glenn: b: 
* 20412—Fulton Bag & Cotton Mills vs. Southern Ry. et al. 
September 15—Chicago, Ill—Examiners Johnston & Crowley: 
20939—Hyman-Michaels Co. vs. S. A. L. Ry. et al. y 
September 15—Oklahoma City, Okla.—Examiner Fiedler: 
21019—J. A. Forsythe, an individual doing business under the nay 
of Forsythe Oil Co. or Forsythe Mercantile Co., vs. C. B. & Q. RE 


RR ety 


et al. 
a” eae Williamson-Hazell-Frasier Co. et al. vs. 0. S. L, R " 
et al. am 


September 15—New York, N. Y.—Examiner McGrath: 
|. and S. No. 3133—Storage-in-transit at New Jersey points, 
September 17—St. Louis, Mo.—Examiners Carney and Mackey: 
* 20913—Texas Cement Plaster Co. vs. K. C. M. & 0. R. R. of Tex 
et al. } 

* 21050—Schaefer Griffin Co. vs. C. C. C. & St. L. Ry. et al. 


September 17—Houston, Tex.—Examiner Fleming: 

* 20864—Humble Oil & Refining Co. vs. A. & S. Ry. et al. 

September 17—Atlanta, Ga.—Examiners Hill and Glenn: 

* 1, & S. 3127 (and 1st, 2nd and 3rd sups.)—Hosiery from Souther 
points to points in Southern, Official and Western Classificatig; 
territories. 

September 17—Washington, D. C.—Examiner Curtis: 

* 19455 (and Sub. 1)—North American Cement Corp. vs. B. & 0. RB. Rp 
et al. 

(Further hearing.) 


September 17—Chicago, IIl.—Examiners Johnston & Crowley: 
20912—Illinois Coal Traffic Bureau vs. A. & E. R. R. et al. 


September 17—Jackson, Mich.—Examiner Binkley: 
21139—Northern Indiana Brick Co. vs. C. C. C. & St. L. Ry. et al 
September 17—Mobile. Ala.—Examiner Pyle: 
{8062—Mobile Chamber of Commerce and Business League ys, A. 
& V. Ry. et al. 
18456—Meridian Traffic Bureau vs. A. & V. Ry. et al. 
Portions of Fourth Section App. Nos. 601 et al., filed by A. & V. 
Ry. et al. 
September 17—New York, N,. Y.—Examiner McGrath: 
20734—-New Jersey Coated Paper Co. et al. vs. Penna. R. R. et al 


September 17—Omaha, Neb.—Examiner Clarke: 
21059—Erwin Ingram et al. vs. A. T. & S. F. Ry. et al. 
20165—Baker Ice Machine Co., Inc., et al. vs. A. T. & S. F. Ry. etal. 


September 17—Dallas, Tex.—Director Mahaffie: 

Finance No. 6817—Application Missouri-Kansas-Texas R. R. Co. for 
authority to acquire control of the St. Louis Southwestern Ry. (Co. 
and/or the Kansas City Southern Ry. Co. by purchase of capital 
stock and authority to issue securities. 

* 20672 (and Sub. 1)—Interstate Commerce Commission vs. Kansas 
City Southern Ry. 


September 17—Argument at Washington, D. C.: 
17922—Carolina Bagging Co. vs. S. A. L. Ry. et al. 
= Weber & Co., Ltd., vs. Texas & New Orleans R. R. 
et al. 


I. & S. 3095—Newsprint Paper from Lake Charles, La., to La. points. 


September 17—Atlanta, Ga.—Examiners Money and Esch: 

17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod- 
ucts and Related Articles. 

1. & S. No. 2759—Cottonseed and related vegetable products from 
Southwestern territory to Central, Eastern and Southern tert- 
tories, 

1. & S. No. 2820—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 2884—Vegetable Oils and Oil Foods from Texas to Ft. 
Wayne, Ind., and Buffalo, N. Y. : 

1. & S. No. 2926—Vegetable Oils in Official Classification territory. 

1. & S. No. 2995—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 3035—Cottonseed from La. Ry. & Nav. stations to Shreve- 
port and Bossier City, La. . 

1. & S. No. 3036—Cottonseed Hull Fibre or Shavings from S. W. 
points to Miss. and Ohio River gateways, etc. ' 

1. & S. No. 3067—Cottonseed and other Vegetable Oils from the 
Southwest to interstate points. 

1. & S. No. 3098—Cottonseed and Vegetable Oils from Texas Com- 
mon points to Baltimore, Md., and Boston, Mass. ’ 

1. & ae No. 3121—Cotton Linters from the Southwest to interstate 
points. 

14594—-American Linseed Co. vs. B. R. & P. et al. 

14683—Spencer Kellogg & Sons vs. B. R. & P. et al. ; 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R, et & 

16300 (and Sub. Nos. to 5, incl.)}—Armstrong Packing Co. V§ 
Abilene & Southern et al. 

16528—-Southland Cotton Oil Co. et al. vs. A. & S. et al. 

16587—Lever Brothers Co. vs. D. L. & W. et al. 

16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. et *. 

“— get Sub. No. 1)—American Linseed Co. et al. vs. N. Y. §. 
V. et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. et al. 

17457—Hunphreys-Godwin Co., Inc., vs. A. & S. et al. 

18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. 

18379--Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. e 

18841—Alabama Cotton Seed Crushers’ Assn. vs. L. . 

18890—-Lever Brothers Co. vs. B. & A. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. et al. | 

19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. lL. & P. et 4% 

19088—The Blaton Co. vs. A. & V. Ry. et al. 

19141—Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
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August 11, 1928 


TRANSMARINE LINES 


Direct Service 


LOS ANGELES (wilmington—Berth 188) 
SAN FRANCISCO (Pier 41) 
OAKLAND ponmtenitiadnin Street Pier) 


Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 


Served by: 
Pennsylvania Railroad 
Central Railroad of — Jersey 


Lehigh Valley Railroa Steamer 
ee ae eee SUPORTCO 
a 06 cia pina giomenie SUCARSECO 
re SUSPEARCO 
 , eee SUNEWCO 
AND ALTERNATE WEDNESDAYS THEREAFTER 

From Gulf-Intercoastal 
MOBILE, ALA. (Aisbarna State Docks) Steamer 
ass ceed ik ene aennnee SUNEWARKCO 
SS errr: SUSCOLANCO 
ee 5 SUGILLENCO 
ee SULANIERCO 


AND ALTERNATE THURSDAYS THEREAFTER 


TRANSMARINE LINES 


s General Offices: 
Port Newark Terminal 5 Nassau St., New York City 
Telephone Mulberry 4300 Telephone Rector 0020 


Agencies: Buffalo, Chicago, Los Angeles, Mobile, 
Oakland, Pittsburgh, San Francisco, Seattle 


“HARTMAN’S SERVICE” 


Freight Rates for Shippers 


Loose Leaf Publications Covering Freight Rates to 
Eighty Thousand Destinations 


y. (EASTERN FREIGHT RATES 
Hartimaly’S, WESTERN FREIGHT RATES 
CHICAGO QUIDE———— 

Af: accurate record of your transportation cost. No guess 
work. Rates clearly and definately shown. Something 

every traffic department needs. 

What the Books Cover—Rates on classes from the principal 

Cities in the East to destinations in Official and Southern | 
Classification Territoriesare provided in “Eastern Freight Rates 


Class and Commodity Rates to destinations throughout the 
United States from points of origin in territory extending 
from the Atlantic Ocean on the East to the Missouri River on 
the West, are given in ‘‘Western Freight Rates”. 

Freight, Parcel Post and Express Rates applying from Cifeane 
to destinations in every State; also Provinces of Canada are 
named in the “Chicago Guide”. 





Any or all of the Publications listed above will be sent on approval 
without obligation. It is only necessary to return this 
coupon properly checked and endorsed. 


W. J. HARTMAN, Publisher, 732 Federal St., Chicago 
We are willing to examine your Publications as indicated below with the 
understanding that within thirty days we will send you the subscription price 
or return the book (or books). 
OHartman’s Eastern Freight Rates 
OHartman’s Western Freight Rates 
OHartman’s Chicago Guide 
Re sss asd cock in didave mando doceusounuutnonbeieweccenweeserees " 
IR sing svnddscnsncdcescwowerssckedteesicsoesieseeensneeseeneees 
RE Oo dink vaccine scgeswacwnnsssudesecessesoeoateceeaesessasesnes 
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An Important Announcement 


NEW 
TARIFF RULES of THE I.C.C. 


(Reissue of Tariff Circular No. 18-A) 


Have Just Been Released 


Any attempt to make comparison between the old 
and the new tariff circular to disclose the exact signifi- 
cance of the changes would envolve time and expense. 


JONES’ TARIFF MANUAL 


has done this for you in advance 























This manual reproduces the new tariff rules and in 
addition carefully analyzes and interprets each rule, 
showing fully and clearly the scope and effect of every 
change. 
















PRICE—JONES’ TARIFF MANUAL . . . $2.00 per copy 


‘¢ —Reproduction of Rules only .. . .50 “ ‘“ 
















Send for Copies Today. Immediate Delivery 






TRAFFIC PUBLISHING COMPANY 
150 LAFAYETTE STREET NEW YORK, N. Y. 







































OCEAN DOMINION STEAMSHIP CORPORATION 
OCEAN SERVICE 
PROPOSED SAILINGS 


(Subject to change without notice) 





Ports ‘‘Haiti’”’ | “‘Achilles”’ “Haiti’’ | A Steamer “*Halti’’ A Steamer 








NEW YORK:SI. July 11 July 26 August 4 Angas 17 August 31 September 14 



































ST. THOMAS..| July 17 (Leaves August 10|_ ‘(Leaves September 6 (L eaves 
ST. GROIX..... July 17 | Norfolk, Va., August 11|Norfolk, Va., ‘September 7 Norfolk, Va., 
ST. BITVB..<0. July 18 4 days August 12| . #a da — | ‘September 8 4 days 
ANTIGUA...... July 19| before August 13} before | September 9| before 











GUADELOUPE. | July 20} New York) | August 14) New York) | September 10} New York) 














DOMINICA..... July 21 August 15 September 11 
MARTINIQUE.. July 21 August 15 September 11 
ST. LUCIA..... July 22 August 16 September 12 
BARBADOS.... | July 23 August 16 September 12 





Ee, CE | 


TRINIDAD..Arr.| July 25 | August 5 | August 18} August 27 | September 14| September 24 


TRINIDAD. .Ly.| July 25 August 19 September 15 
GRENADA...... July 26 August 20 September 16 

ST. VINCENT..| July 26 August 21 September 17 
DOMINICA..... July 27 August 22 September 18 
GEORGETOWN. August 8 August 30 September 27 
PARAMARIBO.. August 10 September 1 September 29 
CAYENNE...... August 12 September 3 October 1 
HAMADS. .Arr.| August 1 August 28 September 24 ' a 
NEW YORK.Arr.| August 2 August 29 September 25 


FOR RATES, PERMITS, AND FURTHER INFORMATION APPLY TO 


OCEAN DOMINION STEAMSHIP CORPORATION 


WHITEHALL BUILDING, 17 BATTERY PLACE, NEW YORK, NEW YORK 
LEPHONE BOWLING GREEN 97 
NEW YORK TERMINALS: PIER 52, EAST RIVER 


MONTREAL, P. Q. HAMPTON ROADS, VA. 
Ocean Dominion Steamships of Canada, Ltd. Chesapeake Shipping Company 
ttt Board of Trade Bidg. Citizens Bank Bldg. 
Montreal, P. Q. Norfolk, Va. 
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19162—-Southern Cotton Oil Co. vs. Ill. Cent. et al. 
19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169 (and Sub. No. 1)—California-Arizona Ginners’ and Crushers’ 
Assn. et al. vs. Apache Ry. et al. 


19176—National Cottonseed Products Corp. et al. vs. A. & V. Ry. 
19194—-Procter & Gamble Co. vs. A. & S. et al. 

19245—Procter & Gamble Co. vs. B. & O. et al. 

19270—Southern Cotton Oil Co. vs. Ann Arbor et al. 
19307—-National Cottonseed Products Corp. vs. A. & N. W. et al. 


19325—Southern Cotton Oil Co. vs. A. & R. et al. 


19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. et al. 
19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. et al. 
19551 (and Sub. No. 1)—Rome Soap Mfg. Co. vs. C. I. & W. et al. 


19642—Elberton Oil Mills vs. Va. & Caro. Sou. R. R. et al. 
20068—Graco Milling Co vs. A. & S. Ry. et al. 
20108 _— Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. B. & ©. 
et al. 
20130—Buckeye Cotton Oil Co. et al. vs. A. & R. et al. 
20142—Portsmouth Cotton Oil Refining Co. vs. _/- & R. et al. 
2016i1—-The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
20596—Armour & Company et al. vs. A. & S. et al. 
20596 (Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. A. & S. et al 
20879—Fredonia Linseed Oil W orks Co. vs. A. & S. et al. 
20972—-Pittsburgh Plate Glass Co., Linseed Oil Division, vs. Santa Fe 


et al. 

21010—Swift & Co. vs. A. & S. et al. 

21138—Armour & Company vs. A. & S. et al. 

21151—Rome Oil Mills vs. Cent. of Ga. Ry. et al. 

Fourth Section App. 4241 et al., involving rates on cottonseed; cot- 
ton linters and cottonseed hull fibre or shav ings; cottonseed ‘meal, 
cake, etc.; and other vegetable oils. 

September 18—Chicago, Ill—Examiner Fuller: 

* 13535—Consolidated Southwestern Cases. 

* 14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
(further hearing respecting lawful class and commodity rates 
for application between Chicago, Zion, North Chicago and Wau- 
kegan, Ill., and all points in Wisconsin and in the upper Penin- 


sula of Michigan on the one hand, and points in Kansas, Mis- 
souri, south of the Missouri River, Oklahoma, Arkansas, Texas 


and Louisiana, west of Mississippi River, on the other hand). 
September 18—St. Louis, Mo.—-Examiners Carney and Mackey: 
* 21117—Mississippi Valley Farm Equipment Assn. et al. vs. B. 

mB. RK. Ot al. 
September 18—New 


& O. 


York, N. Y.—Examiner McGrath: 


* 1. & S. 3141—Routing from points on C. R. R. of N. J. and Reading 
Co. to New England points. 

September 18—Omaha, Neb.—Examiner Clarke: 

* 1. & S. 3142—Switching charges at Louisville, Neb. 





September 18—St. Louis Mo.—Examiners Carney and Mackey: 
* 19494—Federated Metals Corp. vs. T. C. Ry. et al. 
September 18—Chicago, Ill.—FExaminers Johnston & Crowley: 
20743 (and Sub. 1)—Midwest Wool Trade Assn. vs. A. & R. R. R. 
et al. 
September 18—McAlester, Okla.—Examiner Fiedler: 
20830—Kali-Inla Coal Co. vs. C. R. I. & P. Ry. et al. 
21031 (and Sub. 1)—Corporation Commission of Oklahoma vs. A. T. 
& S. F. Ry. et al. 


September 18—Mobile, Ala.—Iixaminer Pyle: 
21030—State Docks Commission et al. vs. G. M. 


September 18—Argument at Washington, D. C.: 
ee Sub. No. 1 and 2)—Wm. Fraser, Jr., Inc., vs. A. C. L. 
et al. 
18016—Wm. Fraser, dr., Ine., va._D. L. & W. R. R. et al. 
18165—Wm. Fraser, Jr., Inc.,. va. I. C. KR. BR. ot al. 


September 18—Chicago, Ill—Chairman Campbell and Examiners Faul 
and Wilbur: 
19610—Switching rates in Chicago Switching District. 
1. & S. 2900 (and 1st supplement)—Switching rates between points 
in Chicago and Chicago Heights District. 
20006—Illinois Slag & Ballast Co. vs. C. W. P. & S. R. R. et al. 
(further hearing). 


September 19—Dallas, Tex. xaminer 
* 20978—(and Sub. Wa ttnaties Dennery, 


& N. R. R. et al. 





Fleming: 
ine., va. B. 2 Tt. C. HR. 


et al. 
* 20686 _ Sub. 1)—Ft. Worth Gas Co. et al. vs A. T. & S. F. Ry. 
et al. 


September 19—St. Louis, Mo.—Examiners Carney and Mackey: 
0613—Anchor Coal Co. et al. vs. A. & S. Ry. et al. 


* — (and Sub. Nos. 1 and 2)—Allhoff Bros., Inc., et al. vs. A. & E. 
cme Ct Al. 

* 18183—Intrastate Rates on Coal to East St. Louis, Ill. 

* 17994 (and Sub. 1)—Perry Coal Co. et al. vs. A. & S. R. R. et al. 


> 


* 18268—St. Louis Chamber of Commerce vs. A. & §S. R. R. et al. 
(further hearing). 
ae omer! 19—Boston, Mass.—Examiner McGrath: 
21021—Chaffee Brothers Company vs. N. Y. N. H. & H. R. R. 


Semester 19—Argument at Washington, D. C.: 
18034—Chesapeake & Ohio Ry. et al. vs. A. C. R. R. et al. 


September 19—Fort Wayne, Ind.—lxaminer Binkley: 
21043—Berghoff Products Co. ve. KX. F.C. and St. & KR. R. 
September 19—Sioux Falls, Sxaminer Clarke: 





19732 (and Sub. Nos. 1 to. 6 incl. )—American Fruit Co., Inc., et al. 


vs. Black City, Black Hills & Western R. R. et al. 


September 19—Washington, D. C.—Examiner Curtis: 
253—Canton R. R. vs. A. A. R. R. et al. 

September 20—Tifton, Ga.—Examiners Hill and Glenn: 
718—South Georgia Traffic Bureau, Tifton, Ga., for F. C. 
va. A. €. 1. BR. HR. et al. 

Portions Fourth Section Application Nos. 703, 1530 and 2045. 

* 20920 (and Sub. 1)—South Georgia Traflic Bureau for C. H. Strang- 
ward vs. F. E. C. Ry. et al. 

September 20—Chicago, IIl._—Examiners Johnston & Crowley: 

1. & S. 3088 (and Supplements 1 to 3, inclusive)—Cans, iron, steel 
or tin, in Illinois and Western Trunk Line Territories and be- 
tween those territories and Central territory. 


September 20—Boston, Mass.—Examiner McGrath: 
20956—Abbot Worsted Company vs. B. & M. R. 


September 20—Dallas, Tex.—Examiner Fleming: 





Burnett 


R. et al. 





* 17535—Higginbotham-Bartlett Co., Inc., et al. vs. A. & V. Ry. et al. 
September 20—Argument at Washington, D. C.: 
14865—The Hinde & Dauch Paper Co. vs. C. C. C. & St. Ry. et al. 
19841—Cumberland Cement & Supply Co. vs. B. & O. it R. et al. 


20199—The Busse Brick Co. vs. L. & N. R. R. 
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September 20—Logansport, Ind.— 
20984—G. Caroso & Co. vs. St. 
September 21—Dallas, Tex.—Examiner Fleming: 
* 20948 (and Sub. 1)—Abe Rosenblum Corp. et al. vs. \ : 
et al. 
September 21—Boston, Mass.—Examiner McGrath 
21141—Shelburne Cooperative Creamery Co. vs. Rutland R. R 
September 21—Washington, PD. C.—Examiner Curtis: 
20144 (and Sub. 1)—Barrett Co. vs. A. T. & S. F. Ry. ef al 
September 21—Aberdeen, S. D.—Examiner Clarke: 
20414—Traffic Bureau, Chamber of Commerce, et al. ys. 


Examiner Binkley: 
L.-S. F. Ry. et al. 


Ry et al. Mt Nor 
September 21—Argument at Washington, D. C.: 
1950i—John Arko et al. vs. A. T. & S. F. Ry. et al, 
19756—Glidden Co. vs. A. C. & Y. Ry. et al. 
20152—American Paint & Varnish Mfgrs.’ Assn, et al. ys. 4 ¢ 
¥Y. Ry. et al. “uy @ 
September 21—Crawforasville, Ind.—Examiner Binkley 
20989—The City of Crawfordsville vs. C. C. (|. & St. I Ry 


September 22—Dallas, Tex.—Examiner Fleming: 
* 19831—Patterson Produce Co. vs. G. Cc. & S. Ry. et al 
* 20273—Magnolia Petroleum Co. vs. A. T. & S. F. Ry. et al 
September 22—Tampa, Fla.—Examiners Glenn and Hill: 
* 21025—Dann-Gerow Co., Inc., et al. vs. AL G. S. RL R. et al 
September 22—Tulsa, Okla.—Examiner Fiedler: 
21023—Oklahoma Steel Castings Co. vs. M. P. R. R. et al 
September 22—Florence, Ala.—Ioxaminer Dyle: 
20945—Ware Brothers Agency vs. Chicago & Alton R. RB. et al 


September 22—Argument at Washington, D. C.: 
17854 (and Sub. No. 1)—Iola Cement Mills Traffic Assn. et al, \ 
A. T. & S. F. Ry. et al. he: 
18264—Lehigh Portiand Cement Co. vs. A. T. & S. F. Ry. et al 


18299—Kansas Portland Cement Co. vs. A. T. & S. F. Ry. et al 
September 22—Indianapolis, Ind.—Examiner Binkley: 
16496— National Car Coupler Co. vs. A. T. & S. F. Ry. et al. (furthe 
hearing, in respect to the issues of reparation on shipments Other 
than those covered by 


orders of reparation heretofore entered 
21140—Muncie Foundry & Machine Co. et al. vs. C. & O. Ry. et qj 
September 24—St. Paul, Minn.— Examiners Worthington and Wals| 


* 17000—Rate Structure Investigation, Part 10, Hay. 

* 16502—Board of Railroad Commissioners of the 
kota vs. C. & N. W. Ry. et al. 

* 19222—Wichita Chamber of Commerce et al. vs. A. 


State of South Da. 


& S. Ry. et; 


* Fourth Section Application 13040—Hay from South Dakota (furth 
hearing). 
September 24—Dallas, Tex.—-EMxaminer Fleming: 
* 17612—Apex Co. et al. vs. A. & V. Ry. et al. 
* 18042—Pan-American Wall Paper and Paint Co. vs. C. Ro 1 & p 


Ry. et al. 
* 18123 (and Sub. 1)—Tex-Mex 
(Further hearing.) 
September 24—Richmond, Va.—lExaminer Archer: 
20969—Rates on Fertilizers and Fertilizer Materials Within the Stat 
of Virginia. 
September 24—St. 
* 20277—Rates on Bituminous 
City and St. Joseph, Mo. 
September 24—Chicago, Ill.—lkxaminers Johnston & Crowley: 
20532—Colonial Salt Co. et al. vs. A. CG. & Y. Ry. et al. 


Jobbing House vs. lL. V. R. R. et al 


Louis, Mo.—Examiners Carney and Mackey 


Coal from points in Mo. to Kanga 


September 24—Wichita, Kans.—Hxaminer Fiedler: 
20999—-Wichita KFlour Mills Co. vs. A. TIT. & S. FF. Ry. et al. 
September 24—Boston, Mass.—Mxaminer MeGrath: 


21018—Edmund D. Codman vs. B. & M. Rh. R. et al. 
September 24—Bismarck, N. D.—Examiner Clarke: 
21066 (and Sub. 1)—Board of Railroad Commissioners of the State 
of North Dakota vs. B. F. & I. F. Ry. et al. 
September 24—Miami, Fla.—Mxaminers Hill and Glenn: 
* 20080—The Southern Cotton Oil Co. et al. vs. BF. i. CG. Ry. 
September 24—Nashville, Tenn.—Examiner Dyie: 
20925—G. P. Rose, Jr., vs. L. & N. R. R. et al. 


September 24—Washington, D. C.—Ilixaminer Curtis: 
20392—-The Atlas Portland Cement Co. vs. Southern Ry. 
September 24—Argument at Washington, D. C.: 


19487—Scharff-Koken Mfg. Co. vs. A. T. & S. F. Ry. et al. 
eras Wichita Chamber of Commerce et al. vs. A. T. 
Ry. et al. 


September 24—Fort Worth, Tex.—Examiner Simons: 
12358—Texas Livestock Shippers’ Protective League et al. vs. L- 
rector General, as agent, A. & S. Ry. et al. 
11018—Wichita Board of Commerce et al. vs. D. G., A. & W. By 


& W. Ry 


& §. F 


et al. 
a + pannel of Commerce of Kansas City, Mo., vs. A. 
et al. 
13619—Ross Bros. Horse and Mule Co. et al. vs. U. P. R. R. et al. 
13627—Burnett-Yount Horse & Mule Co. et al. vs. A. & S. Ry. etal 
1. & S. 2389—Rates on horses and mules to, from or between South: 
western pts. 

1. & S. 1483—Horses and mules from Kansas City, Mo., and Wichita 
Kans., to New Orleans, La., Memphis, Tenn., and other points. 
13237—In the Matter of Interstate and intrastate rates for trans 
portation of ordinary live stock from points in Nebraska to Omahs 
and S. —s Neb., in their relation to rates on the same com: 
modity, in C. from 1. in Neb. to Kansas City and St. Jo 

seph, Mo., poll Sioux City, Ia. 

12268—Board of Railroad Commissioners of State of S. D. vs. C 
& N. W. Ry. et al. 

Fourth Section Applications Nos. 461, 462, 621, 673 and 678. (Further 
hearing.) 


September 24—Oklahoma City, Okla.—lMxaminer 

* 13535—Consolidated Southwestern Cases. 

* 14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et 

* 14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 

* 15463—St. Louis Chamber of Commerce et al. vs. A. & R. R. R. € 

* 1. & S. 2097 and 2271—Rates to Southwestern Destinations (furth+ 
hearing, respecting lawful rates on canned goods, in carloads 
from and to points embraced in respective proceedings). 

September 25—Galveston, Tex.—PEPxaminer Bardwell: 


luller: 



















* 14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. ¢ 
* 15463—St. Louis Chamber of Commerce et al. vs. A. & R. R. i. et 
1. & S. 2097—Rates to Southwestern Destinations. 


‘1. & §. 2271—Rates. to Southwestern Destinations (further hearin 
respecting lawful rail-ocean, ocean-rail, and rail-ocean-rail rate 





et al 


- et al Vg 


‘+ @t al, 
. et al, 


Al. (further 
1ENtS Other 


eentered 
Ry. et al 


nd Wals 


South Da- 


hy et ; 
‘lL (furth 


W. Ry 


et al. 
y. et al 
South- 


Vichita 
ints. 

trans: 
Omaha 
1e com: 
St. Jo- 


vs. C 


Further 


THE TRAFFIC WORLD 


The Latest 
Shipping 
Refinement 


Bundles, Boxes, Bales, Barrels, Crates, etc., are all good 
methods of shipment. But to get the mast out of every 
container, progressive firms use Signode Tensional 
Steel Strapping. Signode adds strength where strength 
is needed, protects against pilfering, and helps you 
assemble the best possible container at the least possible 
cost. If in doubt, ask one of our Shipping Experts to 
call, for he is not prejudiced in favor of any particular 
kind of container and will give you the best practical 
help and suggestions. Write for Bulletin 14. 


Consolidated Steel Strapping Co. 
2613 N. Western Avenue, Chicago, III. 


SIGNODE 


dhe Sealed Steel Strapping 


We also manufacture round wire reinforcement, plain box strapping, 
pail clasps, clutch nails, tag hooks, etc. 


What Some of Our Clients Have to Say 
About Our Service 


“UP-TO-DATE” 


Both our facilities and organization follow the trend 
of successful, modern business—“Watching” Service 
is up-to-the-minute. 


The Traffic Service Corporation, 
Washington, D. C. 


Gentlemen: 


I wish to acknowledge receipt of your letter of 
June 8d, giving us information relative to certain 
changes in Supplement 7 to Great Lakes Transit 
Corp., I. C. C. 68. 


The service that we are receiving from your com- 
pany is very much appreciated by us, and I wish to 
compliment your company on the class of service 
that you are giving, and will certainly be glad to 
recommend it to anyone desiring the service of an 
up-to-date traffic organization in Washington. 


Yours very truly, 


MINNESOTA-ATLANTIC TRANSIT CO. 


(Signed) A. R. SHEFF, 
General Freight Agent. 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 


The Cotton Concentration Company 


Incorporated 


Concentrators and Distributors of Cotton 
and General Merchandise 


Located at GALVESTON, TEXAS 
The World’s Largest Cotton Port 


Six High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eecuippea with Sprinkler System Throughout. 
Reiiavie Transportation at a Moment’s Notice. 


WM arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


J[tesrity of Our Warehouse Receipts Is Unques- 
tioned. 


Corpacity of Tracks Serving Plants Over 500 Cars. 


Fstablishea System of Service. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not “From Whence It Comes Nor 
Whither It Goes,’ That’s Your 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’! Manager 


GEO. SEALY 
President 


United States 
Mail! 


SPEED your shipments to North China, 
South China and The Philippines on 
* President Liners” — mail carriers to the 
Orient because of fast service. There’s a 
sailing from Seattle over the short route 
every other Saturday. Arrivals every alter- 
nate Monday. Thru bills of lading issued 
to all Oriental ports. 


Seven express “Cargo Liners,” sailing on 
regular, dependable schedule to serve you to 
Takubar, Dairen, Tsingtao, Amoy, Iloilo, Cebu. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G. ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Sie. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 
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for application from and to the poimts embraced in respective 


proceedings). 

September 25—Dallas, Tex.-—Examiner Fleming: 

* 20465—Murray Co. vs. A. T. & S. F. et al. 

September 25—Louisville, Ky.—Examiner Pyle: 
21097—-Standard Sanitary Manufacturing Co. vs. 

ern Ry. et al. 


Abilene & South- 


<aminer Johnston: 
-&S&. 3138—Chipboard, "Sisesieaes and Pulpboard from Gulf ports 
to Eastern points. 
September 25—Washington, D. C.—Chief Examiner Butler: 
16750—National Poultry, Butter & Egg Assn. et al. vs. A. & R. R. R. 
et al. (further hearing). 


September 25—Argument at Washington, D. C.: 





19847—Cook, Swan & Young Corp. et al. vs. A. N. R. R. et al. 
20221—Barrett co. Ve. . 2. Be Ww. ot. RR. GE GI. 
20444—-Federal Metals Corp. vs. fro Pac. R. R. et al. 


September 26—Washington, D. C.—Examiner Curtis: 
* 1, & S. 3140—Coal from Southern Region mines to Washington, 
oT ee 26—St. Louis, Mo.—Examiner Carney 
. & S&S. 3144—I etroleum and petroleum products from Oklahoma to 
* Gulf ports for export and coastwise movement. 
September 26—Dallas, T cxaminer Fleming: 
* 19998—Lawson Rubber and Manufacturing Co. et al. vs. A. & R. 
R. R. et al. 
September 26—Louisville, Ky.—Examiner Pyle: 
1. and S. No. 3134—C rushed Stone from 
Southern points. 
September 27—Argument at Washington, D. C.: 
20124—The Columbus Packing Co. vs. N. & W. Ry. 
September 28—Washington, D. C.—Examiner Curtis: 
. & S. 3136—Class and commodity rates via Baltimore 
S. S. Co. of Baltimore City. 
September 28—Argument at Washington, D. C.: 
19480—Inland Waterways’ Corp., operating Miss. -Warrior 
et al. vs. A. G. S&S. R. R. et al. 


September 29—Longview, Tex.—-Ex 


Dp. c. 





High Bridge, Ky., to 


and Carolina 


Service 


xaminer Fleming: 








* 20909—East Texas Chamber of Commerce vs. A. T. & S. F. Ry. et al. 
October 1—Washington, D. C. "xaminer Curtis: 

21022—John W. —<—e & Sons vs. Can. Nat. Rys. et al. 
October 1—Chicz xaminers Worthington and Walsh: 
* 17000—Rate Structure “cen anally Part 10, Hay. 
* 16502—-Board of Railroad Commissioners of the State of South Da- 

kota vs. C. & N. W. Ry. et al. 

* 19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
* Fourth Section Application 13040—Hay from South Dakota (further 


hearing). 


October 1—Little Rock, Ark.—Examiner Fleming: 

* oe Orleans Joint Traffic Bureau et al. vs. 
et al. 

* 20710—A 


A. & L. M. Ry. 
A. & L, M. Ry. 


Examiners Carney and Mackey: 
KR. R. R. et al. 


. A. Tindall et al. vs. et al. 


Kansas City, Mo. 
* 13535—Corporation Commission of Oklahoma ys. A. & 








* 14880—Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 
(further hearing respecting lawful rates for application between 
Atchison, Leavenworth and Kansas City, Kan., and St. Joseph 


and points in Kansas, Mis- 
Arkansas, Texas 
other hand). 


and Kansas City, Mo., on the one hand, 
souri, south of the Missouri River, Oklahoma, 
and Louisiana, west of Mississippi River, on the 


October 1—Kansas City, Mo.—Examiner Simons. 

12358—Texas Livestock Shippers’ Protective League et al. vs. 
rector General, as agent, A. & S. Ry. et al. 

oe Board of Commerce et al. vs. D. G., A. & W. Ry. 
et al. 

a ee of Commerce of Kansas City, Mo., vs. A. & W. Ry. 
et al. 

13619—Ross Bros. Horse and Mule Co. et al. vs. U. P. . &. et al. 

13627—Burnett-Yount Horse & Mule Co. et al. vs. A. a Ry. et al. 

1. & S. 2389—Rates on horses and mules to, from or ieanan South- 
western pts. 

1. & S. 1483—Horses and mules from Kansas City, Mo., and Wichita, 
Kans., to New Orleans, La., Memphis, Tenn., and other points. 
13237—In the Matter of Interstate and intrastate rates for trans- 
portation of ordinary live stock from points in Nebraska to Omaha 
ahd S. Omaha, Neb., in their relation to rates on the same com- 
modity, in C. L., from points in Neb. to Kansas City and St. Jo- 

seph, Mo., and Sioux City, Ia. 
12268—Board of Railroad Commissioners of State of S. D. vs. C. 


Di- 


& N. W. Ry. et al. 
Fourth Section Applications Nos. 461, 462, 621, 673 and 678. (Further 
hearing.) 
October 3—Seattle, Wash.—Commissioner Lewis & Atty. Examiner 
Barclay: 
17000—Part 5—Rate Structure Investigation. Furniture in so far 


as it embraces the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transporta- 
tion of furniture. 
18323—-Investigation of Rates on Furniture. 
l. & S. 2828—Metal Furniture in C. F. A. 
18568—Hey wood- Wakefield Co. et al. vs. A. 


Terry. 
A. RK. KH. ot al. 


18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. et al. 
19306—Hey wood- Wakefield Co. et al. vs. A. & V. Ry. et al. 
20022—-Mayer & Co. vs. L. I. R. R. et al. 

20597—-Heywood- Wakefield Co. vs. A. C. L. R. R. et al. 

1. & S. 3102—Classification Ratings on Furniture Frames. 
20726—Jackson Traffic Bureau vs. A. G. S. R. R. et al. 

21061—I. Addison, Trading as Florida Mattress Factory, et al. vs. 


a & KR. BH. BR. et al. 

21087—The Stationers Corp. vs. P. M. Ry. et al. 

21118—Heywood-Wakefield Co. et al. vs. C. M. & St. P. Ry. 

Portions Fourth Section Appl. 2057 et al. (further hearing). 
and receivers thereof. 

21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 

October 3-4—Argument at Washington, D. C.: 

Finance No. 6409—In the Matter of the Joint Application of Great 
Northern Pacific Ry. and Spokane, Portland & Seattle Ry. for 
authority to the first-named company to acquire control by lease 
and to operate the railroad of the latter company; to issue capital 
stock and assume certain liabilities. 

Finance No. 6410—In the Matter of the Application of the Great 
Northern Pacific Ry., Northern Pacific Ry. and Great Northern 
Ry. for authority to the first-named company to acquire control 
of the other two companies by purchase of capital stock and to 
lease their railroads. 


et al., 
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October 9—San Francisco, Calif.—Commissioner Lewis and Atty, Ex 
aminer Barclay: ‘ 
17000—Part 5—Rate Structure Investigation. Furniture in go far 
as it embraces the classifications, ratings, rates, ch: Arges, rules 
regulations and practices pertaining to the interstate transporta. 
tion of furniture. 
18323—Investigation of Rates on Furniture. 
Il. & S. 2828—Metal Furniture in C. F. A. Terry. 
18568—Hey wood- Wakefield Co. et al. vs. A. A. R. R. et al. 
18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. 
19306—Hey wood- Wakefield Co. et al. vs. A. & V. Ry. et al. 
20022—-Mayer & Co. vs. L. I. R. R. et al. 
20597—Heywood- Wakefield Co. vs. A. C. L. R. R. et al. 
1. & S. 3102—Classification Ratings on Furniture Frames. 
20726—Jackson Traffic Bureau vs. A. G. S. R. R. et al. 
21061—I. Addison, Trading as Florida Mattress Factory, et al, ys 
A. & R. R. R. et al. 
21087—The Stationers Corp. vs. P. M. Ry. et al. 
21118—Heywood-Wakefield Co. et al. vs. C. M. & St. P. Ry. 
and receivers thereof. 
21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 
Portions Fourth Section Appl. 2057 et al. (further hearing). 
October 11—Argument at Washington, D. C.: 
* Ex Parte 93—Publication of Rates on Traffic Between U. §. anq 
Canada. 


October 11—Biloxi, Miss.—Examiners Money and Esch: 

17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prog. 
ucts and Related Articles. 

1. & S. No. 2759—Cottonseed and related vegetable products from 
Southwestern territory to Central, Eastern and Southern teryj- 
tories. 

1. & S. No. 2820—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 2884—Vegetable Oils and Oil Foods from Texas to Ft, 
Wayne, Ind., and Buffalo, N. Y. 

1. & S. No. 2926—Vegetable Oils in Official Classification territory. 

1. & S. No. 2995—Vegetable Oils and related articles in Official 
Classification territory. 

l. & S. No. 3035—Cottonseed from La. Ry. & Nav. stations to Shreve- 
port and Bossier City, La. 

1. & S. No. 3036—Cottonseed Hull Fibre or Shavings from §, W. 
points to Miss. and Ohio River gateways, etc 

1. & S. No. 3067—Cottonseed and other Vegetable Oils from the 
Southwest to interstate points. 

1. & S. No. 3098—Cottonseed and Vegetable Oils from Texas Com- 
mon points to Baltimore, Md., and Boston, Mass. 

1. & S. No. 3121—Cotton Linters from the Southwest to interstate 
points. 

14594—-American Linseed Co. vs. B. R. & P. et al. 

14683—-Spencer Kellogg & Sons vs. B. R. & P. et al. 

15425—-International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. ys. 
Abilene & Southern et al. 

16528—Southland Cotton Oil Co. et al. vs. A. & S. et al. 


et al, 


et al, 





16928—Manufacturers’ 

17270 (and Sub. No. 1)—American Linseed Co. et al. 
W. et al. 

17339—-C. F. Simonins’ Sons vs. C. I. & W. et al. 

17457—Hunphreys-Godwin Co., Inc., vs. A. & S. et al. 


Assn. of Chicago Heights vs. B. & O. et al. 
vs. N. Y. 8S. & 


18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. et al 
18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. “ al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & % et al. 


18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N “Ro R 
18890—Lever Brothers Co. vs. B. & A. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. et al. 
19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. I. & P. et al. 
19C88—The Blaton Co. vs. A. & V. Ry. et al. 





19141—Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
Southern Cotton Oil Co. vs. Ill, Cent. et al. 





19165—-Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169 (and Sub. No. 1)—California-Arizona Ginners’ and Crushers’ 
Assn. et al. vs. Apache Ry. et al. 


19176—National Cottonseed Products Corp. et al. 

19194—-Procter & Gamble Co. vs. A. & S. et al. 

19245—Procter & Gamble Co. vs. B. & O. et al. 

19270—Southern Cotton Oil Co. vs. Ann Arbor et al. 

19307—National Cottonseed Products Corp. vs. A. & N. W. et al. 

19325—Southern Cotton Oil Co. vs. A. & R. et al. 

19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. et al. 

19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. et al. 

19551 (and Sub. No. 1)—Rome Soap Mfg. Co. vs. C. I. & W. 

19642—FElberton Oil Mills vs. Va. & Caro. Sou. R. R. et al. 

20068—Graco Milling Co vs. A. & S. Ry. et al. 

20108 — Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. B. & 0. 
et al. 

20130—Buckeye Cotton Oil Co. et al. vs. A. & R. et al. 

20142—Portsmouth Cotton Oil Refining . vs. A. & R. et al. 

20161—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 

20596—Armour & Company et al. vs. A. & S. et al. 

20596 (Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. A. & S. et al. 

20879—Fredonia Linseed Oil Works Co. vs. A. & S. et al. 

a Plate Glass Co., Linseed Oil Division, vs. Santa Fe 
et al. 

Swift & Co. vs. A. & S. et al. 

21138—Armour & Company vs. A. & S&S. et al. 

21151—Rome Oil Mills vs. Cent. of Ga. Ry. et al. 

Fourth Section App. 4241 et al., involving rates on cottonseed; cot- 
ton linters and cottonseed hull fibre or shavings; cottonseed meal, 
cake, etc.; and other vegetable oils. 


October 15—Los Angeles, Calif.—Commissioner Lewis and Atty. Ex- 

aminer Barclay: 

17000—Part 5—Rate Structure Investigation. Furniture in so far 
as it embraces the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transporta- 
tion of furniture. 

18323—Investigation of Rates on Furniture. 

l. & S. 2828—Metal Furniture in C. F. A. Terry. 

18568—Heywood-Wakefield Co. et al. vs. A. A. R. R. et al. 

18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. et al. 

19306—Hey wood-Wakefield Co. et al. vs. A. & V. Ry. et al. 

20022—Mayer & Co. vs. L. I. R. R. et al. 

20597—-Heywood- Wakefield Co. Vs. A. C. L. R. R. et al. 

l. & S. 3102—Classification Ratings on Furniture Frames. 

20726—Jackson Traffic Bureau vs. A. G. S. R. R. et al. 

2106i—I. Addison, Trading as Florida Mattress Factory, et al. VS 
A. & R. R. R. et al. 

21087—The Stationers Corp. vs. P. M. Ry. 

21118—Heywood-Wakefield Co. R ‘al. vs. C. M. 
and receivers thereof. 


vs. A. & V. Ry 





et al. 





et al. 


& St. P. Ry. et al. 
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Middlesex Transportation Co. 
PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 


Operates Daily (strasy.) Fast Steamship Freight Service 


LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 


Steamer Connections Made With All Leading Water Lines in 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 





DOCKET 13535 


Southwestern Rates now based on the shortest 
mileage. Origin to Destination. 


Are you prepared to figure these 
mileages quickly ? 


MONTFORT’S BASE POINT MILEAGE MAP 


has proven a wonderful help. 


Size 51” x 57” Linen Price $11.50 
= ‘¢ Heavy Paper - 7.50 


With moldings top and bottom $1.00 extra 
Address: C. M. MONTFORT, Pp. 0. Box 887, St. Louis, Mo. 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Les Angeles or San Francisco 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


DENVER, COLORADO 






_ 


_ _, FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 


THE TRAFFIC WORLD 





LITTLE ROCK, ARK. | 





UTICA, N. Y. 














PANAMA MAILS. 8S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From San Francisco From Los Angeles 





. S. pt. . 
S. S. VENEZUELA. ......cccccess Sept. 22 Sept. 24 
S. S. GUATEMALA .......0.0000 Oct. 6 Oct. 8 


Also regular sailings for Mazatlan, Champerico, San Jose de 
Guatemala, Acajutla, La Libertad, La Union, Corinto, Amapala, 
Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) and 
Buenaventura. 


Trans-Shipment at Panama for South America and European Ports 


Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central Américan ports. 


—OFFICES— 
140 S. Dearborn St., Chicago, Il. 2 Pine Street, San Francisce, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Leos Angeles, Cal. 


A Modern Warehouse 
WITH 


Office, Display and Storage Space 


OCATED in the heart of Little Rock’s jobbing district, 
this new five-story warehouse has not only a storage capac- 
ity of 1,900,000 cubic feet, but also light airy offices with ample 
room for display of samples, advertising material and so on. 
Equipped with every modern loading and unloading device and 
enjoying switching privileges from any line entering the city. 


Absolutely Fireproof. Attractive, Low Insurance Rates 
Pool Car Distribution. Household Storage 


New Terminal Warehouse Company 


LITTLE ROCK, ARKANSAS 


Member American Warehousemen’s Association, 
American Chain of Warehouses 








Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U. S. A. 


Boston Office: 
92 State Street 







In the Heart of New York State 


Broad Street Warehouse Corp. 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 


Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 
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21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 
Portions Fourth Section Appl. 2057 et al. (further hearing). 


October 22—Kansas City, Mo.—Commissioner Lewis and Atty. Ex- 


aminer Barclay: 

17000—-Part 5—Rate Structure Investigation. Furniture in so far 
as it embraces the classifications, ratings, rates, charges, rules, 
regulations and practices pertaining to the interstate transporta- 
tion of furniture. 

18323—-Investigation of Rates on Furniture. 

l. & S. 2828—Metal Furniture in C. F. A. Terry. 

18568—Hey wood-Wakefield Co. et al. vs. A. A. R. R. et al. 

18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. et al. 

19306—Hey wood- Wakefield Co. et al. vs. A. & V. Ry. et al. 

20022—-Mayer & Co. vs. L. I. R. R. et al. 

20597—Heywood- Wakefield Co. vs. A. C. L. R. R. et al. 

1. & S. 3102—Classification Ratings on Furniture Frames. 

20726—Jackson Traffic Bureau vs. A. G. S. R. R. et al. 

21061—I. Addison, Trading as Florida Mattress Factory, et al. vs. 
A. & KR. R. R. et al. = 

21087—The Stationers Corp. vs. P. M. Ry. et al. 

21118—Heywood-Wakefield Co. et al. vs. C. M. & St. P. Ry. et al., 
and receivers thereof. 

21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. 

Portions Fourth Section Appl. 2057 et al. (further hearing). 


October 22—Dallas, Tex.—Examiners Money and Esch: 


17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod- 
ucts and Related Articles. 

1. & S. No. 2759—Cottonseed and related vegetable products from 
Southwestern territory to Central, Eastern and Southern terri- 
tories, 

1. & S. No. 2820—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 2884—Vegetable Oils and Oil Foods from Texas to Ft. 
Wayne, Ind., and Buffalo, N. Y. 

1. & S. No. 2926—Vegetable Oils in Official Classification territory. 

Il. & S. No. 2995—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 3035—Cottonseed from La. Ry. & Nav. stations to Shreve- 
port and Bossier City, La. 

l. & S. No. 3036—Cottonseed Hull Fibre or Shavings from S. W. 
points to Miss. and Ohio River gateways, etc. 

1. & S. No. 3067—Cottonseed and other Vegetable Oils from the 
Southwest to interstate points. 

1. & S. No. 3098—Cottonseed and Vegetable Oils from Texas Ciom- 
mon points to Baltimore, Md., and Boston, Mass. 

1. & S. No. 3121—Cotton Linters from the Southwest to interstate 
points. 

14594—-American Linseed Co. vs. B. R. & P. et al. 

14683—-Spencer Kellogg & Sons vs. B. R. & P. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. Nos. 1 to 5, incl.)\—Armstrong Packing Co. vs. 
Abilene & Southern et al. 

16528—Southland Cotton Oil Co. et al. vs. A. & S. et al. 

16587—-Lever brothers Co. vs. D. L. & W. et al. 

16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. et al. 
= pnged Sub. No. 1)—American Linseed Co. et al. vs. N. Y. S. & 
r. Gt Qi. 

17339—C. F. Simonins’ Sons vs. C. I. & W. et al. 

17457—Hunphreys-Godwin Co., Inc., vs. A. & S. et al. 

18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. et al. 
18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. et al. 
18405—Interstate, Cotton Oil Refining Co. vs. C. B. & Q. et al. 

18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R. 

18890—-Lever Brothers Co. vs. B. & A. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. et al. 

19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. I. & P. et al. 

19088—The Blaton Co. vs. A. & V. Ry. et al. 

19141—Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 





FOR SALE—Bound volumes Traffic World 1920 to 1925 in good 


condition. Address Price Bros. & Co., Ltd., Quebec, Que., Canada. 


We Bind The Traffic World 


no Re BEE: GREK 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications . 


The Book Shop Bindery 


350-354 West Erie Street Chicago 





Do You Know =: «< 


(1) Rent teams and trucks? 





(2) Distribute pool cars? 


(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO. 


Established 1857 


1020 South Canal Street, Chicago 






PHILADELPHIA, PA. 


DELIVERY 
C., let BREAKING UP 
ompteté) FORWARDING 
WAREHOUSING 


Service 
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UNION TRANSFER CO. 


suasipiary PHILADELPHIA LOCAL EXPRESS 


Established 1867 
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SU/LOS BETTER BYSINESS 
MERCANTILE WAREHOUSING AND DISTRIBUTING 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL GOMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 















C & A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 





Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE ano 
2000 Carload PoOoL CAR DISTRIBUTION 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY. MO. 



























WASHINGTON, D. C. 


When in Washington, Eat Well Seasoned, Home Cooked Food at 
THE AVENUE CROWN 
Across the Street from I. C. C. BLDG. 


ee 1727 Penna. Avenue N. W. 





Increased Salaries for 


Traffic Managers 


‘*A plan of pooling L. C. L. shipments which I worked out 
has saved large sums for my firm and our customers, and 
has won the attention of railroad men,” writes L. V. Mullett, 
Traffic Manager for Mutschler Brothers Co. , Nappanee, Ind. 


‘“As I have advanced, through the aid of LaSalle training 
in Traffic Management, my income has increased propor- 
tionately. It is now 140% larger than when I began my 
training, but my biggest satisfaction lies in being able to . 
do my work efficiently.’” Whether or not a have had years 


of experience in traffic work, you will be interested in 
LaSalle’s 64-page booklet, “Opportunities in Traffic Manage- 
ment.’’ Send for it today. It’s FREE. Address Dept.795-TA 


LaSalle Extension University, Chicago, Ill. 








1004-26 Spring Garden Street 





Daily Delivery Service in Philadelphia and te 250 Surrounding 
Tewns at Lowest Minimum Delivery Charges 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET ST. 
Phone, Main 3840 Telephone State 8635 
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CARLOADING & DISTRIBUTING CO 


UNITED STATES FREIGHT COMPANY 


‘Less Than Carload Freight Service 4 


Service ! 


The subject of transportation is 
as old as the hills. The Cedars 
of Lebanon were pulled, shoved or 
hauled down to Jerusalem to build 
King Solomon’s Temple. 


We are still pulling, shoving or 
hauling lumber. Quaint methods 
then—great ship loads and train 
loads now—nothing new about 
the idea, but the method has 
changed. We must have service. 


The Universal Carloading & 
Distributing Co. does not haul 
lumber but it does give a fast, de- 
pendable less than carload freight 
service for the transportation of 
many classes of merchandise at 
reduced rates. 


=e 


For Rates or turther information apply to our Freight 
Traffic Department in your city or to the 


| FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 


“Reduced Freight Rates” 
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Strategic Points of Operation 
or Shippers and I istribuon 


At Your 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 
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BOSTON TIDEWATER TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’! Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 

G. W. Green, V. P. & Gen’l Manager 

17 State Street, New York 
PHILADELPHIA TIDEWATER TERMINAL 

G. M. Richardson, Gen’ Manager & Treas. 

10 Chestnut Street, Philadelphia 
NORFOLK TIDEWATER TERMINALS, INC. 

J. A. Moore, Manager 

Norfolk, Va. 
KEYSTONE WAREHOUSE Co. 

W. S. Bishop, Gen’1 Manager 

Seneca and Hamburg Streets, Buffalo, N. Y. 
MERCHANTS’ WAREHOUSE CoO. 

Snowden Henry, Supt. 

10 Chestnut Street, Philadelphia 


RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 


W. B. McKINNEY, Sec’y and Treas. 


Th i 
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INof TIDEWATER TERMINALS | 
w/% and ALLIED IMIAND WAREHOUSES 


HARVEY C.MILLER President ~~ 4 Bike 
COMMERCIAL TRUST BLDG.PHILA. PA. FA 
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The Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 
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SHIP BY BARGE! 
via THE OPEN GATEWAY TO THE SEA 


AFFORDING SHIPPERS 
Dependable Freight Service with 2O% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment. 


Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, tne. 


MEMBERS TELEPHONE 
- ng 25 Broadway, New York City, N. Y. snusien enum 0 


N. Y. Maritime Exchange BUFFALO OFFICE: Chamber ef Cemmerce Building BONDED CARRIER 
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DEPENDABILITY 


In Freight Movement is an Essential 
Need in Every Business. We Give 








Careful, Expeditious Service 


CALL ON, WRITE OR PHONE 
OUR REPRESENTATIVES FOR 
PROMPT, CHEERFUL AND 
COURTEOUS INFORMATION 


RS 


The Map Shows the Territory We Serve 
































To avoid delay, shipments for Canadian 
destinations must be accompanied by ship- 
ers’ export declaration made in triplicate. 
his document must be delivered to railroad 
agent at initial point with the shipment and 
accompany same to Canadian port of entry. 


EDMONTON §& 


A WINNIPEG 


SAULT SAINTE MARIE 

& EMERSON Ma 
MS>10 

THIEF RIVER FALLS BESSEMER Ye 


VANCOUVER 


b 
MENOMINEE 


MINNEAPOLIS 


SEATTLE- ) SPOKANE 


MANITOWOC 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


SAINT PAUL 


MILWAUKEE 


AGENCIES 


Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 East Wisconsin Ave. 


CHICAGO 


St. Louis, Mo., 2050 Railway 
Exch. Bldg. 

St. Paul, Minn., 1112 Merchants National 
Bank Bldg. 


* Boston, Mass., 40 Central St. 
Buffalo, N. Y., 504 Iroquois 





i 


; Bldg. 
Chicago, Ill., 1630 Bankers Bldg., Clark and Adams. 
Chippewa Falls, Wis. 
Cincinnati, O., 709 Traction Bldg. 
Cleveland, O., 915 Union Trust ~,% 
Detroit, Mich., 2243 First National Bank Bldg. 
Duluth, Minn., 408 West Superior St. 
Grand Rapids, Mich., 1001 Grand Rapids Trust Bldg. 
Indianapolis, Ind., 430 Merchants Bank Bldg. 
Kansas City, Mo., 723 Walnut St. 


Minneapolis, Minn., Soo Line Bldg., 5th 
St. and Marquette Ave. 

Neenah, Wis. 

New York, N. Y., 1550 Woolworth Bldg. 

Omaha, Neb., 725-26 W. O. W. Bldg. 

Passaic, N. J., 250 Bloomfield Ave. 

Philadelphia, Pa., 1500 Locust St. 

Pittsburgh, Pa., 2041 Oliver Bldg. 

Portland, Ore., 3rd and Pine Sts. 


San Francisco, Cal., 681 Market St. 

Sault Ste. Marie, Mich. 

Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Superior, Wis. 

Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 

Winnipeg, Man., 603-604 Lombard Bldg. 


CARE SOO LINE 
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CHICAGO HEIGHTS, ILLINOIS 


Are you looking for an industrial location? 


An ideal place for a manufacturing plant, 
storage and distributing warehouse, 
or branch plant of any kind? 


If so, Chicago Heights industrial district offers the finest opportunities in the 
Middle West. 


It has cheap land, 
good labor conditions ; 
excellent transportation service in all directions; 


flat Chicago freight rates outbound and inbound 
to and from all parts of the country; 


Chicago switching district freight rates on 
. intra-district traffic; 


Indiana and Illinois coal fields nearby; 
Electric power. 


It is near the center of population of America. 


The Chicago Heights Terminal Transfer Railroad now serves 84 industries 
and has direct interchange arrangements with all Chicago Heights railroads. 
Through the Chicago Heights-Chicago switching district it interchanges 
freight with all railroads reaching the Chicago district: 


Less than carload freight from Chicago Heights receives the benefit of daily 
through merchandise package cars to all sections of the country. 


Address 


P. S. LOTTINVILLE, General Agent 
Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 
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These Electrified Machines 
cut handling costs 









Handling package material—for- G-E Motorized Power—found on so 
merly so costly—becomes a rela- many of these machines—costs lit- 
tively small item of expense with tle, uses little power, requires little 





attention; and it is always ready for 


electrified machines. : 
service at the touch of a button. 








Stackers, inclined elevators, belt Your nearest G-E office is always 
and slat conveyors—all are pro- _ ready to supply information as to 
moting vast economies throughout the advantages of electrified ma- 






industry. chines. 







Apply the proper G-E 
motor and the correct 
G-E controller to a spe- 
cific task, following the 
recommendations of 
G-E specialists in elec- 
tric drive, and you have 
G-E Motorized Power. 
Built in or otherwise 
connected to all types 
of industrial machines, 
G-E Motorized Power 
provides lasting assur- 
ance that you have 
purchased the best. 


























~fitted to every need 


GENERAL ELECTRIC 


GENERAL ELECTRIC COMPANY, SCHENECTADY, N. -» SALES OFFICES IN PRINCIPAL CITIBS 
GENERAL ELECTRIC COMPANY, SCHENECTADY Nt ee ees 





























































































































































































































































































































































































Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines. 
3,825 Miles 


(Continued from Aug. 4th issue) 


CHAPTER VI 


Central Pacific Railroad of California 
Incorporated 


Judah went into the 
mountains and during the 
fall of 1860 made baromet- 
rical observations on three 
routes: one through El 
Dorado County by way of 
Georgetown; another by 
way of Dutch Flat (the route selected 
for the Central Pacific); and a third by 
Nevada and Henness Pass. 

These observations confirmed Judah’s 
belief that the Dutch Flat route offered 
a means of crossing the Sierra Nevada 
mountains with grades not greater than 
105 feet to the mile. Field parties were 
organized in the spring of 1861, and a 
thorough survey demonstrated that the 
difficulties and formidable features of this 
range could be either avoided or success- 
fully overcome for railroad purposes. 

Among the features which rendered 
the Sierra Nevada mountains so formid- 
able for railroad operations were the 
great elevation to be overcome in a com- 
paratively short distance; the want of 
uniformity in the western slopes; the 
difficulty of river crossings in the moun- 
tains, and the precipitous second summit 
of the range. 


Natural Route 

The line Judah selected might have 
been made to order. It followed a prac- 
tically unbroken divide lying between 
the American River and its north fork 
on the south and the Bear River and the 
South Yuba on the north. Along the line 
of this ridge, which ran from base to 
summit of the Sierra, only one river 
crossing in the mountains was necessary. 
The line also avoided the second summit 
of the Sierra and the crossing of the 
Washoe Mountains. 

Meanwhile, in Washington, the govern- 
ment, bombarded from all sections of the 
country, had been unable to decide on 
any plan to meet the growing demand 
for a Pacific Railroad. 

In 1855 the Secretary of War had made 
a report to Congress on the several sur- 
veys made under his direction. While 
this report increased interest in a Pacific 
Railroad, it also stimulated sectional jeal- 
ousies which for a long time stood in the 
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FROM TRAIL TO RAIL 


A History of Southern Pacific 


way of selecting any one route for a rail- 
road. Each part of the country through 
which it could pass wanted it and no 
section was willing to step aside and let 
the prize go elsewhere. It was a game of 
“dog in the manger” on a national scale. 

The history of the Pacific Railroad in 
Congress for several years thereafter was 
a repetition and elaboration of the argu- 
ments, estimates, opinions, and plans 
which had been put forth by individuals 
and conventions since 1832. 

The report of the Secretary of War 
was referred to a select committee, which 
reported a bill providing for the con- 
struction of a transcontinental railroad 
by the contractor who would make the 
lowest bid for carrying troops, mails, and 
government freight. 

W. M. Gwin, senator from California, 
offered as a substitute a bill providing 
for three roads. This bill passed the 
Senate but the House took no notice of it. 

The next session a number of Pacific 
Railroad bills were introduced. 

All this time the question of slavery 
was becoming more and more a vital 


issue. The southern legislators would 
not support a northern road lest the 
northern population should flow out and 
absorb the public lands along its route; 
the north would not permit the south to 
have it lest it should prove a link to 
bind the territory acquired from Mexico, 
including California, to.the slaveholding 
states. 

For successive sessions, through all 
the political excitement which preceded 
the Civil War, the Pacific Railroad ques- 
tion was presented over and over again. 
In the session of 1860-61 the House 
passed a bill providing for two roads. 
The Senate amended it and passed a bill 
calling for three roads. The House re- 
fused to take any action. 

South Carolina seceded from the Union 
December 20, 1860, followed by other 
states. On January 9, 1861, the ship 
“Star of the West,” on its way to Fort 
Sumter, was fired on by a confederate 
battery. On April 12, Fort Sumter was 
attacked. This started the Civil War, 
which continued until Lee’s surrender at 
Appomatox, April 9, 1865, brought hos- 
tilities to an end. 


Effect of War 


The War, of course, eliminated the 
southern states from any hand in the 
selection of a route for a Pacific Rail- 
road. It also restricted the choice of 
routes to northern territory. Further- 
more, it brought home to Congress the 
fact that rail communication with the 
Pacific slope was not merely desirable 
for commercial and sentimental reasons 
(Advertisement) 
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Southern Pacific 
Highways 
Lead to the 
Main Streets 
of All America 


but was essentially a military necessity, 
It was known that in California particu- 
larly there was a strong southern senti- 
ment, and it was feared this influence 
might be used either to place the new 
state in the confederate column or even 
to bring about its return to Mexico. 


When President Lincoln was urged by 
members of Congress that the govern- 
ment should build the Pacific Railroad, 
he is said to have replied: “The national 
government has its hands full carrying 
on the war. Private enterprise must 
build the Pacific Railroad and all the gov- 
erment can do is to aid; even admitting 
its construction is a political as well as 
a military necessity.” 

Friends of the Pacific railroad took full 
advantage of this situation, and word 
was sent to California that the passage 
of a Pacific railroad bill at the next ses- 
sion of Congress was a certainty. 

Judah’s reports of his survey being 
satisfactory, Huntington and his asso- 
ciates, on June 28, 1861, incorporated 
the Central Pacific Railroad Company 
of California, with a capital stock of 
$8,500,000. Leland Stanford, who had just 
been elected governor of California, was 
chosen president of the company; Collis 
P. Huntington, vice-president; his part- 
ner, Mark Hopkins, treasurer; James 
Bailey, secretary; and Judah, chief engi- 
neer. 

The first directors were: Leland Stan- 
ford, Charles Crocker, James Bailey, 
Theodore Judah, L. A. Booth, Collis P. 
Huntington, Mark Hopkins, all of Sac- 
ramento, Daniel W. Strong of Dutch 
Flat, and Charles Marsh, of Nevada. 

The capital stock of the company was 
divided into 85,000 shares of $100 each. 
The first subscribers were Stanford, 
Huntington, Hopkins, Judah, and Crocker, 
150 shares each; Glidden and Williams, 
125 shares each; Charles A. Lombard 
and Orville D. Lombard, 320 shares each; 
Samuel Hooper, Benjamin J. Reid, Sam- 
uel P. Shaw, 50 shares each; R. O. Ives, 
25 shares; Edwin B. Crocker, 10 shares; 
and Samuel Brannan, 200 shares. 

Bancroft, the historian, in commenting 
on the organization of the company, calls 
attention to the inadequacy of the or- 
ganization’s strength for the work it was 
about to undertake. 

He says: “Indeed, when it is remem- 
bered that neither Congress, individual 
states, nor syndicates of capitalists had 
yet been found willing to lay hold of so 
stupendous and hazardous an enterprise 
as that of constructing a Pacific railway 
at that time, the audacity of the Sacra- 
mento corporation in attempting the most 
difficult portion of it appears an act of 

madness or of inspiration. Few were 
found to give material encouragement to 
the project, and many said that those 
Sacramento merchants who had ventured 
upon it would sink their personal fortune 
in the canyons of the Sierra.” 


(To be continued in Sept. Ist issue) 










